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PREFACE 

This  treatise  is  characterised  by  considerable  departures  from 
conventional  methods,  and  it  is  believed  that  more  new  light  is 
thereby  thrown  on  the  subject  than  would  otherwise  have  been 
practicable. 

The  work  is  based  on  a  series  of  articles  just  completed 
in  Traction  and  Transmission,  and  what  usefulness  it  may  possess 
is  due  in  large  measure  to  the  courtesy  of  many  engineers  and 
manufacturers  who  have  so  liberally  supplied  the  author  with 
examples  of  their  modem  designs. 

In  a  growing  subject^  in  which  one  adopts  improvements  to  the 
utmost  extent  that  other  considerations  permit,  thorough  con- 
sistency is  difficult  to  attain. 

To  his  friend,  Mr  Theodore  Stevens,  blm.,  A.M.iiistc.B.,  A.M.I.E.E., 
who  has  carefully  arranged  the  publication  in  its  present  form, 
the  author  wishes  to  express  his  sincere  thanks. 

The  author  trusts  that  the  present  volume  may  in  some  small 
d^ee  usefully  supplement  the  excellent  treatises  of  Kapp, 
Thompson,  Arnold,  Hawkins  and  Wallis,  and  others,  which  have 
been  so  helpful  to  him  in  his  own  practice. 

A  table  of  usefully  arranged  data  on  copper  conductors  will  be 
foun\l  at  the  end  of  the  volume. 

H.  M.  H. 

London,  Jwie  1004. 
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Part    I.— CONTINUOUS    CURRENT   MOTORS 

CHAPTER  I 

INTRODUCTORY 

§  1.  Relative  Merits  of  Altemating  and  Continuous 
Current  Motors. — On  the  continent  of  Europe  and  in  America 
a  considerable  percentage  of  the  electric  motors  employed  for 
other  than  tramway  purposes  are  of  the  induction  type.  In 
England,  however,  the  continuous  current  motor  has  not  as  yet 
met  with  any  very  serious  competition  from  motors  of  the 
alternating  current  class.  This  is  partly  attributable  to  the  very 
early  and  extensive  introduction  of  the  single-phase  alternating 
current  system  in  England,  that  system  having  nu:de  here  earlier 
and  more  rapid  progress  than  in  other  lands.  Hence,  at  the  time 
of  the  first  induction  motors,  and  the  almost  simultaneous  demon- 
stration of  their  adaptability  to  single-phase  working,  it  was 
inevitable  that  the  extension  of  the  transmission  of  the  electric 
energy  to  power  purposes,  as  distinguished  from  its  use  for 
lighting,  should  in  England  have  tended  to  await  the  further 
development  of  the  single-phase  motor  in  cases  where  continuous 
current  was  not  available.  But  although  the  last  ten  years  have 
vritnessed  a  certain  amount  of  improvement  in  the  polyphase 
motor,  single-phase  motors  still  remain  far  behind.  These  and 
other  causes,  such  as  the  patent  situation,  and  the  absence  of 
large  water  powers  in  England,  have  resulted  in  retarding  the 
introduction  of  the  polyphase  induction  motor  to  anything  near 
the  extent  which  has  occurred  in  many  other  countries. 

In  view,  however,  of  the  present  state  of  development  of  con- 
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tinuous  current  and  alternating  current  motors,  this  may  be  of 
considerable  advantage,  for  there  are  now  good  grounds  for  the 
opinion  that  by  those  systems  of  distributing  power,  in  which  the 
final  transformation  into  mechanical  energy  is  by  means  of  the 
continuous  current  motor,  more  satisfactory  results  are,  on  the 
whole,  to  be  obtained,  not  only  for  traction  purposes,  but  also  for 
motors  in  factories,  mills,  and  mines,  than  by  the  use  of  alter- 
nating current  motors,  whether  single  or  polyphase.  The  present 
tendency  seems  to  be  to  reconsider  the  merits  of  the  continuous 
current  motor.  At  the  time  of  the  first  introduction  of  the  poly- 
phase motor  much  was  hoped  from  it  on  the  score  of  the  possibility 
of  avoiding  all  moving  contacts,  and  on  account  of  the  economy  of 
transmitting  at  high  voltage,  transforming  to  a  lower  voltage  by 
means  of  apparatus  without  moving  parts,  and  employing  the 
lower  voltage  in  a  motor  in  which  the  absence  of  all  moving 
contacts  in  the  conducting  circuits  was  pointed  to  as  a  striking 
improvement  over  motors  requiring  commutators  and  brushes. 

§  2.  Present  Stage  of  Development. — But  since  that  time 
the  continuous  current  motor  has  undergone  great  improvement, 
doubtless  in  part  owing  to  its  threatened  supersession  by  the 
alternating  current  motor;  and  the  best  motors  of  to-day  are 
characterised  by  a  complete  absence  of  sparking  at  the  com- 
mutator, while  the  collection  of  the  current  with  fixed  brush 
position  at  all  loads  is  in  all  respects  as  satisfactory  as  can  be 
obtained  at  the  slip-rings  of  induction  motors.  For  the  induction 
motor's  development  has  not  generally  been  on  the  lines  of  the 
earlier  machines,  with  no  moving  contacts.  This  type  had  serious 
faults,  which  have  considerably  limited  its  use.  Prominent  among 
these  faults  is  the  low  value  of  the  starting  torque  per  ampere 
input.  Far  the  greater  number  of  large  induction  motors  now 
in  use  have  slip-rings  and  starting  resistances.  Many  of  those  of 
the  type  without  slip-rings  employ  a  compensator  in  the  primary 
circuit  to  reduce  the  amperes  input  at  starting,  and  this  requires 
a  rearrangement  of  connections  after  the  motor  has  started  up. 
It  is  well  known  that  there  is  a  field  excellently  served  by  the 
induction  motor,  but,  in  the  light  of  the  above  considerations,  it 
is  less  evident  than  is  sometimes  assumed  to  be  the  case  that 
its  use,  in  general,  leads  to  greater  simplicity  and  usefulness 
than  does  the  use  of  the  continuous  current  motor.  A  further 
well-known  objection  relates  to  the  low  power  factor  of  the 
induction  motor,  and  in  the  latest  device  for  overcoming  this 
fault  we  have  an  induction  motor  with  a  multi-segment  com- 
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mutator.  It  may  be  well  to  further  mention  that  one  of  the  most 
promising  lines  for  developing  single-phase  motors  involves  the 
employment  of  a  commutator.  Although  in  the  ordinary  poly- 
phase motor  the  power  factor  in  all  but  the  smallest  sizes  may 
exceed  0'90  at  full  load,  it  is  very  low  when  the  motor  is  running 
light  and  with  small  loads,  and  this  seriously  affects  the  '*  all-day  *' 
efficiency  of  a  plant  where  any  considerable  proportion  of  the  load 
consists  in  induction  motora.  The  important  bearing  of  this  con- 
sideration will  be  the  more  evident  when  taken  in  connection 
with  the  subject  of  "  all-day "  economy  in  the  opening  section 
on  continuous  current  motors. 

The  transformation  from  the  high  voltage  of  the  transmission 
line  down  to  the  low  voltage  of  distribution  to  the  motors,  mthout 
resorting  to  apparatus  with  moving  parts,  has  been  looked  upon 
as  leading  to  an  important  group  of  advantages  gained  by 
employing  alternating  current  motors.  This  was  much  more  the 
case  in  the  earlier  days,  when  plants  were  on  a  far  smaller  scale, 
and  when  it  was  customary  to  instal  numerous  small  transformers 
scattered  all  over  the  area  supplied.  But  since  the  extended 
introduction  of  the  practice  of  transforming  in  bulk  at  a  few  large 
sub-stations,  rotating  apparatus  is  again  coming  into  fairly  general 
use,  with  a  correspondingly  great  increase  in  the  flexibility  of  the 
transformation.  Where  this  is  carried  out  by  motor  generators, 
although  the  cost  may  be  a  little  higher,  the  regulation  may  be 
much  more  satisfactorily  provided  for  than  by  rotary  converters 
and  auxiliary  static  transformers. 

§  3.  Advantages  of  Motor  Generators.— Motor  generators 
permit  of  better  automatic  control  of  the  secondary  voltage  than 
can  be  obtained  with  static  transformers.  One  may  accomplish, 
by  employing  motor  generators,  transformations  not  only  of  the 
voltage  and  current,  but  also  of  frequency  and  phase,  as  well  as 
transformations  from  alternating  to  continuous  current  and  the 
reverse.  Not  only  are  such  arrangements  superior  to  static  trans- 
formers on  the  score  of  ability  to  automatically  control  the 
voltage  regulation,  but  the  question  of  ventilation  of  the  apparatus, 
as  related  to  economical  design  for  a  given  permitted  temperature, 
is  much  simplified. 

But  little  success  has  as  yet  attended  the  employment  of  the 
induction  motor  for  traction ;  one  of  the  leading  objections  relates 
to  the  question  of  obtaining  variable  speed.  The  same  difficulty 
also  limits  the  field  of  application  of  the  induction  motor  for 
stationary  work,  since  all  methods  as  yet  devised  for  obtainmg 
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wide  variationfl  in  the  speed  of  the  induction  motor  require  serious 
sacrifices  of  its  other  good  properties.  In  the  section  treating  of 
induction  motors  the  means  for  varying  the  speed  will  be 
described. 

These  two  types  of  motors — the  continuous  current  motor  and 
the  alternating  current  induction  motor — have  now  been  in 
competition  for  some  ten  years,  and  after  considering  the  results 
achieved  by  them,  one  inclines  to  the  opinion  that  the  continuous 
current  motor  will  not  only  maintain  its  present  position  in 
England,  but  that,  in  America  and  on  the  continent  of  Europe, 
there  will  be  an  increasing  tendency  to  employ  it  in  mills,  mines, 
factories,  and  shipyards,  even  in  the  many  cases  where  the  electric 
energy  will,  at  the  source,  be  generated  in  the  form  of  alternating 
currents. 

No  direct  mention  has  yet  been  made  of  the  synchronous  type 
of  alternating  current  motor.  This  is  widely  employed  in  large 
sizes,  and  it  may  be  expected  to  be  yet  more  used  in  its  own 
somewhat  restricted  field.  At  present  its  chief  usefulness  is  in 
transforming  stations,  generally  as  the  motor  member  of  motor 
generator  sets. 


CHAPTER  II 

CX)NTINU0U8  CURRENT  MOTORS 

§  1.  The  Two  Ohief  Claasefi  of  Continuous  Current 
Motors. — These  are  termed  respectively  shunt  motors  and  series 
motors.  The  former  find  their  widest  use  as  constant  speed 
stationary  motors,  the  latter  for  tramways,  and  for  cranes,  hoists, 
and  similar  work,  where  wide  ranges  of  torque  and  speed  are 
required.  No  precise  subdivision  can  be  made,  as  there  is  the 
intermediate  class  of  compound-wound  motors. 

Shimt  motors  are  most  useful  in  workshops,  mills,  and 
factories,  for  driving  machine  tools,  looms,  lines  of  shafting,  etc. 
In  very  many  instances  of  their  application  there  is  an  analogy 
between  the  conditions  attending  their  use  and  those  attending 
the  use  of  alternating  current  static  transformers.  This  ia 
referred  to  at  the  very  start,  because,  being  such  a  familiar 
subject  and  one  of  admitted  importance,  as  relating  to  alternating 
current  transformers,  and  being  also  of  considerable,  though  less 
recognised,  importance  for  motors,  it  should  call  for  consideration 
now,  and  be  taken  into  account  so  far  as  affects  the  design  of  the 
motor.  As  will  be  seen  from  the  following  paragraphs,  it  affects 
the  lines  of  the  design  to  a  great  extent. 

§  2.  Low-Load  Losses. — It  was  long  ago  pointed  out  that, 
inasmuch  as  alternating  current  transformers  are  in  circuit  for 
many  hours,  and  are  fully  loaded  for  but  a  small  part  of  the  time, 
economical  operation  is  only  possible  to  the  extent  to  which  their 
"  no-load  "  losses  are  low.  The  appreciation  of  this  fact  gradually 
led  to  great  modifications  in  the  design  of  the  transformer,  and 
those  to-day  on  the  market  have  "  no-load  "  losses  of  one-third  and 
less  of  the  corresponding  losses  in  their  predecessors  of  twelve 
years  ago. 

In  the  alternating  current  transformer  the  "  no-load  "  loss  is 
merely  that  occurring  in  the  laminated  iron  core  due  to  the  periodic 
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reversals  of  the  magnetic  flux  in  the  core.  This  loss  is,  at 
constant  voltage,  a  constant  at  all  loads.  The  remaining  loss  is 
the  I^B  loss  in  the  copper  windings,  which  increases  as  the  square 
of  the  load. 

To  design  a  transformer  for  minimum  losses  at  no  load,  one 
must  let  the  PR  loss  be  as  high  as  is  consistent  with  suitably  low 
temperature  when  running  at  full  load  and  with  suitable  regula- 
tion in  the  secondary  circuit.  In  large  transformers  heating  is 
generally  the  limit.  In  small  transformers  the  required  regulation 
is  more  often  the  limit — the  *'  percentage  drop  in  voltage  at  full 
load." 

In  attempting  to  secure  lower  core  losses  in  transformers  one 
encoimters  these  limitations  of  heating  and  regulation,  and,  in 
fact,  good  regulation  is  still  more  difficult  on  a  motor  load  because 
of  the  "  wattless"  component  of  the  current.  The  most  successful 
direction  in  which  to  decrease  the  core  loss  for  a  given  required 
regulation  was  in  increasing  the  number  of  turns  in  the  windings 
(also  suitably  intermixing  the  primary  and  secondary  coils,  and  to 
a  greater  extent  the  more  inductive  the  nature  of  the  load)  and 
decreasing  the  cross  section  and  weight  of  iron  in  the  magnetic 
circuit. 

In  a  shunt  motor  the  "  no-load  "  losses  are  made  up,  not  only 
of  the  core  loss,  but  of  the  mechanical  friction  losses  as  well,  and 
of  the  loss  in  the  shunt  winding.  These  losses  are  present  at 
about  constant  value  at  all  loads.  The  I^R  losses  in  the  armature 
winding  and  in  the  brush  contact  resistance  increase  as  the  square 
of  the  load,  and  hence,  in  the  interest  of  low  losses  at  no-load  and 
at  light  loads,  one  increases  the  turns  on  the  armature,  increasing 
thus  the  PR  loss  and  decreasing  the  above  enumerated  constant 
losses.  In  the  shunt  motor  it  is  of  much  less  importance  than  in 
the  transformer  to  keep  the  IR  drop  low,  and  in  such  motors  we 
may,  in  the  light  of  available  data,  design  a  thoroughly  satisfactory 
motor  as  r^ards  freedom  from  sparking  and  heating,  by  employing 
relatively  many  turns  in  the  armature  winding,  and  a  small  cross 
section  of  the  magnetic  circuit.  If  a  constant  speed  is  desired, 
it  may  be  obtained  by  giving  to  the  brushes,  as  their  permanent 
working  position,  such  a  number  of  segments  of  backward  lead 
that  the  armature  reaction  slightly  weakens  the  field  as  the  load 
increases,  which  will  result  in  off-setting  the  resistance  drop  in  the 
armature  winding.  As  a  matter  of  fact,  however,  the  conditions 
of  operation  of  the  shunt  motor  are  rarely  such  that  a  few  per 
cent,  greater  drop  in  speed  at  full   load  is  of  any  consequence. 
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But  in  the  alternating  current  transformer  a  regulation  of  2  per 
cent  throughout  the  range  of  load  is  generally  required,  and  the 
drop  on  inductive  load  must  also  be  low. 

§  3.  Speed  Regulation  and  Brush  Position.— To  better 
understand  the  dependence  of  the  speed  regulation  upon  the 
brush  position,  the  curves  of  Fig.  1  should  be  examined.  These 
curves  show  how  the  speed  would  vary  as  the  load  increases,  with 
the  brushes  set  respectively  with  backward  lead,  in  the  neutral 
position,  and  with  forward  lead.  One  sees  that  in  this  feature 
the  shunt  motor  is,  as  r^ards  speed  r^ulation,  capable  of  being 
made  more  perfect  than  a  static  transformer  in  respect  to  voltage 
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Fia.  1. — Relation  of  Speed  Regulation  to  Position  of  Brushes. 


r^ulation,  and  this  point  has  a  rather  important  bearing  in  the 
choice  of  transforming  apparatus  for  sub-stations.  Better  automatic 
control  of  the  voltage  may  be  obtained  by  suitably  designed 
motor  generator  sets  than  by  stationary  transformers. 

§  4.  Internal  Voltage. — When  the  voltage  available  at  the 
terminals  of  the  motor  is  of  a  given  constant  value,  say  500  volts, 
then  the  internal  voltage  is,  at  no  load,  also  practically  500  volts, 
because  the  resistance  drop  is  the  negligible  value  corresponding 
to  the  current  input  to  the  unloaded  motor,  multiplied  by  the 
sum  of  the  resistance  of  brush  contacts  and  armature  winding. 
For  this  condition  of  the  motor  running  with  no  load,  let 
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E= Electromotive  force,  "  internal  voltage," 

T  =  Armature  turns  in  series  between  positive  and  negative 
brushes, 

N  =  Periodicity  of  reversals  of  the  magnetic  flux  in  the  armature 
core,  expressed  in  complete  cycles  per  second, 

M  =  Magnetic  flux  linked  with  the  armature  turns,  T, 
then 

E=4TN'MxlO-8 

For  motors  it  is  more  convenient  to  substitute  for  the 
periodicity,  N,  in  complete  cycles  per  second,  the  speed  S,  in 
revolutions  per  minute,  and  the  number  of  poles,  P,  of  the 
motor — 

and  the  general  formula  becomes 

E=4xTx-|rX?xMxlO-8 
uO      2 

=  3-33TSPMxlO-« 

Now  for  a  shunt  motor  the  excitation  will  be  supplied  at 
constant  terminal  voltage,  hence,  except  in  so  far  as  armature 
reaction  (which,  of  course,  also  exerts  a  magneto-motive  force  as 
truly  as  the  field  excitation)  intervenes,  the  magnetic  flux,  M,  is 
also  of  constant  value,  and  the  speed,  S,  of  the  motor  will  be,  at 
no  load,  when  there  is  but  negligible  armature  current,  and  hence, 
also,  negligible  armature  magneto-motive  force,  in  revolutions  per 
minute,  of  the  value 

ExlO« 


S  = 


3-33  TPM 


But  when  the  motor  is  loaded  to  such  a  value  that  it  consumes 
a  current,  I,  in  amperes,  then  if  R  be  the  resistance  in  ohms,  of 
brushes,  brush  contacts,  and  armature  winding,  the  internal  voltage 
will  be  less  than  the  terminal  voltage.  If  the  terminal  voltage  is 
500,  then  the  internal  voltage,  which  is  the  value  which  should  be 
entered  in  the  formula,  will  be  500  — IE,  or,  in  general,  denoting 
by  V  the  voltage  at  the  terminals  of  the  motor,  then,  E  =  V  — IK, 
and  the  formula  for  the  speed  becomes 

^_(V^IR)10« 
3-33  TPM 

or,  more  precisely,  this  formula  approximates  to  the  truth  to  the 
extent  that  the  magneto-motive  force  of  the  armature  does  not 


CONTINUOUS  CURRENT  MOTORS  9 

come  into  consideration.  Until  recently  the  tendency  has  been 
to  make  the.  armature  of  but  moderate  strength  as  expressed  in 
armature  ampere  turns  per  pole  piece,  and  of  low  resistance.  For 
such  motors  the  above  formula  would  be  fairly  true ;  in  fact,  the 
backward  lead  generally  given  to  the  brushes  enables  the  slight 
armature  magneto-motive  force  to  exert  a  small  component  in 
opposition  to  the  field  magneto-motive  force,  so  that  the  fall  in 
speed,  for  constant  terminal  voltage,  V,  would  be  slightly  less  as 
the  load  increases  than  would  be  given  by  the  formula. 

§  5.  All-day  Economy. — But  motors  designed  on  lines  to 
give  minimum  "  no-load  "  losses^  and  hence  high  "  all-day  "  economy, 
are  characterised  by  strong  armatures  (expressed  in  armature 
ampere  turns  per  pole  piece),  £tnd  high  armature  resistance  from 
positive  to  negative  brushes ;  hence  by  considerable  voltage  drop 
(IE  drop)  in  the  armature,  and,  but  for  a  suitable  use  of  armature 
magneto-motive  force,  or  of  a  negative  compound  winding,  the 
speed  would  decrease  considerably  with  the  load.  Such  decrease 
in  speed  is  generally  not  objectionable;  but  the  remedy,  where 
desired,  is  at  hand,  for  a  moderate  backward  lead  gives,  in  the 
case  of  a  strong  armature,  a  fairly  considerable  magneto-motive 
force  in  opposition  to  that  of  the  field  magnet  windings.  From 
this  it  results  that  in  the  formula — 

c._(V-IR)10« 
3-33  TPM 

we  may  have  M,  in  the  denominator,  automatically  decrease  in 
value  at  nearly  the  same  rate  that  (V  — IR)  in  the  numerator 
decreases  in  value,  and  thus  the  speed,  S,  remains  nearly  constant 
as  the  load — and  I — vary. 

§  6.  Armature  Interference. — In  Engineering  for  September 
16th,  1898,  page  349,  was  given  a  series  of  curves  representing 
the  results  of  tests  on  armature  interference.  These  are  reproduced 
in  Fig.  2. 

These  tests  were  made  upon  a  four-pole  machine  with  a  four- 
circuit  drum  winding,  with  seventy-nine  coils  of  six  turns  each, 
in  seventy-nine  slots  in  the  periphery.  There  were,  therefore,  119 
turns  per  pole  piece  on  the  armature.  The  armature  current 
being  71*6  amperes,  there  were  18  amperes  per  turn,  or  18  x  119 
=  2140  ampere  turns  per  pole  piece  on  the  armature.  The  areas 
of  the  curves,  which  are  proportional  to  the  flux  entering  the 
armature,  are  as  follows : — 
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A  49  square  centimetres 

ss 

100 

B  49      „ 

s 

100 

C  36      „ 

SI 

74 

D  27      „ 

= 

65 

E  20      „ 

= 

41 

For  curves  A  and  B,  the  demagnetising  component  was  zero, 
because  the  brushes  were  at  the  geometrical  neutral  position,  but 
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Fia.  2. — Diagram  of  Tests  of  Armature  Interference. 

while  in  A  there  was  no  current  in  the  armature,  and  hence  no 
distortion,  the  full  load  armature  current  present  in  the  case  of 
curve  B  exerted  maximum  distortion.  But  it  was  pointed  out  in 
that  article  that  the  results  of  the  tests  showed  no  decrease  in  the 
area  either  of  curve  B  or  of  any  of  the  curves  due  to  distortion : 
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the  decrease,  where  existing,  could  always  be  accounted  for  by 
armature  reaction. 

In  a  paper  by  Hawkins  and  Wightman,  in  vol.  xxix.  (1900) 
of  the  JoumcU  of  the  InstittUion  of  Electrical  Engineers,  the  authors 
give  the  following  clear  explanation  of  the  absence  of  any  increase 
in  impressed  magneto-motive  force  required  to  overcome  distor- 
tion :  "  It  is  true  that  a  symmetrical  distribution  of  the  field 
requires  the  mimimum  excitation  or  magneto-motive  force;  but 
when  there  is  distortion,  the  additional  magneto-motive  force  that 
is  required  by  the  longer  and  more  saturated  paths  of  the  lines  is 
just  what  is  supplied  by  the  cross  ampere  turns  of  the  armature, 
and  corresponds  to  the  self-induction  of  the  armature  winding. 
The  only  effect  which  the  saturation  of  the  iron  of  the  armature  or 
magnets,  or  of  the  teeth  in  a  toothed  core,  has,  is  to  cause  any 
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Fig.  3. — Demagnetising  Ampere  Tnma 

two  corresponding  portions  of  the  cross  section  to  have  different 
permeabilities,  so  that  the  magneto-motive  force  of  the  cross 
ampere  turns,  instead  of  being  divided  equally  over  the  two  air 
gape,  or  portions  of  the  cross  circuits,  is  divided  proportionally  to 
their  different  reluctances.  Thus  the  saturation  of  any  part  of 
the  magnetic  circuit  simply  reduces  the  distortion,  but  never 
reduces  the  total  flux." 

Hence  it  appears  that  for  the  approximate  estimations  one 
may  disregard  the  distorting  component  of  the  armature  ampere 
turns,  and  consider  merely  the  directly  demagnetising  component. 
This  will  be  equad  to  the  ampere  turns  on  the  armiiture  included 
between  the  double  angle  of  backward  lead,  as  shown  in  brackets 
in  the  diagram  Fig.  3. 

Suppose,  for  example,  that  a  motor  has,  from  the  field  spool 
windings,  an  excitation  which  may  be  represented  by  100,  and 
that  at  full  load  the  total  armature  strength  in  armature  ampere 
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turns  per  pole  piece  may  also  be  represented  by  100.  Then,  with 
a  5  per  cent,  backward  lead  of  the  brushes,  the  strength  of  the 
directly  demagnetising  component  will  be  2  x '05x100  =  10,  and 
the  resultant  magneto-motive  force  will  have  been  reduced  from 
no  load  to  full  load  in  the  proportion  of  100  :  90,  and  the  magnetic 
circuit  may  be  assumed  to  be  worked  at  such  a  point  of  the 
saturation  curve  that  the  flux  corresponding  to  these  two  values 
of  the  magnetisation  will  be  respectively  100  and  93.  Thus  M 
in  the  denominator  of  the  formula 

^^(V-IR)lOg 
3-33  TPM 

for  the  speed  of  the  motor  has  been  decreased  7  per  cent.,  and 
the  internal  drop  (IR)  may  be  7  per  cent.,  or,  for  a  500-volt 
motor,  -07  x  500  =  35  volts.  If  this  were  a  20-brake  horse-power 
(20  B.H.P.)  motor,  the  current  input,  I,  at  full  load,  would  be 
about  34  amperes,  hence  the  resistance,  B,  of  armature  winding, 
plus  brush  contacts,  must  be  ^  =  097  ohm.  If  the  resistance 
is  less  than  0*97  ohm,  then,  with  5  per  cent,  backward  lead  of  the 
brushes,  the  speed  should  increase  slightly  with  the  load.  With 
a  resistance  greater  than  0*97  ohm  there  would  be  a  corresponding 
decrease  in  speed. 

It  should  be  mentioned  that  this  illustration  has  been  worked 
out  without  any  reference  to  magnetic  leakage,  and  since  the 
modern  motor,  in  the  interests  of  compactness,  must  often  be  built 
in  forms  permitting  of  considerable  magnetic  leakage,  and,  in  fact, 
with  a  percentage  varying  vrith  the  load,  no  such  precise  pre- 
determination of  the  result  is  practicable.  But  by  designing  the 
motor  with  a  wide  neutral  zone  and  low-reactance  voltj^  per 
s^ment  at  full  load,  a  considerable  range  of  choice  as  to  the 
permanent  fixed  brush  position  is  practicable  after  the  motor  has 
been  constructed. 

§  7.  Magnetic  LeaJs:age.— In  order  to  illustrate  the  extremes 
of  type,  there  are  given  in  Figs.  4  and  5  two  well-known  but  by 
no  means  modern  forms.  Fig.  4  (one  field  coil  only)  would,  so 
far  as  relates  to  the  avoidance  of  increased  magnetic  leakage  with 
increasing  load,  be  admirably  adapted  to  permitting  a  fairly 
precise  estimate  by  means  of  the  method  above  explained;  the 
latter  (Fig.  5)  would  offer  great  diflBculties. 

These  general  lines  of  design  for  obtaining  improved  economy 
at  light  load  are,  of  course,  in  the  interest  of   the   consumer. 
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They  offer,  however,  another  and  a  highly  practical  advantage  of 
a  nature  more  directly  helpful  to  the  manufacturer.  This  relates 
to  the  increased  practicability  of  employing  the  same  magnetic 
circuit  and  windings,  in  fact  practically  the  same  motor,  for  both 
open  and  enclosed  types.  With  the  extended  use  of  electric 
motors,  there  have  arisen  large  classes  of  work  requiring  the 
employment  of  totally  enclosed  motors,  owing  to  their  exposure 
to  weather  or  to  other  conditions  tending  to  deterioration,  such  as 
the  accumulation  of  dust  or  exposure  to  flying  particles.  Indeed 
it  is  becoming  increasingly  evident  that,  other  things  being  equal, 
such  a  motor  is  the  most  approved  type  for  all  purposes,  the  chief 
drawbacks  relating  at  present  to  the  greatly  increased  cost,  the 
decreased  economy  of  such  designs,  and  even  on  shorter  runs  the 
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Figs.  4  and  6.— Diagrams  of  Two  Types  of  Motors. 


inferior  heating  guarantees  which  the  manufacturers  are  prepared 
to  offer. 

§  8.  Open  and  Enclosed  Bating  of  Motors. — In  some  of 
the  earlier  instances  where  such  motors  were  required,  the  frames 
of  standard  open-type  motors  were  so  re-modelled  as  to  permit 
of  retaining  the  old  electrical  and  magnetic  design,  merely  intro- 
ducing such  mechanical  alterations  in  the  frame  as  sufficed  to 
completely  enclose  the  working  parte.  It  was  then  customary  to 
give  such  a  motor  a  somewhat  reduced  rating,  so  that,  while  the 
totally  enclosed  type  had  a  rating  of,  say,  100,  the  corresponding 
open  motor,  from  which  it  was  derived,  may  have  been  rated  at 
150.  Even  with  this  ratio  of  decrease  in  the  rating,  the  motor, 
when  totally  enclosed,  often  ran  undesirably  warm.  This  result, 
in  the  motors  of  that  period,  came  about  as  follows : — 

Suppose  in  an  open  type  motor  with  a  rating  of  150  the  total 
B,  at  full  load,  amounted  to  15,  the  input  thus  being  165. 
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This  input  of  165,  at  full  load,  may  have  heen  sub-divided  as 
follows : — 

Losses  remaining  constant  at  all  loads 100 

Losses  increasing  as  the  square  of  the  load      5*0 

Mechanical  output  of  motor      150*0 

Total  input        1650 

Then  on  rating  it  down  to  give,  as  a  totally  enclosed  motor, 
an  output  of  but  100,  the  distribution  of  the  losses  became  as 
follows : — 

Losses  remaining  constant  at  all  loads 10*0 

Losses  increasing  with  the  square  of  the  load 2'2 

Mechanical  output  of  motor      100*0 

Total  input        112-2 

The  internal  losses  at  full  load  in  this  latter  case  are  still  12*2, 
ix,,  81  per  cent,  as  great  as  when  open,  whereas  the  cooling 
facilities  are  reduced  in  a  far  greater  proportion.  Since  the 
temperature  rise,  when  suitably  rated  as  an  open  motor,  was  as 
high  as  could  desirably  be  permitted,  the  motor,  when  totally 
enclosed,  necessarily  reached,  even  with  the  much  lower  rating,  an 
excessively  high  temperature.  In  fact,  even  at  no  load  the  losses 
in  the  totally  enclosed  motor  were  already  100,  i.e,,  an  internal 
loss  equal  to  67  per  cent,  of  that  occurring  at  full  load  as  an 
open  motor.  Thus,  even  when  running  without  any  load,  it  would, 
when  totally  enclosed,  have  a  greater  temperature  increase  than 
when  running  as  an  open  type  motor  at  full  load. 

But  suppose  that,  as  an  open  type  motor,  it  had  been  designed 
with  the  following  distribution  of  energy  : — 

Losses  remaining  constant  at  all  loads 5*0 

Looses  increasing  as  the  square  of  the  load       10*0 

Mechanical  output  from  motor 150*0 

Total  input        165*0 

When,  now,  it  is  rated  as  a  totally  enclosed  motor  at   100,  as 
before,  the  amount  and  distribution  of  the  energy  is  as  follows : — 

Losses  remaining  constant  at  all  loads 5*0 

Losses  increasing  as  the  square  of  the  load      4*5 

Mechanical  output  from  motor 100*0 

Total  input        109*6 

The  internal  losses  at  full  load  are  thus  9*5,  as  against  150  as  an 
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open  motor,  and  as  a  totally  enclosed  motor  the  temperature 
increase  would  be  only  about  eight-tenths  as  great  as  with  the 
former  design. 

These  values  have  been  chosen  largely  at  random  to  give 
simple  figures  for  the  purpose  of  illustrating  the  important  point 
involved. 

The  lesson  to  be  learned  is  that  when  employing  the  same 
electro-magnetic  design  for  an  open  and  a  totally  enclosed  motor, 
the  latter  may  be  rated  at  a  greater  percentage  of  the  rating  as 
an  open  type  motor,  the  greater  the  ratio  of  the  "  variable  '*  to 
the  "constant"  losses  in  the  open  type  motor. 

That  manufacturers  do  not  even  yet  clearly  comprehend  this 
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point,  or  at  any  rate  act  upon  it,  is  very  evident  by  a  perusal  of 
the  latest  catalogue  of  any  of  the  best-known  firms,  and  is  still 
more  evident  by  tests  of  modem  motors. 

§  9.  Oomparative  Designs  100  H.P.  Motors.— We  will 
now  make  an  examination  of  the  components  of  the  "variable" 
and  the  **  constant  '*  losses  in  constant  speed-shunt  motors. 

The  "  variable  "  losses  are  those  due  to  the  current  consumed  by 
the  motor  in  flowing  through  the  resistances  of  the  brush  contacts 
and  of  the  armature  winding — ^in  other  words,  the  I^R  losses. 

The  "  constant "  losses  consist  of  core  loss,  friction  losses,  and 
shunt-winding  losses. 

The  matter  will  be  most  readily  made  clear  by  giving  an 
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example  of  two  calculations  of  the  eflBciency  of  two  100  horse- 
power, constant-speed,  shunt-wound  motors,  the  design  for  the 
first  being  for  high  "variable"  and  low  "constant"  losses,  and 
that  for  the  second  the  reverse.  The  calculations  are  carried 
through  in  parallel  columns  to  facilitate  comparison. 


Tablb  I. — 100  Brake  Horse-powbr,  Constant-Speed, 
500- Volt  Shunt  Motors. 


Armature  PR  loss 

I^R  loss  at  brush  contact  surfaces 


Total  of  "  variable  "  losses  . . . 

Core  loss        

PR  loss  in  field  spools         

PR  loss  in  shunt  rheostat 

Brush  friction  loss 

Bearing  friction  loss  

Total  of  "constant"  losses  ... 

Full  load,  total  of  all  losses 

Three-quarter  load,  total  of  all  losses 
Half  „  .,  „ 

Quarter  „  „  „ 

No-load,  „  „ 

Watts  output  at  full  load 

Input  at  full-load  output 

„      .,  three-quarters  of  full-load  output 

»      >,  half  

„      „  quarter       

„      „  no  load       

Current  input  at  full  load 

,.  „        three-quarter  load 

„  .,        half  load 

.,        quarter  load         

,,        no  load     


Commercial  efficiency  at  full  load 

„  ,,  „  three-quarter  load 

,.  „  .,  half  load 

„  „  „  quarter  load 


DB8IOIT 
HO.  1. 
WATTB. 

6,000 
400 

DBSiaiT 
NO.  9. 
WATTS. 

2,700 
300 

6,400 

3,000 

1,000 

300 

50 

2,300 

1,000 

150 

350 

400 

1,000 

1,000 

2,700 

4,850 

9,100 
6,300 
4,300 
3,100 
2,700 

7,850 
6,540 
5,600 
5,000 
4,850 

74,600 

74,600 

83,700 
62,300 
41,700 
21,800 
2,700 

82,450 
62,540 
43,000 
23,700 
4,850 

A1IPBRB8. 

168-0 

AWPBSU. 

165-0 

124-5 

125-0 

83-5 

860 

43-5 

47-3 

5-4 

9-7 

PKH  CENT. 

89-1 

90-5 

89-9 

89-6 

89*6 

86-9 

85-7 

79-0 

For  the  purposes  of  the  illustration,  approximate  losses  have 
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been  assumed,  but  sufficiently  in  conformity  with  values  such  as 
one  might  actually  employ  in  designs  on  these  lines. 

These  results  are  plotted  in  the  curves  of  Figs.  6  to  11a. 

§  10.  Point  of  Maximum  Efficiency. — In  Fig.  11a  (page 
19)  are  plotted  the  values  of  the  ratios  of  the  "constant"  to  the 
"variable"  losses  in  the  two  designs.    A  motor  has  maximum 
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efficiency  at  the  output  at  which  this  ratio  has  the  value  100, 
?.e.,  when  the  sum  of  the  "  variable  "  losses  equals  the  sum  of  the 
constant  losses.  In  design  No.  1  this  occurs  at  65  per  cent,  of 
the  rated  output ;  in  design  No.  2  at  27  per  cent,  overload. 

A  motor  on  the  lines  of  Design  No.  1  is  therefore  seen  to  be 
characterised  by  high  efficiency  at  all  loads,  though  the  full-load 
efficiency  (see  Fig.  6)  is  slightly  sacrificed  to  the  advantage  of  the 
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efficiency  at  light  loads  and  of  the  "all-day"  efficiency.  Such 
proportions  would  be  the  most  desirable  for  almost  all  purposes, 
though  for  cases  where  motors,  when  in  circuit,  are  constantly 
carrying  loads  in  the  neighbourhood  of  their  full-load  capacity, 
the  motor  could  with  advantage  be  proportioned  for  heavier  losses 
at  light  loads  and  smaller  losses  at  full  load.  The  gain  would, 
however,  be  but  slight,  and  such  cases  rarely  arise.  On  the  con- 
trary the  great  majority  of  motors,  and  especially  small  motors, 

yanuwbl^'toth^  'Omjeiant'Loaewg  fbr 
D^iffnje  Ida  /or  100BJLT,500VyUfimnl> 
Motor 
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Fig.  11a. — Ratio  of  Variable  to  Constant  Losses. 


are  generally  subjected  to  extremely  varying  loads,  and  taking 
the  average  load  of  a  large  number  of  motors  in  a  given  plant,  it 
will  often  be  found  to  be  considerably  less  than  25  per  cent,  of 
the  rated  capacity  of  all  the  motors  in  circuit  at  a  given  time. 
It  may  be  said  that  the  saving  at  average  day  loads  would  range 
from  some  4  per  cent,  to  10  per  cent,  in  the  larger  motors — say 
60  to  120  horse-power  normal  rated  capacity — up  to  from  8  per 
cent,  to  15  per  cent,  in  the  smaller  motors,  the  basis  of  comparison 
being  motors  proportioned  respectively  on  Designs  Nos.  1  and  2. 


CHAPTER  III 


DATA  FOR  MOTOR  DESIGNING 


§  1.  SeparatiDg  Losse& — The  conditions  controlling  the 
estimating  of  values  For  the  losses  as  set  forth  in  Designs  1  and  2 
should  next  be  considered,  i.e.,  the  matter  of  the  estimation  of 
each  individual  loss.  Leading  up  to  this  we  must,  however, 
first  briefly  touch  upon  the  underlying  data  for  design. 

§  2.  Saturation  Curves. — In  Figs.  12,  13,  and  14  are  given 
standard  curves  for  the   magnetic  properties  of   the  grades  of 
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wrought  iron,  cast  iron,  laminations,  and  cast  steel  which  are  likely 
to  be  obtained.  Much  better  results  are  generally  quoted,  and 
are  often  obtained,  not  only  in  small  samples,  but  in  the  actual 
materials  delivered;  nevertheless,  the  use  of  higher  values  in 
estimations  for  designs  will  involve  the  danger  of  under-estimating 
the  required  magneto-motive  force. 

These  curves  are  plotted  in  terms  of  the  required  magneto- 
motive force  at  various  densities,  the  magneto-motive  force  being 
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expressed  in  ampere  turns  per  centimetre  of  length  of  the  magnetic 
circuit,  and  the  densities  in  kilolines  per  square  centimetre.    The 
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curve  of  Fig.  15  gives  the  same  values  for  air,  the  magneto-motive 
forces  being  expressed  in  ampere  turns  per  millimetre  radial  depth 
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of  the  air  gap,  and  the  densities  in  kilolines  per  square  centimetre 
of  the  pole  face. 

§  3.  Magnetic  Reluctance  of  Armature  Teeth.— Still  two 
more  curves  are  necessary,  namely,  those  relating  to  the  magneto- 
motiye  force  required  for  overcoming  the  magnetic  reluctance  of 


Fig. 

It 

^ 

ir 

/ 

J 

S 

4 

f 

/ 

H 

/ 

s 

/ 

. 

J 

^' 

i 

f 

k' 

r 

/ 

^ 

/ 

.5 

/ 

/ 

f- 

/ 

^iC 

/ 

•5* 

/ 

1' 

/ 

4 

i' 

i 

/ 

/ 

i» 

/ 

> 

M    A 

J 

r 

/ 

I 

O        too     200 


200     800     490     SOO     000     700      OOO    i 

Jbnpere-XUmA  I^MUlOneter 
RouAuab  Depdv  aTAa^Gap. 

Fig.  15. — Air  Gap  Reluctance. 


OoLrrea 

fkr  TUf^Aimtitina  Ta 

;«       1   1 

^    'Ca-rmtiimA    TboOi,  Bomsily 

a^    ^ 

-—  ^ 

" 

■ 

Ka.76,      .    1 

\i 

1 

•7 

/ 

^-oa 

/y 

^    1/ 

ii_  -1 

-7c 

y  ^r-fffiff^lfTMV 

^y  ^ 

^-TKifftrfrAff 

i 

^  y 

\    ■    1 

A 

/ 

.^ 

MO 

^ 

/ 

J 

r 

/ 

/ 

/ 

/. 

/ 

/ 

/ 

/ 

J 

/ 

4 

^ 

A 

y 

4 

**y 

■A 

A 

f 

J 

ff 

i 

f 

M 

r 

vr 

\L 

J 

SU       28     M      Sn      »0      91        89      95 

mttef         *Vhoorreeeed'7boi)tvDen9iiy 

(t.Ci  thjB  deotoity  oaUnuxJted  on  tkeoL^ounqfUon, 
ihcUith^onUrefUMa^totrajnomiJU^d^lyih^ 

Fia.  16. — Magnetic  Eeluctance  of  Armature  Teeth. 


DATA   FOR  MOTOR  DESIGNING 


23 


the  armature  teeth,  for  these  projections — so-called  teeth — ^are 
often  run  up  to  much  higher  magnetic  saturation  than  occurs 
elsewhere  in  the  magnetic  circuit,  in  many  cases  so  high,  in  fact, 
that  the  permeability  of  the  iron  is  reduced  to  values  not  many 
times  greater  than  that  of  air,  copper,  and  other  non-magnetic 
suDstances  (whose  permeability  equals  unity),  hence  a  by  no 
means  negligible  percentage  of  the  total  flux  passes,  in  accordance 
with  the  law  of  divided  circuits,  through  the  copper,  air,  and 
insulation  in  the  slots  and  ventilating  ducts,  giving,  consequently, 
a  "corrected"  density  in  the  projections,  much  lower  than  the 
''apparent"  density,  and,  owing  to  saturation,  a  corresponding 
magneto-motive  force  in  a  still  far  greater  proportion  less   than 
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(sms.tt)    Amper^-lUma  per  CenlinvBtret, 
Fio.  17. — Magnetic  Reluctance  of  Annature  Teeth. 


would  have  been  obtained  on  the  assumption  that  the  entire 
magnetic  flux  is  transmitted  through  the  laminated  iron  of  the 
projections.  The  curves  of  Figs.  16  and  17  serve  for  ascertaining 
the  magneto-motive  force  required  for  the  teeth. 

§  4.  Relative  Merits  of  Different  Magnetic  Materials. — 
Cast  iron,  cast  steel,  solid  wrought  iron,  and  laminated  wrought 
u-on  and  steel  are  selected  by  various  makers  for  magnet  cores 
and  yoke.  The  question  of  the  relative  merits  of  these  different 
materials  is  a  many-sided  subject,  depending  not  only  upon  the 
relative  costs  and  quality  of  these  materials  in  various  countries, 
but  also  upon  the  relation  of  the  cost  of  the  magnetic  materials 
to  the  cost  of  copper,  and  there  must  come  into  the  question  the 
cost  and  quality  of  labour  in  the  country  in  question,  the  facilities 
at  the  disposal  of  the  manufacturer,  the  nature  of  the  work 'which 
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the  motor  is  to  perform,  and  the  location  and  space  in  which  it 
is  to  be  installed. 

In  the  following  calculation,  which  is  given  for  explanatory 
purposes,  cast-steel  magnet  cores  and  a  cast-iron  yoke  are  taken 
as  the  basis,  this  disposition  of  material  being  one  fairly  exten-  , 
sively  adopted,  though  where  the  magnet  cores  may  be  arranged 
separable  both  from  the  yoke  and  the  pole  shoes,  a  very  excellent 
plan  is  to  employ  forgings  for  the  magnet  cores  (forgings  of 
wrought  iron  or  of  steel  generally  having  a  more  uniform  quality 
than  steel  castings),  and  a  poor  grade  of  cast  iron  for  the  pole 
shoes.  The  use  of  this  poor  cast  iron  for  the  pole  shoes  is  for  the 
purpose  both  of  checking  magnetic  distortion  in  virtue  of  the  low 
magnetic  permeability  of  the  material  and  of  reducing  eddy 
currents  in  the  pole  face  in  consequence  of  the  low  electrical 
conductivity  of  poor  grades  of  cast  iron. 

Another  construction  employed  for  reducing  the  eddy  current 
losses  in  the  pole  face  is  to  make  the  pole  shoe  of  laminated  iron 
This  eddy  current  loss  in  the  pole  shoes  is  greater  the  greater  the 
width  of  the  armature  slots  and  the  shorter  the  radial  depth  of 
the  air  gap. 

§  5.  Specific  Resistance  of  Irons  and  Steel. — An  idea  of 
the  relative  electrical  conductivities  of  cast  iron  and  other 
magnetic  materials  may  be  obtained  from  the  following  table : — 

Table  II. — Specific  Resistance  at  0°  Cent,  in  Microhms  per 
Centimetre  Cube. 

Cast  iron 100 

CastBteel 20 

Wrought  iron  and  very  mild  ateel        10 

Nearly  pure  iron ...  9 

§  6.  Oalculation  of  Field  Ampere  Turns  required  i>er 
Pole.— Having  derived  the  flux  required  at  no  load  and  full  load 
from  the  formulae  already  given,  we  proceed  as  follows  to  obtain 
the  magneto-motive  force  per  field  spool  As  example,  take  a 
4-pole,  50  brake  horse-power,  500-volt,  800  revolutions  per  minute 
shunt  motor. 

Flux  entering  the  armature  per  pole,  full  load,  3*58  megalines ; 
corresponding  internal  voltage,  488*5 ;  corresponding  terminal 
voltage,  500;  leakage  factor,  1-125;  flux  generated  per  pole,  full 
load,  4-025  megalines. 

AmuUure, — Depth  of  iron  punchings  below  teeth,  10*3  centi- 
metres ;  length  of  effective  magnetic  iron  (total  armature  length 
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minus  ventilating  ducts  and  insulation  between  punchings),  14'8 
centimetres ;  cross  section  of  the  core,  305  square  centimetres,  i.«., 
10-3 X  14-8x2;  density,  11,750  C.G.S.  lines;  ampere  turns  per 
centimetre  length  of  magnetic  path,  7  (from  Fig.  12) ;  length  of" 
path,  13  centimetres,  ie.,  the  average  circumference  of  iron 
punchings  below  teeth -r  2  x  number  of  poles  ;  ampere  turns,  90. 

Teeth, — ^Number  of  teeth  per  pole,  16 ;  number  of  teeth  directly 
below  a  mean  pole  arc,  10 ;  percentage  increase  allowed  for 
spread,  20  per  cent. ;  total  number  of  flux-carrying  teeth  per  pole, 
12  ;  width  of  tooth  at  bottom  of  slot,  I'll  centimetres ;  total  cross 
section  per  pole  at  the  bottom  of  teeth,  197  square  centimetres, 
!.«.,  12  X  14-8  X  Ml ;  apparent  density,  18,200  C.G.S.  lines ;  mean 
width  of  tooth,  12*15  millimetres  ;  width  of  slot,  10*6  millimetres; 
mean  width  of  tooth -=- width  of  slot,  1*2;  corrected  density  from 
curve  similar  to  Fig.  16,  18,000  C.G.S.  lines;  ampere- turns  per 
centimetre  length  of  magnetic  path,  100  (from  Fig.  17) ;  length  of 
tooth,  3'8  centimetres ;  ampere  turns,  380. 

Air  Gap, — Width  of  pole,  184  centimetres;  mean  pole  arc, 
25'6  centimetres;  cross  section  at  pole  face,  470  square  centi- 
metres ;  density  at  pole  face,  7600  C.G.S.  lines ;  length  of  air 
gap,  iron  to  iron,  0-45   centimetres;  ampere  turns,  2740   (from 

Fig.  15),  ie.,-—  x  density  x  length  of  air  gap. 

Magnet  Core, — Cast-steel  poles  of  circular  .  cross  section. 
Magnet  core  cross  section,  265  square  centimetres  ;  density,  15,200 
C.G.S.  lines;  ampere  turns  per  centimetre  length  of  magnetic 
path.  32  (from  Fig.  13) ;  length  of  path,  17  cent. ;  ampere  turns, 
540. 

Yoke. — Material  cast  steel.  Cross  section,  315  square  centi- 
metres, i.e.,  width  of  yoke x radial  depthx2;  density,  12,800 
C.G.S.  lines;  ampere  turns  per  centimetre  length  of  magnetic 
path,  13  (from  Fig.  13) ;  length  of  path,  42  centimetres,  i.e,,  mean 
circumference  of  yoke-r2  x  number  of  poles ;  ai^pere  turns,  550. 

Terminal  voltage        500 

Internal  voltage         488-6 

AmPBBB  TURMtt  PKH   POLB — FULL  LOAD. 

Armature  core  

Armature  teeth  


Air  gap 
Magnet  core 
Yoke    ... 


90 

380 

2740 

540 

550 


Total  ampere  turns        ...         4300 
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§  7.  Weight  of  Copper  per  Field  Spool. — From  the  value 
of  the  required  ampere  turns  per  field  spool  derived  by  the  above 
method,  one  is  in  a  position  to  deduce  the  relation  between  the 
watts  lost  per  field  spool  and  the  weight  of  copper  to  be  employed 
per  field  spool.  To  explain  the  method  used  in  this  part  of  the 
calculation,  let  us  take  the  case  of  another  motor  with  magnet 
cores  of  a  circular  cross  section  of  the  dimensions  shown  in  Fig. 
18,  i^.,  20  centimetres  diameter. 

Assume  that  for  a  certain  case  a  preliminary  estimate  has 

shown  that,  at  normal  speed  and  voltage,  there  will  be  required  a 

magneto-motive  force  of  4000  ampere  turns  per  field  spool.    The 

motor  is  for  500  volts  and  6-polar ;  hence,  allowing  15  per  cent. 

for  voltage  drop  in  the  regulating  rheostat  in  the  field  circuit, 

^u                    500x0-85     ,,-       ,^  , 

there  remain  ^ ='1  volts  per  spool 

0 

Suppose,  for  a  trial  calculation,  we  take  the  spool  of  the  length 
shown  in  Fig.  18,  i.e.,  20  centimetres,  and  make  the  trial  assump- 
tion that  its  depth  of  winding  will  be  4  centimetres.  Such  a 
winding  would  have  a  "  space  factor"  of  about  0*5,  that  is  to  say, 
of  the  cross  section  of  the  completed  spool  some  50  per  cent,  will 
be  copper,  the  remainder  being  the  space  occupied  by  insulation 
and  the  lost  space. 

Mean  length  of  turn        24t     =75*5  centimetres. 

Cross  section  of  completed  spool 

winding 4x20=80  square  centimetres. 

Cross  section  of  copper  in  spool  0*5  x  80=40  square  centimetres. 

Volume  of  copper  per  spool        ...  76*5  x  40=3,020  cubic  centimetres. 
Weight  of  one  cubic  centimetre  of 

copper 0-0089  kiloj?ramme. 

Weight  of  copper  per  spool         . . .  3,020  x  0*0089 = 26'8  kilogrammes. 

The  following  formula  gives  the  relation  between  the  mt^neto- 
motive  force  in  ampere  turns  per  field  spool,  the  mean  length  of 
turn  in  metres,  the  watts  per  field  spool  at  60  degs.  Cent.,  and 
the  kilogramme  weight  of  copper  per  field  spool : — 


In  which 


XTM  0-000,176  a^  62 

Kilogrammes  =  ^^ '  -^^„  ^ 

^  Watts  at  60°  Cent. 


a  =  ampere  turns  per  field  spool, 

i  =  mean  length  of  one  turn  in  meters. 

For  the  case  now  under  consideration : — 

a*  62=(4000x  755)2  =  9,100,000. 
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Hence  watts  per  field  spool  at  60  degs.  Cent. : — 

_  0000,176x9,100.000 
26-8 
=  60  watts. 

There  are  two  considerations  controlling  the  choice  of  the 
watts  per  field  spool.  First,  the  magnitude  of  the  loss  to  be 
permitted  as  affecting  the  efficiency  and  the  no-load  loss  (the 
"  constant "  loss) ;  and,  secondly,  the  permissible  temperature 
increase,  this  being  dependent  upon  the  watts  per  square  deci- 
metre of  radiating  surface  and  the  facilities  for  ventilation. 

Although  not  necessarily  the  best  way,  since  the  heat  may  in 
special  cases  be  dissipated  largely  by  internal  ducts,  and  also  to  a 
great  extent  by  conduction  through  the  iron  of  the  magnet  core 
and  yoke,  nevertheless  it  is  quite  customary  and  very  convenient 
to  judge  of  the  temperature  rise  partly  by  the  aid  of  the  magni- 
tude of  the  watts  per  square  decimetre  of  external  cylindrical 
radiating  surface  of  the  field  spool. 

§  8.  Typical  Field  Magnet  Corea— In  the  case  in  hand 
the  external  cylindrical  radiating  surface  =  2'8  x  tt  X  2  =  17'6  square 

decimetres,  and  hence  there  are  _— =3*4  watts  per  square  deci- 
metre. This  is  an  unnecessarily  low  value,  even  for  a  totally 
enclosed  motor,  from  the  temperature  standpoint.    Hence,  if  the 
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Fios.  18, 19,  20.— Typical  Magnet  Corea. 

eflSciency  considerations  would  permit  of  allowing  a  higher  loss 
per  spool,  one  would  reduce  the  amount  of  copper  per  spool — in 
the  case  of  a  medium  speed,  totally  enclosed  motor — to,  say,  18 
kilogrammes  per  spool,  and,  instead  of  the  proportions  of  Fig.  18, 
we  should  employ  those  of  Fig.  19,  or  of  Fig.  20,  or  some  inter- 
mediate form,  various  considerations  determining  the  preferable 
form.  Thus,  in  Fig.  19,  we  should  have  substantially  the  same 
radiating  surface ;  but  we  should  be  employing  the  same  weight  of 
magnet  core.  In  Fig.  20  we  should  be  saving  in  material  of 
mi^et  core  and  in  space  (i«.,  overall  dimensions),  but  should  be 
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reducing  the  radiating  surface  considerably — a  dangerous  step  to 
take,  especially  in  totally  enclosed  motors,  without  having  ample 
experimental  data  at  hand  ta  justify  such  a  reduction.  The  im- 
practicability will  now  be  recognised  of  following  any  general 
rules  in  these  matters,  as  the  requirements  of  each  case  determine 
the  suitable  proportions.  In  the  calculations  for  the  above  cases 
there  have,  however,  been  given  sufficient  curves,  data,  and 
formulae  to  serve  as  a  guiding  example  in  determining  the  spool 
winding  and  the  spool  losses  in  other  shunt  motors. 

§  9.  Armature  PR  Loss. — ^The  estimation  of  the  armature 
I'R  loss  is  simply  a  matter  of  estimating  the  resistance  from  the 
mean  length  of  turn,  the  cross-section  of  the  conductor,  and  the 
specific  resistance  of  copper.  The  specific  resistance  of  commercial 
copper  at  60  degs.  Cent,  may  be  taken  as  0*0000020  ohm  per  cubic 
centimetre  (i.«.,  between  the  opposite  faces  of  a  centimetre  cube). 
The  resistance  through  the  winding,  from  negative  to  positive 
brushes,  is,  at  60  degs.  Cent., 

0-0000020  X  length  through  winding,  from  neg.  to  pos.  brushes 
Cross  section  of  all  parallel  paths, 

the  length  and  cross  section  being  respectively  in  centimetres  and 
square  centimetres. 

§  10.  Oalculation  on  15  B.H.P.  Shunt  Motor.— The  follow- 
ing is  an  example  of  such  a  calculation  on  a  4-pole,  15  brake  horse- 
power, 220-volt,  700  revolutions  per  minute  shunt  motor. 

Terminal  voltage,  full  load,   220;  terminal  voltage,  no  load, 

220 ;  number  of  face  conductors,  516  ;  number  of  conductors  per 

slot,  12 ;  number  of  slots,  43 ;  total  amperes  to  commutator,  57 ; 

total  number  of  parallel  paths  through  the  armature  winding,  2  ; 

number  of  conductors  in  series  between  brushes,  258  ;  mean  length 

of  a  single  turn,  1*04  metres ;  total  number  of  turns,  258 ;  number 

of  turns  in  series  between  brushes,   129 ;    total  length  through 

winding,  from  negative  to  positive  brushes,   134  metres;  cross 

section  of  one  conductor  0*28 x 0*26  =  0*073  square  centimetres; 

resistance  through  the  vending,  from  negative  to  positive  brushes, 

4.  AA  A^r^    n^  f     0*0000020  x  13,400     ^ .  q  .    ,         ^^    . 
at  60  degs.  Cent.  = — fwm"^ =  0*184  ohm;  IE  drop  in 

armature  winding  at  full  load  and  60  degs.  Cent.,  10-5  volts ;  IR 
drop  in  the  brush  contact  surface,  15  volts,  calculated,  as  shown 
subsequently,  under  commutator  losses ;  total  internal  IR  loss, 
12  volts ;  total  induced  voltage,  full  load,  208. 

§  11.  Current   Density   in   Armature. — The   permissible 
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current  density  in  the  armature  conductors  is,  from  the  heating 
standpoint,  very  high,  for  by  the  use  of  numerous  and  wide  venti- 
lating ducts  through  the  core,  current  densities  up  to  500  amperes . 
per  square  centimetre  of  conductor  may  often  be  used  in  moderate, 
and  high  speed,  open  type  motors.  The  heating  is,  in  fact,  mora 
properly  considered  from  the  specific  rate  of  generation  of  energy 
in  the  armature,  i.e.,  the  watts  per  square  decimetre  of  external 
cylindrical  radiating  surface,  due  regard  being  taken  of  the  avail- 
able facilities  for  ventilation.  But  the  consideration  of  the  total 
armature  l^£  loss,  as  related  to  the  efficiency,  may  sometimes  be  a 
limiting  consideration,  especially  in  motors  with  high  armature 
strengths,  as  expressed  in  armature  ampere  turns  per  pole  piece. 
It  is  also  conceivable  that  in  motors  required  to  run  in  both  direc- 
tions, and  hence  requiring  the  brush  position  to  coincide  with  the 
geometrical  neutral  position,  that  a  case  might  arise  where  the  IE 
drop  in  the  armature — which  could  not  in  such  a  case  be  offset  by 
armature  demagnetisation — might  be  of  such  magnitude  as  to 
cause  an  undesirably  great  difference  in  speed  between  no  load  and 
full  load,  and  hence  that,  from  a  consideration  of  speed  regulation, 
the  current  density  would  need  to  be  chosen  low. 

§  12.  Hysteresis. — Before  considering  the  matter  of  the 
armature  losses  from  the  standpoint  of  the  specific  losses  per  unit 
of  radiating  surface,  we  must  give  some  attention  to  the  remaining 
component  of  the  total  armature  loss,  namely,  that  in  the  core  due 
to  hysteresis  and  armature  currents.  This  is  one  of  the  "con- 
stant" losses,  {.e.,  a  component  of  the  no-load  loss,  and  can  with 
advantage  be  kept  low.  By  the  method  of  design  with  relatively 
high  armature  strengths,  the  core  loss  is  maintained  low  more  in 
virtue  of  the  greatly  reduced  amount  of  material  subjected  to 
these  losses  than  by  any  reduction  of  magnetic  density,  which, 
with  the  periodicity  of  reversal  of  magnetisation,  determines  the 
specific  rate  of  dissipation  of  energy  in  the  core.  As  a  matter  of 
fact,  a  consideration  of  the  best  proportions  from  the  commutating 
standpoint,  which  comes  in  a  later  section,  shows  us  that  it  is 
desirable  to  run  the  core  at  high  magnetic  density,  so  as  to  make 
it  as  short  between  the  core  flanges  as  is  consistent  with  transmit- 
ting the  required  magnetic  flux,  and  with  providing  the  necessary 
means  for  ventilation. 

§  13.  Magnetic  Flux. — A  formula  has  already  been  given, 
E=4TNMxlO"®  for  determining  from  the  speed,  winding,  and 
voltage,  the  magnetic  flux,  M,  entering  the  armature  per  pole. 
This,  divided  by  the  magnetic  cross  section  of  the  core  (taking  into 
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account  that,  as  the  magnetic  lines  flow  in'  both  directions  after 
having  entered  the  armature  and  traversed  the  projections,  this 
cross  section  is  double  the  geometrical  cross  section  of  one  side 
below  the  slots),  gives  the  flux  density. 

In  Fig.  21  are  given  values  for  the  specific  loss  in  terms  of  the 
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Fio.  21.— Diagram  of  Core  Lossefi. 


product  of  the  periodicity  in  cycles  per  second,  and  the  density 
below  slots  in  kilolines  per  square  centimetre. 

Let  us,  for  example,  assume    the   case  of  an  armature  in 
which — 


60  kilogrammes. 
8-0  kilolines. 

27 
2-2 


Tolal  weight  of  magnetic  laminations,  inclusive 

of  teeth  

Density  below  slots  (=D)  

Periodicity  of  magnetic  reversal  in    complete 

cycles  per  second  (=N)        

100        

From  Fig.  21  we  find  corresponding  to  a  value  of   2*2   for 

Specific  loss  in  iron  due  to  hysteresis  and 

eddy  currents       

Total  core  loss 


5*4  watts. 
5-4x60=270  watts. 


One  might  reduce  the  magnetic  density  by  decreasing  the 
internal  diameter  of  the  armature  laminations ;  but,  especially  in 
small  machines,  the  reduction  is  not  so  much  as  in  proportion  to 
the  increased  available  section.  This  is  because  the  increased 
length  of  magnetic  path  required  to  be  followed  by  that  part  of 
the  magnetic  flux,  taking  advantage  of  this  additional  section, 
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reduces  the  amount  of  such  magnetic  flux  and  leads  to  an  unequal 
distribution  of  the  flux,  the  density  being  less  the  nearer  the  inner 
circumference  is  approached.  Also,  owing  to  the  increased  weight 
of  material  subjected  to  hysteresis  and  eddy  currents,  the  core  loss 
decreases  more  and  more  slowly  by  each  successive  reduction  in 
the  diameter  of  the  internal  circumference.  It  is  also  undesirable, 
on  small  motors,  to  encroach  much  upon  the  inner  air  space,  as 
the  access  of  air  to  the  ventilating  ducts  is  thereby  impeded.  In 
some  types  of  motors  the  density  below  slots  has  purposely  been 
made  extremely  high,  with  a  view  to  reducing  the  reactance  per 


Fig.  22. — Punched-out  Armature  Lamination. 


turn  and  preventing  sparking,  but  this  is  a  crude  way  of  accom- 
plishing the  purpose.  An  interesting  instance  of  the  kind  is 
shown  in  Fig.  22,  where  material  has  been  punched  out  for  this 
purpose,  and  where  the  resulting  density  is  excessively  high. 

§  14  Temperature  Rise  of  Armatxire. — Suppose,  in  a  given 
armature,  the  length  over  winding  parallel  to  shaft  equals  42 
centimetres,  diameter  of  armature  equals  38  centimetres,  therefore 
cylindrical  radiating  surface  equals  4*2  x  3*8  x  tt  equals  50  square 
decimetres ;  core  loss  equals  300  watts,  armature  I*R  loss  equals 
800  watts,  therefore  total  armature  loss  equals  1100  watts,  there- 
fore watts  per  square  decimetre  of  peripheral  radiating  surface 
equals  22  watts.     Then,  if  this  were  an  open  type  motor,  with 
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many  and  wide  ventilating  passages  and  fairly  high  speed,  the 
thermometrically  determined  increase  of  temperature  above  the 
surrounding  air  after  a  full  load,  run  until  the  attainment  of 
constant  temperature,  would  not  be  more  than  0*8  d^.  Cent,  per 
watt  per  square  decimetre,  i.^.,  not  more  than  0-8x22  =  18  degs. 
Cent,  above  surrounding  air. 

§  15.  Temperature  Rise  Measured  by  Increa43e  of  Re- 
sistance.— When  determined  by  increase  of  resistance,  the  tem- 
perature increase  would  generally  be  at  least  from  20  per  cent,  to 
40  per  cent,  higher,  even  in  well-ventilated  armatures ;  and  with 
defective  ventilation  the  difference  between  the  two  measurements 
would  be  correspondingly  greater. 

The  remaining  losses  relate  to  the  commutator,  and  the  follow- 
ing example  of  the  estimation  of  the  commutator  losses  for  a  shunt 
motor  of  4-pole,  5  brake  horse-power  motor,  rated  capacity  at  110 
volts  and  900  revolutions  per  minute,  will  serve  to  illustrate  the 
method  to  be  employed. 

§  16.  Commutator  Losses. — Normal  brush  thickness,  13 

millimetres ;  length  of  brush  contact  arc,  13'4  millimetres ;  width 

of  brush,  38  millimetres;  contact  surface  per  brush,  5*1  square 

centimetres;    number  of  brushes  per  pole,  1;  total  number  of 

positive  brushes,  2 ;  contact  surface  of  all  positive  brushes,  10 '2 

square  centimetres;    amperes  total,  38*6;    amperes  per  square 

centimetre  brush  contact  surface,  3*78;  resistance  per    square 

centimetre  of  brush  contact  surface,  0'2   ohm;   brush    contact 

0*2 
resistance  (positive  plus   negative)  =  :r—^x 2  =  0039  ohm;  volts 

drop  at  brush  contacts  (positive  plus  negative),  1'5;  I^B  loss  at 
brush  contacts  (positive  plus  negative),  58  watts;  total  contact 
surface  of  brushes  (positive  plus  negative),  20*4 ;  brush  pressure  in 
kilogrammes  per  square  centimetre,  O'l ;  total  brush  pressure  in 
kilogrammes,  2*0 ;  friction  coefficient,  0*3 ;  effective  component  of 
brush  pressure  in  kilogrammes,  0*643;  diameter  of  commutator,  16 
centimetres ;  revolutions  per  second,  15  ;  brush  friction  in  kilogram- 
metres  per  second  =  0*16  x  x  X  15  x  2  x  0*3  =  4*5  ;  brush  friction  loss 
in  watts,  41,  for  1  kilogrammetre  per  second  =  9*8  watts  ;  total  com- 
mutator los8=58-f-41  =  99  watts  (brush  PR  plus  brush  friction 
loss) ;  commutator  circumference,  5*02  decimetres ;  active  length  of 
commutator  surface  (the  "active"  surface  extending  from  the 
armature  connections  to  the  outer  ends  of  the  segments),  0*65 
decimetres;  cylindrical  surface  of  commutator,  3*3  square 
decimetres;  watts  per  square  decimetre  of  cylindrical  radiating 
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surface,  30 ;  peripheral  speed  of  commutator,  7*63  metres  per 
second;  temperature  increase  per  watt  per  square  decimetre 
radiating  surface,  I'O  deg.  Gent,  (this  is  a  higher  value  than 
customary,  on  account  of  the  specially  low  peripheral  speed  with 
the  consequent  poor  ventilation);  temperature  increase  at  the 
peripheral  surface,  34  dega  Cent. 

There  have  now  been  set  forth  not  only  methods  for  calculating 
all  the  magnetic  circuit  proportions,  but  also  all  the  component 
losses  entering  into  the  determination  of  the  efficiency  at  various 
loads,  and  of  the  "  constant "  losses  (i.e.,  those  at  no  load)  and  the 
"  variable  "  losses. 

§  17.  Sparking. — But  as  yet  no  reference  has  been  made 
to  the  questions  relating  to  sparking;  these  are,  however,  of  even 
more  importance  than  any  as  yet  discussed.  In  the  writer's 
opinion,  the  best  way  of  designing  motors  with  a  certainty  of 
satisfactory  commutation  is  altogether  to  abandon  dependence 
upon  electro-magnetic  assistance  in  reversing  the  current  in  the 
coil  undergoing  commutation  under  the  brush,  and  to  rely  upon 
having  such  proportions  that  the  reactance  voltage  in  the  short- 
circuited  coil  has,  at  full  load,  such  a  low  value  as  in  itself  to 
ensure  freedom  from  sparking.  This  is  sometimes  objected  to 
as  tending,  in  most  cases,  to  require  a  much  more  expensive 
commutator  construction  than  is  generally  customary.  The  writer 
will  admit  that  the  number  of  segments  should  preferably  be  much 
greater,  but  complete  immunity  from  sparking  contributes  in  a  far 
greater  degree  to  reduced  losses  at  the  commutator,  to  an  improved 
efficiency,  and  hence  also  to  a  smaller  permissible  radiating  surface 
than  is  generally  understood  to  be  the  case.  It  is  true  that,  from 
the  manufacturer's  standpoint,  this  is  more  or  less  of  a  doubtful 
advantage,  since,  owing  to  the  difficulties  attending  an  exact 
determination  of  the  efficiency  as  a  whole,  the  component  losses  are 
generally  determined  partly  by  indirect  estimations  and  partly  by 
individual  measurements,  and  the  commercial  efficiency  is  deduced 
from  these  component  values.  Hence  the  stray  losses  at  the  com- 
mutator escape  detection  in  most  cases,  although  they  may  often 
be  inferred,  from  the  observed  temperature  rise  and  the  estimated 
specific  rate  of  generation  of  heat,  to  be  present  in  large  proportions. 
In  a  machine  so  proportioned  that  the  reactance  voltage  at  full 
load  is  thoroughly  conservative,  a  good  mechanical  construction 
of  shaft,  commutator,  and  brush  gear,  and  a  solid  frame  and 
foundations,  will  generally,  at  fair  peripheral  speeds  and  with 
thoroughly  good  ventilation,  show  not  over  0*8  deg.  Cent,  increase 
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in  temperature  at  the  surface,  above  the  surrounding  air,  per  watt 
per  square  decimetre  of  external  cylindrical  radiating  surface,  i.d, 
of  the  radiating  surface  corresponding  to  the  active  surface  of  the 
segment. 

§  18.  Stray  Losses  in  Oommutation.— When,  as  very 
frequently  occurs,  higher  values,  say  from  1*2  degs.  Cent,  to  2  degs. 
Cent  per  apparent  watt  per  square  decimetre  are  observed,  then, 
if  the  mechanical  constructions  are  satisfactory,  there  is  the  best 
of  reason  for  suspecting  a  heavy  stray  loss,  due  to  short-circuit 
currents  in  the  coils  under  commutation,  and  to  losses  of  energy 
in  sparking  at  the  brushes.  These  stray  losses  are  especially 
undesirable,  since  their  action  is  detrimental  to  the  commutator, 
and  the  effect  is  cumulative.  As  the  deterioration  proceeds 
with  time,  the  commutator  losses  and  the  temperature  rise  also 
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Fio.  23.— Diagram  of  Motor  Tests. 

increase.  One  difficulty  about  this  question  is  the  lack  of  avail- 
able data  as  to  the  magnitude  of  commutation  losses  under 
various  conditions. 

§  19.  Tests  of  Magnitude  of  Commutation  Losses.— 
Such  tests  as  the  following,  carried  out  on  several  very  different 
machines,  would  be  most  instructive. 

Test  No,  1. — Sun  a  machine  at  constant  speed,  and  without 
load,  as  a  generator,  by  means  of  a  small  motor,  and  measure  the 
input  to  the  small  motor,  first  with  the  brushes  of  the  generator 
in  the  neutral  position  and  with  varying  field  excitation,  and 
afterwards  with  the  brushes  considerably  displaced  from  the 
neutral  position,  again  with  varying  field  eicitation.  Plotting  from 
the  results,  the  curves  of  Fig.  23,  the  difference  in  values  between 
the  two  curves  is  an  indication  of  the  amount  of  the  losses  in  com- 
mutation and  sparking. 
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Test  No.  2. — Bun  a  motor  at  no  load,  separately  exciting  the 
fields,  and  varying  the  excitation  by  the  small  amount  necessary 
to  maintain  constant  speed  throughout  a  considerable  range  of 
brush  positions.  From  the  observations  of  the  current  taken  by 
the  motor,  plot  the  curve  of  Fig.  24 

The  value  of  the  watts  absorbed  corresponding  to  the  neutral 
position  of  the  brushes  corresponds  to  the  core  loss  and  friction ; 
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FiG&  24  and  25.— Diagrams  of  Motor  Teets. 

the  difference  between  this  and  the  other  values  affords  some 
indication  of  the  general  magnitude  of  the  commutator  stray  losses. 
One  of  the  slight  errors  coming  into  consideration  is  the  variation 
in  core  loss  caused  by  the  change  in  field  excitation  required  to 
maintain  constant  speed. 

Ted  No.  3. — Tests  of  the  temperature  rise  of  the  commutator 
on  long  runs  with  load,  with  the  brushes  in   different  positions 
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during  successive  runs,  would  also  be  interesting,  though  in  heat 
runs  it  is  difficult  to  obtain  consistent  results  for  temperature 
rise.    Such  observations  should  be  plotted  as  in  Fig.  25. 

In  such  a  series  of  tests  as  that  indicated  in  Fig.  25  the  speed 
should  be  maintained  the  same  in  the  successive  tests  by  the 
necessary  slight  alteration  in  the  field  strength. 

The  reason  why  reversal  by  means  of  the  impressed  mc^netic 
field  is  so  undesirable  is  that,  as  the  load,  and  hence  also  the 
current,  increases,  the  distorting  influence  of  the  armature  current 
distorts  this  field  ever  further  away  from  the  geometrical  neutral 
point.  Hence,  while  the  ideal  brush  position  at  no  load  is  at  the 
geometrical  neutral  point  (since  there  is  then  but  a  negligible 
armature  current,  and  the  less  the  rate  of  change  of  the  impressed 
flux  linked  with  the  short-circuited  armature  coil  the  better),  an 
increase  of  load  and  of  current  in  the  armature  would  be  best 
provided  for  by  an  increased  rate  of  change  of  the  impressed 
magnetic  field  linked  with  the  short-circuited  coil  to  offset  the 
reactance  voltage  in  it,  this  reactance  voltage  (or  voltage  of  self- 
induction)  increasing,  of  course,  with  the  load. 

§  20.  Fixed  Brush  Position. — Now,  to  have  a  portion  of  the 
impressed  magnetic  flux  linked  with  the  coils  when  short-circuited 
under  the  brushes,  the  brushes  must  be  slightly  displaced  from  the 
geometrical  neutral  point.  Then,  for  some  small  value  of  the  load, 
the  reactance  voltage  will  be  just  offset  by  the  electro-motive  force 
induced  in  the  coil  by  the  impressed  flux.  With  increasing  load 
we  should  require  a  stronger  impressed  flux  (the  rate  of  cutting 
of  the  flux  remaining  constant)  to  neutralise  the  higher  reactance 
voltage  set  up  by  the  increased  current.  Instead,  however,  of  this 
being  the  case,  the  magnetic  flux  is  distorted,  in  proportion  to  the 
load,  further  and  further  away  from  the  geometrical  neutral  point 
Even  if  it  were  permissible  to  alter  the  brush  position  as  the  load 
increased,  there  would  always  be  some  limit  to  the  load  where 
there  could  not  be  found  any  brush  position  where  the  rate  of 
cutting  of  this  impressed  flux  by  the  conductors  of  the  short- 
circuited  coil  would  be  sufficient  to  offset  the  reactance  voltage 
in  that  coU. 

But  any  change  of  brush  position  with  load  is  undesirable. 
It  is  now  almost  universally  required  that  a  motor  shall  operate 
sparklessly  at  all  loads  without  change  in  the  brush  position,  and 
in  motors  for  operation  in  either  direction  this  fixed  brush 
position  must  be  the  geometrical  neutral  point.  In  the  cases 
where  the  fixed  brush  position  is,  in  a  motor,  that  with  a  few 
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a^ments  of  backward  lead,  the  practice  is  to  set  the  brushes  at 
no  load  with  as  much  backward  lead  as  is  consistent  with  freedom 
from  sparking,  for  at  no  load,  i.e.,  no  appreciable  current  in  the 
armature,  too  great  a  backward  lead  would  (owing  to  the  cutting 
of  the  impressed  flux  by  the  coil  while  short-circuited  under  the 
brush)  set  up  such  heavy  induced  currents  in  this  short-circuited 
coil  that  sparking  would  result  when  the  segment  moved  out  from 
under  the  brush,  opening  the  short  circuit.  After  thus  setting  the 
brushes  at  no  load  with  the  greatest  permissible  backward  lead, 
the  correct  normal  rating  for  the  machine  would  be,  so  far  as 
relates  to  sparking,  the  greatest  load  corresponding  to  which  the 
current  could  be  sparklessly  collected  at  the  fixed  brush  position 
already  determined  at  no  load. 

So  much  for  the  process  of  electro-magnetic  commutation. 
By  means  of  carbon  brushes,  and  sometimes,  also,  by  far  from 
satisfactory  auxiliary  features  in  the  design,  electro-magnetic 
commutation  has  been  employed  very  extensively.  But  it  is 
much  better  to  proportion  the  motor  for  low  reactance  voltage 
at  full  load,  and  thus  make  it  at  all  loads  inherently  incapable  of 
sparking.  This  leads  to  commutators  of  rather  large  diameter, 
with  many  and  narrow  commutator  segments,  and  hence  to  in- 
creased cost  for  labour.  But  the  great  decrease  in  the  ''stray" 
losses  in  commutation,  ensuring  a  temperature  rise  of  not  over 
0*8  deg.  Cent,  per  watt  per  square  decimetre  of  cylindrical 
radiating  surface,  enables  the  commutator  to  be  proportionately 
shorter  than  in  cases  where  there  exists  a  considerable  probability 
of  from  40  per  cent,  to  80  per  cent,  higher  total  commutator  losses 
than  are  attributable  to  brush  friction  and  contact-resistance  loss. 
Thus  a  proportional  saving  in  material  is  effected,  as  so  great  ^ 
radiating  surface  is  not  required  as  where  these  ''stray"  losses 
exist. 

§  21.  Determination  of  Reactance  Voltage.— The  prm- 
dple  of  the  method  of  calculating  the  reactance  voltage  is  as 
follows : — 

The  reactance  voltage  in  the  coil  short-circuited  under  the 
brush,  is  that  voltage  due  to  the  lines  induced  in  the  coil  by  the 
current  undergoing  reversal,  which,  being  a  rapidly-changing 
current,  is  accompanied  by  a  rapidly-changing  magnetic  flux  of 
self-induction  through  the  circuit  traversed  by  it.  As  the  coils 
successively  arrive  at  the  position  of  short  circuit  under  the 
brush,  they  cease  for  the  moment  to  be  a  part  of  the  main 
circuit  of  the  armature  winding  from  negative  to  positive  brushes, 
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and  the  current  of  constant  strength  which  had  up  to  the  moment 

before  been  flowing  through  them  must  stop  and  reverse,  ie.,  it 

must  undergo  one-half  of  a  complete  cycle  during  the  very  brief 

time  that  the  coil  is  short-circuited  under  the  brush,  that  is, 

during  the  interval  of  time  elapsing  between  the  arrival  of  the 

forward  edge  of  a  given  segment  under  the  brush  and  the  departure 

from  under  the  brush  of  the  rear  edge  of  the  segment  immediately 

in  front  of  it  in  the  direction  of  rotation  of  the  commutator.     If 

P  be  the  peripheral  speed  of  the  commutator  in  metres  per  second, 

and  T  the  thickness  of  the  brush  in  millimetres  (or,  more  exactly, 

the  length  of  the  arc  of  brush  contact  in  millimetres),  then  this 

interval  of  time,  ie.,  that  of  one-half  of  a  complete  cycle  is,  in 

T 
^^^^^^y  'if^t\f\  p  *^^»  therefore,  the  average  periodicity  of  reversal 

1000  P 


1000  P, 
in  complete  cycles  per  second  is, 


2  T 


Now  this  change  in  the  value  of  the  current  doubtless  takes 


cCrctJutvunxierhrvLBlv 
Fig.  26. — Diagram  of  Short  Circuiting  at  Brushes. 

place  at  a  rate  very  different  from  that  of  a  sine  wave  change,  but 
an  experimental  determination  would  be  very  difficult,  and  no 
really  satisfactory  experimental  data  are  available  on  the  subject. 
§  22.  Short -Circuiting  Coils  in  Commutation.— It  is 
convenient,  therefore,  in  obtaining  comparative  data,  to  assume 
a  sine  wave  rate  of  change  in  the  value  of  the  current,  ie.,  to 
assume  that,  taking  time  as  abscissae  and  instantaneous  current 
strengths  as  ordinates,  the  change  of  current  as  the  coil  passes 
over  from  the  circuit  on  one  side  of  the  brush,  through  the  interval 
when  it  is  short-circuited  under  the  brush,  to  the  time  of  its 
joining  the  circuit  on  the  other  side,  is  as  represented  in  Fig.  26, 
the  width  of  the  shaded  rectangle  representing  the  time  during 
which  the  coil  is  short-circuited  under  the  brush,  and  its  height 
the  complete  change  in  current  strength  which  it  undergoes.    As 
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a  matter  of  fact,  the  above  mode  of  representation  might  be  fairly 
correct  for  the  case  of  brushes  correctly  set  to  make — for  a  given 
value  of  the  current — the  best  use  of  the  impressed  magnetic  field, 
this  impressed  field  being  of  just  the  right  strength,  acting  in 
opposition  to  the  coil's  reactance  voltage,  to  first  reduce  to  zero 
the  current  originally  present  in  the  coil,  and  then,  still  in 
opposition  to  the  reactance  voltage,  to  induce  a  current  in  the 
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FiG&  27,  28,  and  29.— DiagramB  of  Short  Circuiting  at  Brushes. 

opposite  direction  which,  just  as  the  coil  leaves  the  position  of 
short  circuit,  shall  have  become  just  equal  in  strength  to  the 
current  in  the  circuit  of  which  it  then  becomes  a  part. 

But  with  fixed  brush  position  for  all  loads,  the  perfect  com- 
mutation can  only  occur  at  some  one  intermediate  value  of  the 
load.  At  no  load  the  occurrence  will  be  somewhat  as  represented 
in  Jig.  27,  the  rate  of  building  up  of  the  current  in  the  short- 
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circuited  coil  being  somewhat  greater  than  in  Fig.  26,  because, 
there  being  no  armature  current,  there  is  no  distortion  of  the 
impressed  field.  The  magnitude  of  the  abrupt  change  in  current 
strength  when  the  s^ment  leaves  the  brush  must  not  be  so  great 
that  the  resulting  reactance  voltage,  due  to  this  change  of  current 
acting  through  the  inductance  of  the  coil,  shall  cause  sparking. 
This  abrupt  change  in  current  strength  may,  without  causing 
sparking,  be  greater  the  less  the  inductance  of  the  coil,  because 
the  reactance  voltage  is  proportional  to  the  product  of  the  current 
and  of  the  inductance,  as  also  of  the  periodicity,  which  latter  is, 
however,  assumed,  although  without  sufficient  justification,  to  be 
independent  of  the  values  of  the  inductance  and  the  current. 

At  halt  load,  as  shown  in  Fig.  28,  there  is  no  tendency  to 
sparking,  for  the  voltage  induced  by  the  conductors  of  the  short- 
circuited  coil  cutting  through  the  impressed  field  is  just  sufficient 
to  neutralise  the  reactance  voltage  at  the  instant  the  coil  leaves 
the  position  of  short  circuit  under  the  brush. 

At  full  load,  represented  by  the  diagram  of  Fig.  29,  the  rate 
of  decrease  of  the  current  originally  present  in  the  coil  is  still 
slower  because  of  the  greater  reactance  voltage,  corresponding  to 
a  given  decrease  in  the  greater  current  concerned,  as  also  to  the 
weaker  impressed  flux  (which  has  undergone  further  distortion, 
due  to  the  greater  armature  reaction),  and  when  the  s^ment 
leaves  the  brush  the  current,  though  reversed,  is  represented  to 
be  still  of  less  than  half  the  strength  of  the  current  in  the  circuit 
it  is  to  join.  Hence  the  moment  of  leaving  the  brush  is  accom- 
panied by  a  sudden  rush  of  current  equal  to  the  required  deficiency, 
and  this,  owing  to  the  inductance  of  the  coil  in  which  it  takes 
place,  gives  rise  to  a  reactance  voltage  which  must  not  be  so  great 
as  to  cause  sparking.  The  brush  position  giving  best  commutation 
at  half  load  might  perhaps  give  a  deficiency  in  current  at  full  load 
about  equal  to  the  induced  current  at  no  load ;  at  any  rate,  some 
such  occurrences  as  those  indicated  in  the  diagrams  are  takii^ 
place. 

§  23.  Small  Reactance  with  Wide  Neutral  Zone.— By 
not  making  use  of  the  impressed  magnetic  field,  and  merely  making 
the  value  of  the  reactance  voltage  small  at  full  load,  and  by  having 
a  wide  neutral  zone  (that  is,  a  lil)eral  distance  between  pole  tips — 
a  small  pole  arc),  so  that  the  conductors  of  the  short-circuited 
coil  are  not  cutting  through  any  impressed  magnetic  flux  during 
the  time  of  short  circuit  under  the  brush,  the  corresponding 
diagrams  at  no  load,  half  load,  and  full  load  will  be  somewhat 
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88  represented  in  Figs.  30,  31,  and  32,  reliance  being  placed  upon 
the  smaU  inductance  of  the  coil  for  obtaining  sparkless  commuta- 
tion at  the  instant  of  abrupt  change  in  current  strength  as  the 
coil  leaves  the  brush.  The  diagrams  show  clearly  that  the  re- 
siBtance  of  the  brush  plays  a  part  in  reducing  the  current  strength, 
but  not  in  building  up  the  reversed  current,  which  latter  step  in 
the  process  may  be  said  to  occur  by  "  forced  commutation." 

In  the  light  of  these  explanations  it  will  be  agreed  that,  until 


Figs.  30,  31,  and^32.— Diagrams  showing  Effect  of  Brash  Resistance. 

further  experimental  data  are  forthcoming,  it  is  as  well  to  abandon 
much  pretence  to  precision  in  the  matter  of  the  law  of  the  rate 
of  change  of  the  current  strength  during  reversal  under  the 
brush,  and  to  employ,  for  uniformity's  sake,  the  assumption  that 
it  foUovns  a  sine  rate  of  change. 

On  this  assumption,  letting  n  equal  the  frequency  (complete 
(^cles  per  second),  /  the  mutual  inductance  of  one  coil  between 
adjacent  s^ments  with  relation  to  all  the  coils  simultaneously 
undergoing  commutation,  and   /  the  current  per  coil,  then  the 
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reactance  voltage  and  the  sparking  will  be  respectively  equal  and 
proportional  to 

§  24.  Mutual  Inductance. — Further  explanation  is  required 
as  to  the  mutual  inductance  I,  All  the  coils  simultaneously 
undergoing  commutation  are  active  in  setting  up  lines  through 
any  one  short-circuited  coil.  Hence  we  must  estimate  the  total 
magneto-motive  force  set  up  by  all  these  simultaneously  short- 
circuited  coils,  and,  ultimately,  the  flux  resulting  from  the  sum 
of  their  magneto-motive  forces. 

From  fairly  satisfactory  experiments,  there  have  been  deduced, 
as  rough  average  values  for  open  SiOt  windings,  that  for  the  "  em- 
bedded" portion  of  the  coil  there  will  be  set  up  4  C.G.S.  lines 
per  ampere  turn  and  per  centimetre  of  "  embedded  "  length.    For 
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Fig.  33.— Effect  of  Short-Circuited  Coilfl. 

the  ''  free  "  length,  meaning  thereby  the  end  connections  and  that 
portion  of  the  rest  of  the  turn  corresponding  to  the  space  occupied 
by  the  core  ventilating  ducts,  there  will  be  set  up  0*8  C.G.S.  lines 
per  ampere  turn  and  per  centimetre  of  "  free  "  length.  It  must 
further  be  noted  that  if  each  side  of  the  short-circuited  group  of 
coils  consists  of  n  conductors,  then  n  ampere  turns  are  concerned, 
per  centimetre  of  *'  embedded  "  length,  in  setting  up  lines  through 
any  one  of  the  short-circuited  coUs,  whereas  for  the  **  free  "  length, 

as  will  be  seen  from  Fig.  33,  only  5.  ampere  turns  per  centimetre 

of  "free"  length  are  concerned.  Noting,  furthermore,  that  the 
"linkage"  of  magnetic  lines  and  short-circuited  turns  per  coil 
between  segments  is  equal  to  the  above  deduced  total  flux  set  up 
through  any  one  short-circuited  coil  between  adjacent  segments, 
multiplied  by  the  number  of  turns  in  one  such  coil,  the  following 
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example  of  the  calculation  of  the  reactance  voltage  for  a  4-pole, 
5  brake  horse-power,  900  revolutions  per  minute,  220-volt  shunt 
motor,  will  give  all  the  further  guidance  required  for  carrying 
through  corresponding  calculations  on  other  motors. 

§  25.  Calculation  of  Oommutator  Sparking  Constants. 
— Number  of  poles,  4;  number  of  s^ment^,  81;  number  of 
segments  per  pole,  20*3 ;  pressure,  220  volts ;  voltage  per  s^ment, 
10*9 ;  number  of  slots,  27  ;  number  of  conductors  per  slot,  30 ; 
armature  turns  per  pole,  101 ;  amperes  to  commutator,  19*2 ;  style 
of  winding,  2-circuit,  single;  amperes  per  circuit,  9*6;  armature 
ampere  windings  per  pole,  975 ;  commutator  diameter,  16  centi- 
metres; revolutions  per  second,  15  ;  commutator  peripheral  speed 
metres  per  second,  7  5;  length  of  brush  contact  arc,  10  milli- 
metres ;  frequency  of  commutation  cycles  per  second,  375 ;  width 
at  circumference  of  commutator  segment  plus  insulation,  6*2 
millimetres;  length  of  a  single  armature  turn,  68  centimetres; 
effective  length  of  armature  laminations  in  centimetres,  9'0; 
number  of  ooils  short-circuited  per  brush,  2 ;  number  of  turns  per 
coil,  5;  maximum  number  of  simultaneously  commutated  con- 
ductors per  group,  20  ;  embedded  length  per  turn,  18  centimetres; 
free  length  per  turn,  50  centimetres;  lines  per  ampere  turn  for 
embedded  length,  4*0x18  =  72;  lines  per  ampere  turn  for  free 
length,  0*8  x  50=40  ;  total  lines  per  ampere  for  embedded  length, 
72x20  =  1440;  total  lines  per  ampere  for  free  length,  40x10 
=400;  total  lines  linked  with  short-circuited  turn,  1840.  Then 
inductance  of  one  5-tum  coil,  with  relation  to  all  the  turns  simul- 
taneously short-circuited,  equals  1840  X  5  x  10"®  =  0000092 
henrys;  reactance  equals  2x  X  375  x  0*000092  =  0*216  ohm; 
reactance  voltage  per  segment  equals  0*216  x  9  6  =  2*07  volts. 


CHAPTER  IV 

TYPES  OF  WINDINGS 

§  1.  Two-C3ircuit   and    Multiple-circuit   Windings.— In 
interpreting  the  results  from    this   method    of    estimating  the 
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TWO  CIRCUIT   BlNaUK   WINDING. 

Fig.  34. 


reactance    volts^,  it  is  essential  to  distinguish   between   two- 
circuit  windings  and  multiple-circuit  windings,  as  well  as  between 


TYPES  OF  WINDINGS 


45 


single  and  multiple  windings.  Any  useful  explanation  of  wind- 
ing nomenclature  is  too  elaborate  to  be  given  here  ^ ;  it  will  suffice 
to  refer  to  the  winding  diagrams  shown  in  Figs.  34,  35,  36,  and 
37,  representative  respectively  of  a  two-circuit  single,  a  two- 
circuit  double,  a  multiple-circuit  single,  and  a  multiple-circuit 
double  winding.  The  two  double  windings  (Figs.  35  and  37)  are 
given  as  representing  the  simplest  instances  of  multiple  windings, 


TWO  CIRCUIT, DOUBLE  WINDINO. 

Fig.  35. 

which  may  also  be  triple,  quadruple,  etc.  It  may  further  be 
explained  that  multiple-circuit  windings,  in  this  system  of  nomen- 
clature,   are    generally    of    the    type    sometimes    termed    lap 

»  For  detailed  treatment  of  armature  windings,  reference  may  be  made  to 
Arnold's  Ankemoicklungm  und  Ankerkonstrukiionen,  3rd  edn.,  1898,  Julius 
Springer,  Berlin ;  and  Pai-ahall  and  Hobart's  Armature  Windings,  1895, 
D.  Van  Noetrand  Co.,  New  York.  See  also  pp.  60  to  70  of  Electric 
Generators,  by  Parshall  and  Hobart,  Engineering  Pub.,  1900  ;  also  ch.  v.,  p.  78, 
of  Degiffn  of  Dynamos,  by  Dr  Thompson,  E.  &  F.  N.  Spon,  1903,  where 
different  colours  are  used  adding  greatly  to  clearness. 
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windings,  whereas  two-circuit  windings  are  often  described  as 
wave  windings.  Two-circuit  windings  may  be  single  or  multiple 
(Fig.  34  is  a  two-circuit  single  winding,  and  Fig.  35  a  two-circuit 
multiple  winding).  Multiple-circuit  windings  may  also  be  of 
either  class ;  thus,  Fig.  36  is  a  multiple-circuit  single  winding,  and 
Fig.  37  a  multiple-circuit  multiple  winding. 

The  method  of  estimating  the  reactance  voltage,  of  which  an 
example  has  been  given,  lends  itself  to  the  case  of  the  multiple-circuit 


Fia.  36.— Multiple-circuit  Single  Winding. 

single  winding  without  further  comment.  For  a  multiple-circuit 
double  winding  one  must  take  care  to  employ  the  right  value  for  the 
current  per  conductor,  i.e.,  one-half  that  for  a  multiple-circuit 
single  winding,  and  also  to  note  that  the  time  during  which  a  coil 
is  short  circuited  under  a  brush,  is,  for  a  given  width  of  brush,  less 
than  for  a  multiple-circuit  single  winding.  Thus  in  Fig.  38  are 
represented  two  adjacent  coils  of  a  multiple-circuit  double  winding 
and  the  four  commutator  segments  to  which  the  ends  of  the  coils 
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are  connected.    A  brush  is  also  shown  diagrammatically  below 
the  segments,  and  the  arrow  indicates  the  direction  of  motion  of 


Fia.  37.— Multiple-circuit  Double  Winding. 


Fig.  38. 


the  armature  past  the  brush.     Obviously  the  coil  connected  to 
segments  1  and  2  is  short  circuited  under  the  brush  for  a  shorter 


48 


ELECTRIC  MOTORS 


period  than  would  be  the  case  if  the  coil  were  connected  to 
adjacent  segments,  as  would  have  been  the  case  in  a  multiple- 
circuit  single  winding.  This  must  be  taken  into  account  in 
estimating  the  frequency  of  reversal,  i.e.y  the  term  n  in  the 
formula — 

V^2TrnlL 

for  the  reactance  voltage  of  the  short-circuited  coil. 

§  2.  ReactanceVoltageofTwo-oircmtWindiiigB.— Those 
portions  of  the  winding  undergoing  commutation  have,  in  two- 
circuit  windings,  the  choice  of  two  short-circuited  conducting  paths 
in  cases  where  as  many  sets  of  brushes  are  employed  as  there  are 
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Figs.  39  and  40. — Reactance  Voltage  of  Two-circuit  Windings. 


pole  pieces  in  the  motor.  To  illustrate  by  the  case  of  a  six-pole 
motor,  there  is  drawn  in  Fig.  39  a  diagram  showing  those  con- 
ductors of  Fig.  34  temporarily  undergoing  short  circuit  at  the 
positive  brush.  In  this  electric  circuit  there  are  six  conductors, 
or  the  equivalent  of  three  turns,  in  series,  and  if  there  is,  at  full 
load,  a  reactance  voltage  of  1  volt  per  turn,  the  reactance  voltage 
in  the  short-circuited  coil  amounts  to  3  volts. 

But  if,  as  in  Fig.  40,  all  three  sets  of  positive  brushes  are 
employed,  each  pair  of  conductors  is  short  circuited  by  another 
path,  consisting  of  two  positive  brushes  and  the  cable  inter- 
connecting thenL  In  each  of  these  independent  circuits  the 
reactance  voltage  is  but  1  volt,  and  the  commutation  should  be 
much  better  than  when  but  one  set  of  positive  brushes  is  used. 
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In  practice  the  occurrences  are  doubtless  a  combination  of  these 
two  alternatives. 

Fig.  41  indicates  diagrammatically  an  analogous  system  of 
circuits,  in  which  B^  represents  the  contact  resistance  of  a  brush 
bridging  two  adjacent  segments,  E^  the  contact  resistance  from  a 
segment  to  the  second  brush,  plus  the  resistance  of  the  brush 
itself  and  its  contact  with  the  brush  holder,  and  R,  the  value  for 
the  third  brush.  G^,  C^  and  G,  represent  the  resistances  of  the 
interconnecting  cables,  and  the  reactance  voltage  in  the  three 
turns  is  represented  by  the  symbol  for  a  voltaic  cell.  Since  E^, 
Sj,  and  S3  are  dependent  upon  the  adjustment  of  the  brush 
pressure  and  the  extent  to  which  the  brush  surface  is  worn  in,  it 
is  useless  to  attempt  to  estimate  the  division  of  the  current  between 
the  alternative  patha    These  considerations  and  others  relating  to 


FigA^ 


t    VOLT 


Fio.  41. — Reactance  Voltage  of  Two-circuit  Windinga. 

the  property  of  the  two-circuit  winding,  in  virtue  of  which  the 
current  passing  to  the  external  circuit  may  be  very  unevenly 
divided  amongst  the  different  sets  of  brushes  of  the  same  polarity ,1 
afford  ample  explanation  of  the  results  of  experience  with  two- 
circuit  windings,  namely,  that  they  must  be  employed  with  caution, 
and  must  have  more  conservative  constants  than  multiple-circuit 
windings.  These  considerations  are,  however,  no  justification  for 
abandoning  the  use  of  such  windings.  There  are  great  ranges  of 
outputs,  voltages,  and  speeds,  where  they  may  be  proportioned 

^  For  this  reason  there  is  introduced  the  additional  indefiniteneas  that  the 
potential  in  the  three  circuits  of  the  diagram  of  Fig.  41  will  not  necessarily 
be  equal  and  of  the  value  of  1  volt.  An  unequal  distribution  of  the  current 
amongst  the  three  sets  of  positive  brushes  would  lead  to  a  reactance  voltage  of 
more  than  1  volt  in  one  or  two  of  the  three  circuits  and  a  lower  voltage  in  the 
remaining  circuit  or  circuits,  the  sum  of  the  reactance  voltages  in  the  circuits 
always,  at  full  load,  amounting  to  3  volts. 
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with  such  low  reactance  voltages  between  consecutive  segments 
as  to  give  excellent  results.  Manufacturers  often  take  up  these 
windings  too  confidently,  and  employ  them  without  regard  to 
their  special  fitness  for  any  particular  machine.  Obtaining 
naturally  very  unsatisfactory  results  in  many  cases,  they  go  to  the 
other  extreme  and  employ  multiple-circuit  windings  exclusively, 
even  in  those  cases  where  two-circuit  windings  would  be  much 
more  suitable. 

Excellent  results,  especially  with  small  motors,  may  attend  the 
correct  use  of  two-circuit  windings.  They  have  one  very  important 
property,  which  is,  that  equal  electromotive  forces  are  induced  in 
the  two  circuits  through  the  armature,  irrespective  of  any  eccen- 
tricity of  the  armature  in  the  field,  and  thus  irrespective  of  wear  in 
the  bearings.  In  multiple-circuit  windings  the  armature  must  be 
very  accurately  centred,  in  order  to  avoid  unequal  electro-motive 
forces  in  the  different  branches  and  the  consequent  heating  and 
sparking  due  to  cross  currents. 

§  3.  Two-circuit  Single  Winding. — The  reactance  voltage 
of  two-circuit  single  windings  is  readily  derived,  either  by  con- 
sidering the  case  where  but  one  set  of  positive  and  one  set  of 
negative  brushes  are  used,  and  dividing  the  result  by  the  number 
of  pairs  of  poles,  when  there  is  a  set  of  brushes  for  each  pole ;  or 
else  by  carrying  through  the  calculation  just  as  for  a  multiple-circuit 
winding ;  remembering,  in  taking  the  final  step  of  obtaining  the 
reactance  voltage  from  the  product  of  the  reactance  and  the 
current  per  conductor,  that  each  conductor  carries  one-half  of  the 
full  current  input  to  the  motor,  irrespective  of  the  number  of 
poles.  By  this  latter  method  the  reactance  voltage  corresponds 
to  the  minimum  obtainable  by  the  use  of  as  many  sets  of  brushes 
as  there  are  poles,  and  it  should  be  multiplied  by  the  number  of 
pairs  of  poles  where  only  two  sets  of  brushes  are  employed. 

§  4,  Two-circuit  Multiple  Windings.— For  two -circuit 
multiph  windings  there  is  the  further  difference  that  the  periodicity 
is  greater  by  the  amount  of  the  width  of  the  intermediate  segments, 
similarly  to  the  case  illustrated  in  Fig.  38  for  multiple-circuit 
midtiple  windings.  Two-circuit  multiple  windings  should,  however, 
seldom  be  used.  In  them  is  found,  in  far  greater  degree,  the 
indefiniteness  just  referred  to  for  two-circuit  single  windings. 
Two-circuit  double  windings  may  occasionally  be  desirable ;  higher 
multiples  should  be  avoided.  As,  however,  the  advantages  alleged 
for  them  by  their  advocates  occur  chiefly  in  large  generators,  no 
special  explanation  of  their  properties  will  be  given  here. 
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§  5.  Pour-Oircuit  Multiple  Winding.— In  Fig.  42  is  shown 
a  four-circuit  single  winding,  which  has  the  property  of  the  two- 
circuit  winding  of  having  in  the  four  branches  a  symmetrical 
distribution  of  the  potential,  even  when  the  armature  is  eccentric 
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,    OlRGUIlV&INOLC     WINDING, 
Den'wmti  from  a  2-Ctrcuit,  double  winding  oT  the  fbrmulo  C'Oj*  2m  (4d'4rllf2K2) 
tjy    omitting   ovory   othor  otgment. 

Fig.  42. 

in  the  field.  This  winding  is  derived  from  a  two-circuit  double 
winding  by  leaving  out  every  alternate  commutator  connection. 
Because  of  the  above-mentioned  property,  it  should  have  a  field 
of  usefulness  in  motors  of  those  ratings  requiring  several  turns  per 
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s^ment,  and  it  has  the  feature  of  superiority  over  the  two-circuit 
winding  that  it  ensures  an  equal  division  of  the  current  between 
all  sets  of  brushes  of  the  same  polarity.    Very  numerous  similar 


•  CIRCUIT    8IN6LI     WINDINO, 
Dmri¥ml  frcm  a  2- Circuit,  triph  mitiding  ttthc  formula  ei^  f  2m  (H'$*n^*3i 
^  4mi^  out  mmy  saaond  and  third  s^mtont. 

Fig.  43. 

windings  may  be  derived.    One  other  of  this  class  is  given  in 
Fig.  43. 

§  6.  Oompound   Wound    Motors.  —  Compound   wound 
motors  are  of  two  classea '  In  the  one  case,  the  ^series  winding 
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opposes  the  shunt  winding,  with  the  object  of  compensating  for 
fall  in  speed  with  load  or  for  obtaining  speeds  increasing  with  the 
load.  Such  motors  are  rarely  required,  and  there  is,  furthermore, 
the  objection  to  this  arrangement  that  special  provision  has  to  be 
made,  such  as  means  for  cutting  out  the  compound  winding  at 
starting,  otherwise  the  series  coil,  with  its  lower  inductance,  would 
rise  to  its  full  strength  much  more  quickly  than  the  fine  wire 
shunt  winding,  and  the  motor  would  start  in  the  wrong  direction 
In  the  rare  cases  where  the  speed  must  not  decrease  as  the  load 
increcuses,  the  brushes  may,  in  the  plain  shunt  motor,  be  set  with 
such  a  backward  lead  as  to  maintain  practically  constant  speed, 
through  the  influence  of  armature  demagnetisation. 

Much  more  useful  is  the  compound  wound  motor  with  the 
series  coil  reinforcing  the  shunt  Motors  of  this  type  obviously 
decrease  in  speed  with  increasing  load,  and  the  extent  of  the 
decrease  is  dependent  upon  the  relative  strengths  of  shunt  and 
series  field&  If,  for  example,  the  shunt  winding  of  such  a  motor 
supplies  2000  ampere  turns  per  pole,  and  the  series  coil  at  full 
load  suppUes  1000  more  ampere  turns,  then,  neglecting  magnetic 
saturation  and  IB  drop  in  armature,  series  coils,  and  brush  contacts, 
the  speed  at  full  load  will  be  66*7  per  cent,  of  the  no  load  speed, 
the  saturation  of  the  magnetic  circuit  increasing  this,  in  an 
average  case,  to  80  per  cent. 

Of  course,  much  more  extreme  proportions  may  be  used,  and 
this  is  very  desirable  in  the  case  of  motors  required  to  handle 
intermittent  and  heavy  loads  where  there  is  no  objection  to  the 
heaviest  work  being  performed  at  much  slower  speeds.  This  is  of 
great  advantage  to  the  whole  supply  system ;  the  generating  plant 
is  more  evenly  loaded,  and  the  pressure  regulation  is  better. 
Moreover,  it  is  of  considerable  advantage  as  regards  good  commuta- 
tion that  a  motor  should  carry  its  heaviest  loads  at  reduced  speeds. 
This  is  because  the  periodicity  of  commutation,  and  therefore  the 
reactance  voltage  for  a  given  current,  is  proportional  to  the  speed. 
The  compound  wound  motor  has  in  this  respect,  to  a  certain 
extent,  the  advantage  obtained  in  a  series  motor.  For  some  work 
it  is  preferable  to  the  series  motor,  the  shunt  winding  acting  as  a 
check  on  its  speed  at  light  loads. 

§  7.  Oompound  Motor's  Speed  Ourve.— The  chief  point 
wherein  the  calculations  relating  to  a  compound  wound  motor 
differ  from  those  for  a  shunt  motor,  relates  to  its  speed  at  various 
loads.  The  estimation  of  a  compound  motor's  speed  curve  may  be 
iUuatrated  by  the  case  of  a  500-volt,  30  horse-power  motor.    It 
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baa  a  shunt  winding  giving  a  constant  magneto-motive  force  of 
3000  ampere  turns  per  spool.  When  developing  30  horse-power 
the  motor  consumes  50  amperes,  which  pass  through  a  series  field 
winding  with  fifty  turns  per  pole.  Therefore  the  series  excitation 
is  50x50  =  2500  ampere  turns  per  pole.  The  saturation  curve 
of  the  machine  at  its  no  load  speed  of  800  revolutions  per  minute 
is  given  in  Fig.  44    From  the  saturation  curve  the  speeds  for 
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Figs.  44  and  46. 

various  loads  and  500  terminal  volts  may  be  calculated  as  indicated 
in  the  following  table  : — 

ChARACTSBIBTICS  of  30  HORBE-POWBB  MoTOR  AT  VaBIOUS  LoAI>8. 


Amperes  input        

Senes  excitation  per  pole 

Shant  excitation  per  pole 

Total  excitation  per  pole 

Voltage  for  800  revs,  per  minute  ... 
Speed  (revs,  per  min.)  for  600  volts 


Per  Cent  of  FaU  Umd. 


4 

200 

3000 

3200 

600 

800 


26      .      60 

75 

100 
60 

16        26 

38 

760:  1300 

1900 

2600 

3000    3000 

3000 

3000 

3760 :  4300 

4900 

6600 

660 ,     686 

620 

660 

727;     682 

646 

616 

IM 


3160 

3000 

6160 

680' 

688 


The  speeds  thus  derived  are  plotted  against  the  corresponding 
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loads  in  the  curve  of  Fig.  45.  In  this  lllufltration  it  is  convenient 
to  assume — for  the  sake  of  simplicity — that  the  brushes  are  so 
placed  that  armature  reaction  compensates  for  the  IR  drop. 
Were  this  not  the  case  it  would  be  necessary  to  calculate  the 
internal  voltage  from  the  current  input  and  the  resistance,  and 
use  these  values  in  deriving  the  speeds  from  the  saturation  curve. 

In  motors  with  a  wide  neutral  zone,  low  reactance  voltage  per 
segment,  and  high  armature  strength  at  full  load  (the  latter 
expressed  in  armature  ampere  turns  per  pole),  the  brushes  could 
be  given  a  large  permanent  forward  lead,  and  a  speed  decreasing 

SPEED  CURVES  OP  SERIES  VOTQRS, 
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Fig.  46. 


rapidly  with  increasing  load  would  be  obtained  without  the 
necessity  for  a  compound  winding. 

§  8.  Series  Motors. — In  the  series  motor  the  field  excitation 
is  supplied  by  the  main  current,  which  passes  through  the  field 
coils,  connected  in  series  with  the  armature.  The  excitation  is 
consequently  proportional  to  the  input  to  the  motor — practically 
also  to  the  load — and  were  it  not  for  the  saturation  of  the  magnetic- 
circuit  and  internal  resistance  drop,  the  speed  would,  at  constant 
terminal  voltage,  be  inversely  as  the  amperes  input,  as  shown  in 
the  dotted  line  curve  B  of  Fig.  46,  where,  at  50  per  cent,  of  full 
load,  for  instance,  the  speed  is  double  that  at  full  load. 

But  series  motors  are,  in  practice,  generally  proportioned  to 
have  a  highly  saturated  magnetic  circuit  at  full  load  current,  and 
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the  speed  curve  assumes  the  form  of  the  full  line  curve  A  of 
Fig.  46. 

Series  motors  are  chiefly  used  for  locomotion,  hoisting,  and 
other  work  where  a  high  starting  torque  is  required,  and,  as  the 
load  is  generally  of  an  intermittent  nature,  they  are  proportioned 
with  much  higher  current  densities  in  armature  winding  and  field 
spools  for  their  normal  rated  load  than  would  be  suitable  for 
motors  designed  to  carry  their  full  load  during  the  entire  period 
of  servica  An  arbitrary  basis  of  rating  for  tramway  motors 
which  has  now  been  in  generally-accepted  use  for  a  number  of 
years  defines  the  nominal  capacity  as  the  horse-power  output, 
giving  75  degrees  Cent,  thermometric  rise  of  the  hottest  accessible 
part  after  one  hour's  continuous  run  on  a  testing  stand  at  rated 
voltage.  Tramway  motors  in  actual  service  are  required  to  carry 
an  average  load  of  only  some  35  per  cent  or  less  of  their  rated 
load,  and  this  shows  the  great  importance  of  designing  them  for 
h^h  efiiciency  at  Ught  loads.  And  they  are  inherently  capable  of 
being  proportioned  to  give  this  result,  for  the  loss  in  field  excita- 
tion, instead  of  being  a  component  of  the  ''  no  load  "  loss,  increases 
from  a  negligibly  small  amount  at  no  load  with  the  square  of  the 
load,  and  hence  is  a  component  of  the  so-called  "  variable  losses." 
In  motors  for  light  work,  however,  the  gearing  loss  comes  in 
and  increases  the  ''  no  load  "  losses  considerably ;  but  large,  direct 
connected  series  motors  are  inherently  of  very  high  efficiency  at 
light  loads.  These  considerations  have  reference  exclusively  to 
motor  and  gearing,  but  it  should  be  kept  in  mind  that  series  motors 
require  auxiliary  controlling  apparatus,  in  which,  when  starting,  very 
considerable  losses  take  place  in  external  resistances. 

§  9.  Methods  of  Motor  OontroL — In  the  simplest  form 
the  control  is  affected  by  a  resistance  in  series  with  the  motor, 
which,  according  to  the  load  and  the  required  speed,  is  varied  in 
amount.  A  much  greater  economy  is  obtained  by  the  method  of 
"  series  parallel "  control,  which  requires  either  two  or  more  motors, 
or  two  independent  armature  windings  and  commutators  per  motor. 
By  this  method  the  two  motors  are  connected  in  series  at  starting 
and  for  low  speeds,  and  less  external  resistance  and  waste  of 
energy  are  required  than  by  the  pure  rheostatic  method.  For  the 
higher  speeds  the  motors  are  thrown  in  parallel,  first  with  and 
then  without  resistances  in  series.  Even  by  these  series  parallel 
methods  of  control  no  really  high  efficiencies  during  the  period  of 
starting  are  obtained.  These  methods  have  from  time  to  time 
been  modified  by   the  addition  of  the  element  of  independent 
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control  of  the  field  strength 'by  a  diverting  shunt  to  the  series 
winding.  This  has  come  to  be  considered  as  objectionable  in  the 
belief  that  a  weakening  of  the  field  is  inconsistent  with  satisfactory 
commutation.  With  the  better  understanding  of  the  occurrences 
during  commutation  and  the  accumulated  experience  in  motor 
design,  a  reversion  to  this  feature  of  motor  control,  and  to  compound 
wound  motors,  in  connection  with  the  series  parallel  system, 
would  probably  be  attended  with  satisfactory  results  as  regards 
commutation,  and  would  permit  of  a  further  increase  in  efficiency. 
Two-circuit  armature  windings  exclusively  are  employed  in 
tramway  motors — firstly,  because  the  excessive  wear  in  the  bear- 
ings requires  satisfactory  operation  with  unequal  air  gaps  above 
and  below  the  armature ;  and  secondly,  because,  with  their  rather 
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inaccessible  location,  it  is  convenient  to  use  but  two  brushes  on 
the  commutator,  which  are  made  as  accessible  as  practicable 
generally  by  a  single  suitably-located  cover  in  the  casing. 

§  10.  Reactance  Voltage  in  Series  Motor. — The  reactance 
voltage  per  commutator  segment  does  not,  in  series  motors,  in- 
crease proportionally  to  the  load,  as  in  shunt  motors,  for  the 
reason  that  the  periodicity  n  in  the  formula  V=2irnll  ior  the 
reactance  voltage  decreases  with  the  decreased  speed  attending 
the  increase  in  the  current,  /.  Let  us  assume  the  case  of  a  motor 
having  the  full  line  speed  curve  of  Fig.  46.  The  frequency  of 
commutation  corresponding  to  full  load  speed  may  be  taken  as  100, 
and  the  full  load  current  also  as  100.    The  inductance,  /,  between 
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consecutive  segments  of  the  winding  may,  for  practical  purposes, 
be  taken  as  constant  The  reactance  voltage,  F,  varies  therefore 
with  the  load,  as  the  product,  n  /,  i.e.,  as  the  product  of  abscissae 
and  ordinates  of  the  full  line  curve  of  Fig.  46.  This  product  is 
plotted  in  the  full  line  curve  of  Fig.  47,  in  terms  of  the  current 
input,  /. 

According  to  the  degree  of  saturation,  the  rate  of  change  of 
the  reactance  voltage  with  the  load  will  vary  in  position  by  a 
curve  lying  between  the  two  curves  of  Fig.  47,  the  dotted  line 
curve  representing  the  limit  approached  with  decreasing  saturation 
of  the  magnetic  circuit 

Evidently  the  broad  assertion  may  be  made  that  a  series  motor 
should  show  far  less  increasing  tendency  to  spark  with  increasing 
load  than  would  a  shunt  motor. 


CHAPTER  V 


MOTOR  CHABAGTEBISTIG8 


§  1.  Oompcurison  of  8^  H.  P.  Shunt  Oompound  and 
Series  Motors. — ^A  saturation  curve  is  given  in  Fig.  48,  which 
may  be  taken  to  represent  that  of  three  motors — the  first  a  shunt 
motor  with  constant  speed  at  all  loads,  the  second  a  compound 
wound  motor  with  a  speed  decreasing  to  one-half  at  full  load  (of 
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its  4600  full  load  ampere  turns,  1700  are  shunt  and  2900  are 
series),  and  the  third  a  series  motor,  with  a  speed  decreasing  at 
full  load  to  one-h«Jf  its  value  at  37  per  cent,  of  full  load 
amperes  input.  The  motors  are  all  of  the  same  capacity  and 
speed  at  full  load,  and  are,  at  full  load,  all  worked  at  the  point  s 
of  the  saturation  curve.  The  three  speed  curves  are  shown  in 
Fig.  49.     Identical  armatures  are  assumed  to  be  employed  in 
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the  three  cases,  and  the  inductance  per  segment  is  0*000020 
henrys,  the  periodicity  of  commutation  580  cycles  per  second  at 
the  full  load  speed  of  400  revolutions  per  minute,  and  the 
full  load  current  in  the  winding  is  30  amperes.  Therefore 
the  full  load  reactance  voltage,  V=2TrnlI,iB 

r=  2  X  X  X  580  X  0-000020  x  30 
=  2-2  volts 

in  all  three  motors.  The  motor  is  for  8  5  rated  horse-power 
output  at  84*5  per  cent,  efficiency.      The  armature  winding  is 
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two-circuit  single,  and  the  full  load  current  input  is  60  amperes. 
The  normal  voltage  is  125. 

The  three  curves  representing  the  change  in  reactance  voltage 
with  the  load  are  given  in  Fig.  50.  In  deriving  these  curves,  the 
assumption  has,  for  convenience,  been  made  that  the  efficiency 
remains  the  same  at  all  loads  considered,  and  the  internal  IB  drop 
has  been  neglected.  While  these  assumptions  are  quite  widely 
departed  from  in  practical  cases,  the  errors  do  not  materially  affect 
the  point  under  consideration — the  relative  reactance  voltages  of 
shunt,  compound,  and  series  motors. 
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§  2.  Torque  Ourves. — From  the  saturation  and  speed  curves 
(Figs.  48  and  49)  of  these  three  motors  we  may  derive  curves  of 
torque  expressed  in  kilogrammes  at  1  metre  radius.  A  shwrU 
wound  motor  is  ahnost  always  operated  (except  at  starting  up) 
with  constant  potential  at  its  terminals.  The  magnetic  flux  is 
therefore  constant  at  all  loads,  and  the  torque  increases  in  direct 
proportion  to  the  horse-power  output,  and  (except  at  very  low 
loads)  approximately  in  proportion  to  the  amperes  input.  In  a 
eompownd  wound  motor  the  torque  at  first  increases  considerably 
more  rapidly  than  the  output,  to  compensate  for  the  rapidly  de- 
creasing speed.  At  higher  outputs,  where  the  speed  decreases  but 
slowly — owing    to  saturation — the  torque    increases  at  only    a 
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aUghtly  higher  rate  than  the  output.  Looked  at  from  the  stand- 
point of  the  actual  electro-magnetic  occurrences,  the  more  rapid 
increase  in  torque  with  increasing  load  than  occurs  in  a  shunt 
motor  is  due  to  the  increasing  magnetic  flux  caused  by  the 
compounding  coil  in  addition  to  the  increasing  armature  current, 
which  latter  alone  increases  with  the  load  in  the  shunt  motor. 
Where  series  motors  are  operated  under  this  same  condition  of 
constant  potential  at  their  terminals  at  all  loads,  we  find  them 
endowed  with  the  same  property,  as  regards  rate  of  increase  of 
torque  with  load,  and  the  check  in  this  rate  of  increase  which 
saturation  causes,  as  the  compound  motor,  but  in  a  greater  degree. 
The  curves  of  torque  and  speed  for  the  three  types  of  motor  when 
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operated  at  constant  terminal  voltage  are  given  in  Fig.  51,  and  are 
derived  from  the  saturation  and  speed  curves  of  Figs.  48  and  49. 
In  deriving  these  curves  it  has  been  considered  sufficiently  exact 
for  the  purpose  to  assume  the  same  efficiency  curve  for  the  three 
motors,  although,  in  practice,  the  series  motor's  efficiency  curve 
would  be  higher  at  light,  and  lower  at  heavy,  loada  The  British 
horse-power  is  employed,  equal  to  76  kilogrammetres  per  second. 

§  3.  Torque  Ourves  of  Series  Motors. — Series  motors  are, 
however,  rarely  operated  at  constant  terminal  voltage  for  all  loads. 
Either  the  terminal  voltage  is  cut  down  to  a  greater  or  less  extent 
by  resistances  in  series  with  the  motor,  or  two  motors  are  for 
some  loads  and  speeds  connected  in  series,  thus  each  receiving 


Fig,St. 


TORQUE    CURVES. 


i 


I 


fitMi0) 


15 

' — 

"^ 

' — 

^^~ 

' ' 

~~^ 

L.*^      ^ 

» 

— 

n 

J 

fif 

J 

f 

10 

J 

r 

4 

Y 

jj 

A. 

^ 

' 

10 

A 

^/ 

r 

& 

f 

(t 

Y 

" 

M 

/ 

t 

J 

'W 

^ 

y 

< 

^       J 

ft 

-/ 

r 

y 

4 

y 

/] 

/ 

f 

r  ' 

3 

/ 

> 

f 

/ 

A 

? 

/ 

i 

iii 

'y\ 

^ 

/ 

[^ 

::::;; 

K 

^ 

, 

1         3         J         4  ft  C  7 

«RAir£   MORS!    POWfR   OUTPUT. 

Fig.  51. 


half  the  voltage,  and  in  parallel  for  other  loads  and  speeds,  having 
then  each  the  full  voltage  at  their  terminals,  or,  and  most  generally, 
by  combinations  of  such  series  parallel  connections  with  series 
resistances.  Hence  the  study  of  the  torque  of  a  series  motor  is 
better  taken  up  from  the  standpoint  of  the  torque  as  function  of 
the  current,  regardless  of  the  terminal  voltage.  The  torque  in 
kilogrammes  at  1  metre  radius  is,  for  this  same  series  motor, 
plotted  in  the  full  line  curves  of  Fig.  52,  in  terms  of  the  amperes 
input,  and  corresponds  to  the  saturation  curve  of  Fig  48.  The 
current  input  required  to  start  the  motor  without  load  depends 
upon  the  no  load  loss,  which  is  made  up  of  the  core  boss  (which 
is  next  to  nothing  at  starting),  the  friction  loss  in   bearings, 
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gearing,  and  brushes  (which  t(^ther  often  make  up  a  very  con- 
siderable total  friction  loss),  and  the  almost  n^ligible  loss  due  to 
the  P£  of  this  small  starting  current  flowing  through  the  resist- 
ances of  brush  contacts  and  windings.  Hence  the  product  of  the 
current  input  and  the  voltage  at  the  terminals  of  the  motor  is  a 
fairly  good  measure  ol  the  mechanical  friction  at  starting.  The 
modem  tramway  motor,  with  single  reduction  gearing,  generally 
requires,  when  the  gearing  is  in  good  condition,  from  10  per  cent, 
to  15  per  cent,  of  the  rated  full  load  current  to  supply  these  losses. 
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Hence,  when  not  connected  to  any  external  load,  it  will  start  from 
rest  with  from  10  per  cent,  to  15  per  cent,  of  the  full  load  current. 
There  have  also  been  drawn  in  Fig.  52  two  dotted  curves, 
intersecting  at  a  point  representing  a  torque  of  15*4  kilogrammes 
at  1  metre  radius  at  50*6  amperes,  whereas  the  actual  motor,  with 

84*5  per  cent,  full  load  efficiency,  requires-—-— =60*0  amperes. 

84*5 

These  two  dotted  curves  represent  the  limiting  conditions  of  two 

motors  for  the  same  horse-power,  speed,  and  voltage  as  the  actual 

motor  (8*5  horse-power,  400  revolutions  per  minute,  125  volts), 
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but  having  100  per  cent,  efficiency.  In  the  motor  corresponding 
to  the  straight  line  torque  curve  the  magnetic  circuit  is  imagined 
to  be  saturated  for  all  currents,  giving  a  constant  magnetic  field 
at  all  loads,  as  in  a  shunt  motor.  This  is  the  limit  approached 
by  the  modem  tramway  motor,  which  is  generally  designed  with 
a  magnetic  circuit  of  small  cross  section  and  highly  saturated. 
The  lower  dotted  curve  represents  the  opposite  limit  which  would 
be  approached  with  motors  of  high  efficiency  and  low  saturation 

^  CURVES  OF  TORQUE  PER  AMPERE  FOR 

125  VOLT  SERIES  MOTOR. 
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— ^an  essentially  impracticable  direction  toward  which  to  work 
with  motors  for  purposes  of  locomotion. 

The  curves  A,  B,  and  C  of  Fig.  53  have  been  derived  from  the 
corresponding  curves  of  Fig.  52  (see  page  63),  and  show  the 
torque  in  kilogrammes  at  1  metre  radius  per  ampere  input  in 
terms  of  the  total  amperes  input  For  a  motor  of  a  given  rated 
capacity  at  a  given  voltage  and  full  load  speed,  the  torque  per 
ampere  constitutes  in  a  certain  measure  a  criterion  of  the  quality 
of  the  design. 

§  4.  Tramway  Motor  of  27  H.P.— For  series  motors  em- 
ployed for  locomotion  when  we  have  a  knowledge  of  the  diameter 
of  the  car  wheel  and  of  the  ratio  of  gearing  between  motor  and 
axle,  the  torque  is  conveniently  expressed  in  pounds  pull  at 
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the  draw-bar,  and  the  corresponding  speed  of  locomotion  in  miles 
per  hour. 

As  practical  examples  of  the  principles  which  have  now  been 
set  forth  with  relation  to  the  series  motor,  there  are  given  in  Figs. 
54  to  59,  pp.  65,  66,  curves  of  the  properties  of  one  of  the  most 
widely  used  light  tramway  motors.  Its  rated  capacity  is  27  horse- 
power, at  500  volts,  and  an  armature  speed  of  640  revolutions  per 
minute. 

§  5.  Railway  Motor  117  H.P.— In  Figs.  60  to  63,  page  67, 
another  set  of  curves  are  given  for  the  117  horse-power,  500-volt 
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direct  connected  motors,  which  were  used  in  equipments  of  four 
motors  apiece  on  many  of  the  locomotives  of  the  Central  London 
Eailway.  The  high  maximum  efficiency  of  this  117  horse-power 
motor — 94  per  cent. — as  compared  with  the  maximum  efficiency 
of  only  80  per  cent,  in  the  27  horse-power  motor,  is  partly  due 
to  the  large  size  of  the  former  unit,  but  in  great  measure  arises 
from  the  gearing  loss  in  the  small  motor. 

§  6.  Tramway  Motor  of  38  H.P.— In  a  recent  contribu- 
tion to  the  Proceedings  of  the  American  Institute  of  Electrical 
Engineers^  Mr  W.  B.  Potter  gives  a  list  of  schedule  speeds  for  a 
38  horse-power  motor.  It  is  rated  at  38  horse-power  on  the 
nominal  basis  already  stated,  of  one  hour's  rim,  and  75  dega  Cent. 
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rise.  The  table  shows  clearly  to  what  a  wide  variety  of  speeds, 
weights  of  car,  and  nature  of  service  it  may  be  applied  by  means 
of  different  gear  ratios.      From    Mr  Potter's   table   the  curves 

CURVIS  W  SCHEDULE  SPEED  FOR  3S Iff  MOTOR. 
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of  Figs.  64  and  65,  page  68,  have  been  derived.  The  curves 
show  the  conditions  of  service  corresponding  to  a  given  basis  of 
temperature  rise. 
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§  7.  Full  Load  Oommercial  Efficiency  of  Shunt, 
Gompoimd,  and  Series  Motors.— The  full  load  commercial 
efBciency  of  a  series  motor  has  but  little  significance ;  greater 
interest  attaches  to  its  maximum  efficiency,  and  the  percentage 
of  the  rated  load  to  which  it  corresponds.  In  Fig.  66  is  given  a 
curve  fairly  representative  of  the  maximum  efficiency  obtained  in 
geared  series  motors  of  various  rated  capacities.  The  maximum 
efficiency  is  generally  obtained  at  from  50  per  cent,  to  70  per  cent, 
of  the  rated  full  load  capacity.  Series  motors  for  tramway 
purposes  could  with,  advantage  be  designed  to  have  the  maximum 
efficiency  occur  at  still  lower  loads.  The  chief  difficulty  in  the 
way  of  obtaining  this  result  is  the  loss  in  the  transmission  gearing, 

Ftg.66.    crFiciCNcv  of  railwav  motors. 
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which,  though  not  part  of  the  electrical  design,  nevertheless  has 
to  be  taken  into  account  in  obtaining  the  commercial  efficiency. 

In  shunt  wound  and  compound  wound  motors  the  full  load 
commercial  efficiency  varies  but  little  in  different  designs.  Al- 
though the  component  losses— and  hence  the  efficiency  at  light 
loads — ^may  be  very  greatly  modified  at  the  will  of  the  designer, 
the  total  of  the  losses  is  a  very  uniform  quantity  for  a  given  rated 
capacity,  and  this  is  true  for  motors  of  very  different  rated  speeds. 
Even  the  normal  voltage  need  not  greatly  affect  the  efficiency, 
though  the  increased  commutator  losses  generally  result  in  giving 
slightly  lower  total  efficiency  the  lower  the  normal  voltage.  This 
tendency  is  partly  offset — especially  in  small  motors — by  the 
increased  losses  in  the  shunt  winding  of  motors  for  higher  voltages 
In  Fig.  67  are  plotted  the  efficiencies  of  shunt  and  compound 
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wound  motors  of  the  ordinary  ranges  of  speeds  and  of  capacities 
up  to  100  horse-power. 

Small  fan  motors  of  from  1200  to  1600  revolutions  per  minute, 
consuming  50  watts,  yield,  probably,  some  0*02  horse-power  (or 
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15  watts),  thus  having  an  internal  loss  of  35  watts,  and  about  30 
per  cent,  efficiency ;  0*05  horse-power  motors,  for  the  same  range 
of  speed,  consume  about  90  watts,  their  efficiency  being  about 
42  per  cent.,  and  the  losses  somewhat  over  50  watts.  The 
efficiencies  of  small  motors  are  plotted  in  Fig.  68. 
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§  8.  Absolute  Values  of  the  Losses. — Although  it  is 
customary  to  consider  the  percentage  efficiency,  it  is  in  some  ways 
more  useful  to  consider  and  compare  the  percentage  of  losses,  and 
the  absolute  values  of  the  losses,  in  watts.    Thus  in  two  machines 
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having  efficiencies  of  89  per  cent,  and  90  per  cent,  respectively, 
differing  therefore  but  1  per  cent  in  efficiency,  the  losses  are  in 
the  first  case  10  per  cent.  gi*eater  than  in  the  second. 

In  Figs.  69  and  70  are  plotted  the  losses  in  watts,  correspond- 
ing to  the  two  curves  of  commercial  efficiencies  in  Figs.  67  and  68. 


CHAPTER  VI 

MOTOR  DB8IGNING  AND  TESTING 

§  1.  "  Space  Factor ''  of  Armature  Slots.— The  ratio  of 
the  total  cross  section  of  copper  in  an  armature  slot  or  field  spool 
to  the  cross  section  of  the  total  available  space  is  termed  the 
"  space  factor."  It  is  a  very  variable  quantity,  and  depends  not 
only  upon  the  normal  voltc^e  and  output  of  the  motor,  and  upon 
the  shape  of  the  slot  or  field  spool,  but — and  very  largely — upon 
the  care  and  skill  employed  in  the  winding  and  insulating,  and 
upon  the  insulation  tests  to  which  the  motor  is  subjected.  Many 
manufacturers  prefer  to  subject  the  apparatus  to  very  severe 
insulation  tests,  with  a  view  to  reducing  to  a  negligible  percentage 
the  number  of  subsequent  breakdowns.  Others  reason  that  such 
large  factors  of  safety  are  unnecessary,  and  that  for  a  given 
expenditure  a  motor  of  inferior  qualities  in  other  respects  must  be 
the  result  of  such  lavish  insulation.  The  writer  is  of  the  opinion 
that  the  very  highest  factors  of  safety  which  it  has  yet  been 
customary  to  employ  in  any  country  in  the  design  of  the  insulation 
of  electrical  machinery  are  none  too  liberal.  The  subjecting  of 
electrical  machinery  to  severe  insulation  tests  does  not  as  a  rule 
lead  to  any  undue  sacrifice  of  space  to  insulating  purposes,  but 
rather  to  a  careful  study  of  the  properties  of  insulating  materials 
and  their  correct  treatment.  The  skilful  use  of  high  grade  and 
durable,  though  relatively  thin,  insulation,  will  go  further  towards 
producing  a  motor  capable  of  undergoing  severe  insulation  tests 
than  lavish  space  allowances  less  skilfully  utilised.  Tlie  properties 
of  mc^netic  and  conducting  materials  entering  into  the  construction 
of  the  motor  have  been  carefully  investigated  with  a  view  to 
their  economical  use,  but  although  a  very  great  deal  of  experi- 
mental work  has  been  carried  out  on  insulating  materials,  the 
results  are  not  yet  accessible  in  such  form  as  to  permit  of 
their  ready  and  correct  application  in  motor  construction,  and 
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the  choice  and  treatment  of  the  insulating  materials  are  hardly 
given  the  attention  they  deserve,  even  by  the  very  largest 
manufacturers. 

A  consideration  of  the  relative  proportions  of  the  winding 
space,  devoted  respectively  to  copper  and  insulation,  emphasises 
the  importance  of  a  study  of  the  question  of  a  better  use  of 
insulating  materials. 

In  Fig.  71  are  given  two  curves  limiting  a  shaded  area  within 
which  the  "  space  factors "  of  the  armature  slots  of  small  motors 
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Fig.  71. — Diagram  showing  Space  Factors  of  Armature  Slots. 

lie.  The  range  of  voltage  is  from  100  to  600  volts.  The  values 
approach  the  lower  limit,  or  even  fall  below  it,  the  higher  the 
voltage,  the  greater  the  number  of  slots,  and  the  less  the  skill  and 
knowledge  employed  in  the  processes  of  winding  and  insulating, 
and  in  the  selection  and  testing  of  materials.  Under  fair 
conditions  the  lower  limiting  curve  for  600  volts,  and  the  upper 
for  100  volts,  and  for  motors  of  the  ranges  of  speeds  corresponding 
to  the  data  of  Figs.  67  to  70,  should  be  consistent  with  subjecting 
the  motors  to  the  following  insulation  tests : — 
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Rated  VolUge. 

100 
600 


Oiuiraiiteed  InsnUtion  Teats 

from  Copper  to  Iron  at  60*  Cent. 

for  One  Minute. 

2000  R.M.S.  volte. 
3600  RM.S.  volte. 


In  Fig.  72  the  shaded  portions  of  the  six  rectangles  show  the 
proportions  of  the  total  slot  area  occupied  by  copper  and  insulation 
respectively.  These  results  are  extremely  significant.  The  art  of 
insulating,  in  motor  manufacturing,  is  still  extremely  crude,  and 
there  is  every  reason  to  look  for  great  improvements.  In  cable 
manufacturing  ^  it  is  well  understood  that  the  cost  of  the  copper 
is,  for  all  but  the  lowest  voltage,  but  a  small  part  of  the  cost  of  the 
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Fig.  72. — Diagram  showing  Proportions  of  Slot  Area  and  Copper  and 
Insulation. 


complete  cable,  and  the  design  and  construction  of  the  insulation 
is  reduced  to  a  science,  whereas  in  motor  building  the  insulation 
is  regarded  as  one  of  the  less  important  details.  But  the  diagrams 
of  Fig.  72  show  that  the  possible  gain,  either  in  decreased  dimen- 
sions of  motors  or  in  increased  output  (which  amounts  to  nearly 
the  same  thing),  is  not  a  matter  of  a  few  per  cent,  merely. 

The  lower  the  voltage  and  the  larger  the  capacity,  the  greater 
is  the  percentage  of  the  total  insulation  devoted  to  insulating  the 

>  Much  of  the  information  on  insulating  materials  crtntained  in  the  paper, 
by  0*Qorman,  on  "  Insulation  of  Cables,"  Proceedings  of  the  IntiituU  of  Elec- 
trical Engineers^  1901,  vol.  xxx.,  page  608,  could  be  employed  to  great 
advantage  in  the  design  of  dynamo  electric  machinery. 
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conductors  from  the  armature  core.  In  small  motors  for  the 
higher  voltages,  on  the  other  hand,  the  greater  part  of  the  insula- 
tion space  consists  in  the  coverings  of  the  individual  wires.  Hence, 
in  spite  of  the  increased  cost  of  insulation,  it  often,  in  very  small 
motors,  becomes  economical  to  employ  silk-covered  wire.  A  great 
deal  of  the  space  lost  in  these  smaller  sizes  for  higher  voltages  is 
due  to  the  multiplicity  of  wires  required.  Hence  two-circuit 
windings  should  be  employed  wherever  these  small  sizes  are  built 
multipolar.  The  mistake  should,  furthermore,  never  be  made  of 
using  two  wires  in  parallel  in  small  motors  for  high  voltages  for 
the  purpose  of  using  the  same  slot  as  for  the  lower  voltc^es  of  the 
same  size.  Such  mistakes  are,  nevertheless,  constantly  being 
made,  and  this  is  the  result  of  a  widespread  failure  to  appreciate 
the  proportions  actually  existing  between  amounts  of  insulation 
and  copper,  even  when  employed  to  the  best  advantage  possible,  in 
the  light  of  the  experience  at  present  available.  If  the  same  slots 
must  be  used  for  all  voltages,  then  the  size  should  be  chosen  with 
due  r^ard  to  the  high  voltage  requirements.  The  choice  of  width 
and  depth,  and  number  of  slots  also,  of  course,  have  a  great  influ- 
ence upon  the  "  space  factor." 

§  2.  Space  Factor  of  Field  Spools. — In  field  spools,  higher 
**  space  factors  "  may  generally  be  used,  but  this  varies  even  more 
with  the  nature  of  the  design.  Thus,  for  a  given  rating  a  motor 
with  many  poles  requires  relatively  few  turns  of  relatively  large 
cross  section;  as  compared  with  a  machine  for  the  same  output  at 
the  same  voltages  and  speeds  with  few  poles.  The  former  has, 
consequently,  a  high,  and  the  latter  a  low,  *'  space  factor."  More- 
over, the  field-spool  ** space  factor"  is  of  much  less  importance 
than  the  armature  slot ''  space  factor,"  because  space  on  the  field 
poles  is  less  restricted.  The  following  example  (Table  III.)  of  the 
application  of  a  method  for  calculating  a  spool  winding  proceeds 
from  the  standpoint  of  an  assumed  ''space  factor,"  and  has  the 
advantage  of  bringing  out  clearly  the  bearing  of  this  factor  on  the 
result,  and  the  consequences  in  relation  to  weight  of  copper  em- 
ployed and  watts  required  in  excitation,  of  changes  in  the  "  space 
factor,"  or  in  the  overall  spool  dimensions : — 
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Table  III.— Tabulated  Calculations  for  Spool  Windings  for  25  Brake 
Horse-power  Motors  for  100,  200,  and  400  Volts. 


Internal  diameter  of  spool  (centimetres)         

Depth  of  wind ing  (cen timetres)  

External  diameter  of  spool  (centimetres)         

Mean*  diameter  of  spool  (centimetres) 

Mean  length,  one  turn  (metres)    (a) 

Ampere  turns  per  spool  (b) 

axb  

■000176xaab2       

"Space  Factor "(s)         

Axial  length  of  spool  (centimetres)      

Cross  section  spool  winding  (t)  (square  centimetres) 

Total  cross  section  copper  in  spool  (m  =  s  x  t)  (square 
centimetres)  

Cubic  centimetres  copper  in  spool  (100  a  s  t) 

Weight  copper  in  spool  (kilogrammes)  ( 1  cubic  centi- 
metre of  copper  weighs  <X)8ft  kilogramme) 

Watts  per  spool  at  60**  Cent,  (w)  Watts='^^'^^^^'^* 

kilogrammes 

Square  decimetres  of  external  cylindrical  surface  per 
spool 

Watts  per  square  decimetre  of  external  cylindrical 
surface  

Number  of  poles  

Volts  per  spool  (v)         

Amperes  per  spool  (i=^/,)        

Turns  per  spool  (  =  -  ) 


(-;)  <«" 


uare  centi- 


Cross  section  copper  per  turn 

metres)         

Current  density  in  amperes  per  square  centimetre 

Watts  m  all  spools  

Kilogrammes  copper  in  all  spools        

Diameter  bare  spool  copper  (millimetres) 


Voluge. 


100 

13 

5 

23 

18 

•565 

42n0 

2380 

1000 

•45 

13 

65 

293 
1660 

14-8 
67-6 

9-4 

7-20 

4 

25 

2-70 

1560 


•0188 
144 
270 

59-2 
1-54 


200 

400 

13 

13 

5 

5 

23 

23 

18 

18 

•565 

•565 

4000 

3800 

22H0 

2150 

900 

810 

•40 

•35 

13 

13 

65 

65 

26-0 

22-8 

1470 

1290 

13-1 

11-5 

69-0 

70-5 

9-4 

9-4 

7-35 

7-50 

4 

4 

50 

100 

1-38 

0*705 

2900 

5400 

•0090 

•0042 

153 

168 

276 

282 

52-4 

46-0 

1-07 

0-73 

§  3.  Spool  Windings  for  Different  Voltages.— This  25 
brake  horse-power  motor  is  designed  for  the  three  voltages,  100, 
200,  and  400,  on  the  plan  of  employing  somewhat  lower  magnetic 
densities  the  higher  the  rated  voltage.  This  is  done  in  order  that, 
with  the  lower  field  spool  "  space  factor  "  of  the  higher  voltage 
designs,  spools  of  the  same  external  dimensions  shall  not  require 
appreciably  more  energy  for  excitation,  and  hence  shall  not  have  a 
greater  temperature  rise.  Since  the  magnet  frame  is  the  same  for 
all  three  voltages,  this  requires  either  the  adoption  of  higher  speeds 
for  the  motors  with  the  higher-rated  voltages,  or  else  the  employ- 
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ment  of  armatures  of  greater  strength  as  expressed  in  armature 
ampere  turns  per  pole  piece.  The  latter  plan  is  disadvantageous, 
since  one  encounters  in  the  armature  design  the  difficulty  that  the 
"  space  factor  "  of  the  armature  slot  is  also  much  lower  the  higher 
the  voltfi^e.  In  view  of  these  facts  it  is  more  consistent  to  widen 
the  magnetic  system,  and  in  some  cases  to  decrease  the  number  of 
field  poles  for  the  higher  voltage  motors,  and  thus  use  less  arma- 
ture ampere  turns.  This  leads  to  extremely  practical  results,  since 
the  width  required  for  the  commutator  is,  for  a  given  output, 
almost  in  inverse  proportion  to  the  rated  voltage.  In  machines 
designed  on  this  plan,  not  only  may  due  regard  be  paid  to  the 
variations  in  the  ''  space  factors  "  of  both  armature  slots  and  field 
spools,  but  the  commutators  may  be  given  proportions  suited  to 
the  duty  required  of  them.  The  overall  dimensions  are  precisely 
the  same  for  all  voltages ;  in  fact,  all  essentially  mechanical  parts 
— base,  stands,  bearings,  and  shaft — as  well  as  distance  between 
bearings — are  entirely  independent  of  the  voltage,  so  that  the 
same  drawings,  patterns,  and  castings  are  used  -for  all  voltages,  the 
patterns  being  constructed  to  be  adjustable  in  width  to  the  extent 
necessary  for  the  different  voltages.  The  diameters  of  magnetic 
yoke,  whose  dimensions  must  be  chosen  with  reference  to  mechani- 
cal as  well  as  magnetic  considerations,  and  of  armature  and  com- 
mutator, are  the  same  for  all  voltages,  and  the  magnetic  yoke 
could,  in  many  cases,  be  made  the  same  section  for  all  voltages, 
different  magnet  cores  in  number  and  section  being  used,  according 
to  the  voltage  of  the  motor. 

§  4.  Designs  for  a  Group  of  Motors. — In  Fig.  73  are  given 
outline  drawings  for  a  group  of  machines  designed  by  the  writer 
on  this  plan.  The  machines  were  originally  designed  for  gener- 
ators. Their  ratings  for  normal  output,  speed,  and  voltage 
as  motors,  and  their  dimensions,  are  set  forth  in  Table  IV.^ 
(page  78). 

In  the  field  spools  of  machines  with  many  poles  the  volts 
per  spool  become  relatively  low,  and  also  the  volts  per  turn, 
thus  permitting  of  but  a  thin  layer  of  insulation  on  the  con- 
ductor. This  materially  increases  the  "space  factor,"  but 
requires    that    additional   care   be   taken   in  winding.     In    the 

1  The  designs  shown  in  Fig.  73,  and  in  Table  IV.,  are  adapted  from  a 
paper  on  "Modern  Commutating  Dynamo  Machinery,"  published  in  the 
Journal  of  Proceedings  of  the  Inttitute  of  EUctrical  Engineers,  1901,  Vol. 
XXXI.,  page  170,  where  this  plan  of  designing  is  discussed  in  much  greater 
detaiL 
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Fio.  73.— Diagrams  of  Motors  for  110,  220,  and  626  Volte. 
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interests  of  a  high  ''space  factor/'  field  spools  should  all  be 
connected  in  series.* 

Series  spool  windings  and  low- voltage  shunt  windings  may  be 
constructed  from  thin  strip,  wound  on  the  thin  edge,  and  in  many 
cases  such  construction  leads  to  a  much  higher  **  space  factor  "  than 
can  otherwise  be  obtained.  Thus  "space  factors"  of  0-78  are 
sometimes  obtainable  in  the  series  spools  of  moderate  sized 
machines  ^  by  this  construction.  There  is  the  additional  advantage 
that  the  heat  is  readily  conducted,  by  the  continuity  of  the  solid 
copper,  to  the  exterior  surface  of  the  spool,  where  the  circulating 
air  currents  quickly  dissipate  it.  Thus,  in  this  type  of  spool 
winding,  higher  values  may,  for  a  given  temperature  increase,  be 
permitted  for  the  "  watts  per  square  decimetre  of  external  spool 
surface."  It  is  of  some  further  advantage  to  leave  the  edges  of 
such  edge-wound  conductors  bare,  merely  insulating  between 
adjacent  conductors.  When  the  surface  is  then  polished,  the 
general  appearance  of  the  machine  is  greatly  improved. 

§  5.  Hopkinson  Method  of  Testiiig  Motors. — Motors  are 
generally  tested  in  pairs,  one  running  as  a  motor  from  the  supply 
of  power,  and  driving  the  second  as  a  generator,  the  current  from 
the  latter  being  returned  to  the  source  of  supply.  By  this  means 
a  considerable  saving  is  effected,  since  only  sufficient  power  is 
required  to  supply  the  losses  in  the  two  machines.  This  method 
of  testing  was  first  devised  by  Hopkinson,  and  is  generally 
designated  as  the  Hopkinson  method,  although  numerous  modi- 
fications have  subsequently  been  devised  by  Kapp,  Swinburne, 
and  others. 

It  is  diagrammatically  represented  in  Fig.  74,  in  which  A  and 
B  are  the  armatures  of  the  two  machines  to  be  tested,  F  and  G 
representing  their  field  magnet  systema  The  two  machines  are 
mounted  upon  the  same  shaft,  or  otherwise  directly  coupled 
together.  S  is  the  main  switch  leading  to  the  source  of  supply, 
and  T  is  a  double-pole,  double-throw  switch  leading  to  the  field 
circuits,  and  V  is  merely  a  single-pole  switch,  inserted  for  the 
purpose  of  enabling  the  field  circuits  to  be  excited  independently 
of  the  armature  circuits.     As  is  shown,  T  is  so  connected  to  the 

1  In  machines  with  many  poles,  but  for  low  voltage,  the  thickness  of  the 
insulation  on  the  conductor  may  exert  but  a  negligible  influence  on  the  '*  space 
factor,"  and  a  more  convenient  size  of  conductor  may  occasionally,  in  such 
cases,  be  obtained  by  a  series  parallel  connection  of  the  field  spools. 

2  This  is  too  high  a  figure  to  be  attained  in  motors  of  less  than  100  horse- 
^power  rated  capacity,  unless  of  very  low  speed  or  voltage. 
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field  circuits  of  the  machines  A  and  B,  that  when  it  is  thrown 
down,  a  suitable  resistance,  R,  is  inserted  in  the  field  circuit  of 
machine  A,  and  when  thrown  up,  the  resistance  is  in  B's  field 
circuit.  When  switches  S,  T,  and  V  are  closed,  the  machine 
having  the  resistance,  R,  in  its  field  circuit,  runs  as  a  motor,  its 
counter  electro-motive  force  being  the  least,  and  the  other,  thus 
driven  mechanically,  acts  as  a  generator  in  virtue  of  its  higher 
excitation  and  electro-motive  force,  and  returns  to  the  line  as 
electrical  energy,  a  portion  of  the  electrical  energy  absorbed  by 
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Fio.  74.— Hopkinson  Method  of  Testing  Motors. 

the  motor,  this  energy  having  thus  undergone  a  double  transfor- 
mation, first  by  the  motor  into  the  mechanical  energy  transmitted 
by  the  shaft  to  the  generator,  and  by  the  latter  into  electrical 
energy  delivered  from  its  commutator. 

It  is  customary  during  a  heat  run  to  reverse  T  at,  say,  half- 
hour  intervals,  so  that  both  machines  are  equally  subjected  to 
motor  and  generator  loads,  for  the  motor  armature  winding  is 
more  heavily,  and  its  field  winding  more  lightly,  loaded  than  the 
generator'^ 
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Ammeter  m  measures  the  current  supplied  to  the  system  to 
cover  the  losses,  ^.e.,  a  current  equal  to  the  motor  current  minus 
the  generator  current.  Ammeter  n  measures  the  motor  current 
when  switch  T  is  in  the  ''  up  "  position,  in  which  case  the  generator 
current  equals  w— m;  and  in  the  "down"  position  of  switch  T  it 
measures  the  generator  current,  and  the  motor  current  is  then 
n+m.  The  generator  current  is  sometimes  designated  the 
"circulating  current." 

§  6.  Test  and  Data  of  Williamson  Motors.— Mr  A.  D. 
Williamson  has  kindly  furnished  the  writer  with  the  results 
of  such  a  Hopkinson  test  on  two  5  brake  horse-power  motors 
of  his  own  design,  and  built  by  him  for  Messrs  Vickers  Sons  & 
Maxim,  These  results,  together  with  the  observed  temperature 
increase,  are  given  in  Tables  V.  and  VI. 

Table  V. — Test  op  Two  5  Brake  Horse-Power,  600  Revolutions  per 
Minute,  220- Volt,  Shunt- Wound,  Standard,  Ventilated,  Enclosed 
Vickers  Motors    (Hopkinson  Connections.) 


Reyolntlons 
per  Minute. 

Volte. 

III 

Circulating 
CnrreDt 
Amperes. 

Brake  Horse- 
power. 

Square  Af 
Efficiency. 

Bffldencj. 

683 
690 
685 
681 
666 

280 
203 
204 
204 
203 

6-5 
6-7 
4-3 
4-2 
3-4 

19-5 
190 
16-0 
14-0 
10-0 

5-75 
517 
4-10 
3-82 
2-72 

•751 
•770 
•777 
•770 

•747 

•866 

•877 
•881 
•877 
•864 

Table  VI. — Tbkpbraturb  Rise  after  Five  and  a  Half  Hours'  Run  on 

Full  Load. 


Date  of  test,  July  2l8t,  1902.    Temperature  of  engine  room,  32  degs.  Cent 

UltJmate  Temperature.  Rise  in  Tem] 

Degrees  Cent 

Commutator 73        

Core     68         

Shunt  coiU     61        


iperatare. 
Degrees  Cent. 

41 
36 
29 


An  engraving  of  this  5  horse-power  motor,  assembled  and  in 
parts,  is  given  in  Fig.  75,  and  the  general  arrangement  is  shown 
in  the  drawings  of  Figs.  76  and  77,  Plate  1.  The  machine  may 
be  used  up  to  its  full  rated  capacity  as  a  reversible  motor,  the 
commutator  being  excellent  at  that  load,  with  the  brushes  in  the 
neutral  position. 

Another  interesting  machine  by  the  same  designer  is  shown 
in  the  drawings  of  Figs.  78  and  79  (page  83).     It  is  rated  as  a 
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27*5  brake  horse-power  variable  speed  220-volt  motor,  and  gives 
25  horse-power  at  a  range  of  speed  from  300  to  1000  revolutions 
per  minute  on  shunt  excitation,  and  30  horse-power  from  300  to 
800  revolutions  per  minute.  The  motor  is  quite  reversible  up  to 
about  800  revolutions  per  minute  at  27'5  horse-power,  i.e.,  it 
operates  satisfactorily  under  these  conditions  with  the  brushes 
in  the  neutral  position. 

The  following  test  results  (Table  VII.)  of  one  of  these  motors 
are  of  interest : — 

Table  YI  I. —Tests  of  Williamson  Motob. 
Date  of  Test,  May  7th  and  8th,  1902. 


Speed. 

Volui. 

Total 
CniTent 

Shunt 
CurreDt. 

Bfflelency. 

324 

224 

96-5 

4-72 

24-65 

*862 

386 

222 

103-0 

3-48 

26-75 

•88 

498 

224 

101-5 

2-78 

26*70 

•884 

502 

227 

168-7 

2-37 

46-60 

•882 

718 

221 

100-7 

2-10 

25-73 

•872 

750 

227 

123-5 

1-20 

3255 

•875 

950 

222 

1063 

0-97 

26-80 

-863 

960 

222 

96-5 

0-97 

24-85 

-875 

960 

222 

106-7 

0-97 

27-30 

869 

970 

230 

109-4 

0-97 

28*80 

•868 

The  three  runs  at  different  loads,  giving  the  following  results, 
were  each  of  six  hours'  duration  : — 

Table  VIIL— Results  op  Six  Hours*  Run. 


Dttte. 


May  12th.  1902  .. 
Hay  18Ui,  1902  .. 
May  14th,  1902  .. 


849 
868 

610 


8M 
332 


97 
116*8 
116-8 


222 

221-4 

221-4 


^1 
It 


26 
30 
30 


TBKnRATDU  Risk  or 


1^ 


.'^2 
43 


42 

42 
42 


48 
66 
64 


ft 


38 
64 


Further  data  of  these  two  machines  is  set  forth  in  Table  IX.  :- 


Table  IX.— General  Data  of  5  Horse-Power  and  27^5  Horse- 
power Motors. 

6  Brake  27-6  Brake 

Hone-power.  Hone-power 

Speed 600  300  to  900 

Voltage  220  220 

Weight  in  lbs 840  3470 
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Material  of  yoke         

Material  of  poles        

Type  armature  winding        

Armature  Dimennont : — 

External  Diameter     

Axial  length  core  between  flanges  ... 
Effective  length  core  between  flanges 
Number  of  ventilating  ducts 

Depth  slot       

Width  slot       

Number  of  slots         

Internal  diameter  laminations 

Height  of  bare  conductor      

Width  of  bare  conductor      

Number  of  conductors  per  slot 
Slot,  << space  factor" 

Magnet  Core: — 

Length  of  pole  face  parallel  to  shaft 

Length  of  pule  arc     

Radial  length  of  magnet  core 

Diameter  of  magnet  core      

Length  of  air-gap       

CommtUator : — 

Diameter         

Number  of  segments 

Length  of  s^ment  from  external  end   to 

com  mutator  connection     

Thickness  of  brushes 

Width  of  brushes       

Number  of  brushes  per  set 

Number  of  sets  used 

Ampere  turns  per  armature  pole     ... 
Shant  ampere  turns  per  spool 
Weight  copper  per  shunt  spool 

Core  loss         

Shunt  loss       

Commutator  loss        

Armature  PR  loss     

Bearing  friction  loss 

Mean  length  one  armature  turn 
Armature  turns  per  segment 
Mean  length  one  spool  turn 


5Bmke 

27  ft  Brake 

Uone>power. 

Hone-power. 

,    Cast  iron 

Steel 

Steel 

Steel 

2  circuit 

2  circuit 

.     9  ins. 

15  ins. 

.     4*75  ins. 

13  ins. 

4*5  ins. 

12-5  ins. 

None 

None 

1  in. 

•95  in. 

•33  in. 

•35  in. 

.     31 

47 

.     2  ins. 

Sins. 

.     1-072  in. 
/  diameter 

•4  in. 

•06  in. 

.    30 

6 

•87 

•33 

.    4-75  ins. 

13  ins. 

6*5  ins. 

9  ins. 

5  ins. 

7  ins. 

.     4-3  ins. 

... 

•15  in. 

•25  in. 

Sins. 

11-8  ins. 

.     93 

141 

.     2-8  ius. 

3*7  ins. 

•75  in. 

lin. 

,     lin. 

lin. 

2 

3 

2 

2 

1140 

1900 

3150 

7300^ 

,     15-5  lbs. 

83  lbs. 

170 

450* 

210 

944* 

50 

300* 

230 

750 

8(» 

250 » 

.     28  ins. 

56  ins. 

5 

1 

19  ins. 

40  ins. 

*  At  300  revolutions  per  minute. 
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§  7.  Choice  of  Number  of  Armature  Slots.— The  choice 
of  the  number  of  armature  slots  is  a  matter  requiring  comment. 
In  the  first  place  the  use  of  the  two-circuit  winding,  which,  as  has 
been  explained,  is  especially  desirable  for  small  motors,  limits  the 
available  numbers.  Table  X.  gives,  for  the  case  of  the  plain  two- 
circuit  single  winding,  the  number  of  conductors  or  sides  of  coils 
(groups  of  conductors)  which  are  possible  per  slot  for  motors  with 
from  four  to  sixteen  poles. 

Table  X.— Data  for  Applying  Two-circuit  Single  Windings 
FOR  Druk  Armatures. 


Number  of 

PoBsible  Numben  of  Conductors 

or  Groups  of  Conductors  per  Slot,  for 

Poles. 

Symmetrical  Windings 

4 

2 

6 

10 

14 

6 

2 

4 

... 

8 

10 

... 

14 

16 

8 

2 

... 

6 

.  •. 

10 

... 

14 

... 

10 

2 

4 

6 

8 

... 

12 

14 

16 

12 

2 

••• 

•  •• 

... 

10 

..» 

14 

•  *. 

14 

2 

4 

6 

8 

10 

12 

..• 

16 

16 

2 

6 

... 

10 

... 

14 

... 

Other  numbers  of  conductors  per  slot  can  be  used.  For 
instance,  four  conductors,  or  groups  of  conductors,  per  slot  in  a 
four-pole  motor,  by  the  device  of  having  one  "  dummy  "  coil,  that 
is,  one  coil  not  connected  to  the  winding  or  the  commutator,  or  a 
space  block  in  its  place.  But  this,  while  often  employed,  intro- 
duces, in  the  writer's  opinion,  a  very  undesirable  lack  of  symmetry, 
and  should  only  be  used  where  the  sparking  constants  are  very 
conservative.  All  limitations  relating  to  the  possible  numbers  of 
groups  of  conductors  per  slot  lead  to  difficulties  in  employing  the 
same  punchings  for  windings  for  different  voltages.  Frequently, 
in  spite  of  the  lower  "space  factor"  and  other  undesirable  pro- 
perties for  small  motors,  multiple-circuit  windings,  which  are  free 
from  these  limitations,  are  used  for  some  voltages,  in  order  to  use 
one  standard  punching  for  aU  voltages.  The  use  of  conductors  of 
rectangular  cross  section  sometimes  enables  a  given  slot  to  be 
filled  up  iliore  efficiently  when  employed  for  a  winding  of  a 
different  voltage,  speed,  or  rating  from  that  for  which  it  was 
designed.  Most  manufacturers,  however,  prefer  to  use  round  wires 
for  small  motors,  and  on  page  318  of  the  Electrotechnische 
ZeUschrift  for  April  11th,  1901,  Rothert  (see  also  Rothert's 
U.S.A.  patent,  No.  660659)  describes  some  novel  types  of  winding. 
In  one  of  these,  with  six  groups  of  conductors  per  slot,  and  four 
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conductors  per  group — Fig.  80 — the  conductors  may  lie  four  wide 
and  six  deep,  there  being  twenty-four  conductors  per  slot.  In 
another — Fig.  81 — with  four  groups  of  conductors  per  slot,  and 
four  conductors  per  group,  the  width  of  the  slot  would  correspond 
to  three  conductors,  and  the  depth  to  six,  this  arrangement  corre- 


Mg-SO.  n—        -n      Fig.S!. 


Fig.SS. 


Figs.  80,  81,  82,  83.— Different  Types  of  Winding. 


spending  to  sixteen  conductors  per  slot.  The  more  customary, 
and,  of  course,  the  most  effective  arrangement  corresponding  to 
these  two  cases  would  be  those  shown  in  Figs.  82  and  83,  where, 
however,  the  slots  are  rather  deep.  The  arrangements  suggested 
by  Rothert  are  capable  of  considerable  extension,  and  increase  the 
flexibility   of  the   two-circuit   winding,  and,  indeed,  of  slot  type 
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windings  in  general  The  ideal  from  the  manufacturing  standpoint 
is,  of  course,  to  have  one  standard  punching  suitable  for  as  many 
windiugs  as  possible,  and  while  a  too  close  adherence  to  this  plan 
of  procedure  leads  to  sacrifices  much  greater  than  the  advantage 
striven  for,  it  is,  nevertheless,  well  to  give  careful  consideration  to 
all  methods  leading  to  reduction  in  number  of  standard  punchings. 

Thus,  the  cases  shown  in  Figs.  80  to  83  may  be  taken  as 
representing  four  arrangements  for  a  motor  requiring,  with  a  given 
total  number  of  conductors,  four  turns  per  commutator  segment, 
of  the  size  wire  shown  in  the  figures.  By  adopting  the  arrange- 
ment shown  in  Fig.  80,  a  certain  number  of  slots  would  be  required. 
The  use  of  the  arrangement  shown  in  Fig.  81  would  require  50  per 
cent,  more  slots. 

It  will  be  seen  from  Table  X.  that,  generally,  for  four  or  eight 
poles,  Figs.  80  and  82  would  be  the  most  suitable  with  three  com- 
mutator segments  per  slot,  whereas  Figs.  81  and  83,  with   two 
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Fig.  84.— Coil  Winding. 

commutator  segments  per  slot,  are  suitable  for  six  or  ten  poles. 
None  of  them  would  do  for  twelve  poles  (for  a  symmetrical  two- 
circuit  single  winding),  and  any  one  of  them  could  be  used  for 
fourteen  poles.  The  choice  between  Figs.  80  and  81,  as  against 
Figs.  82  and  83,  would  be  greatly  influenced  by  the  sizes  of  slot 
found  most  suitable  for  designs  for  other  rated  voltages  for  the 
same  motor. 

§  8.  Box  versus  Ooil  Windings.— Wherever  at  all  practic- 
able, the  writer  prefers  bar  to  coil  windings,  in  spite  of  the  greater 
number  of  connections  to  be  made.  Thus,  for  a  four-pole  machine 
with  three  turns  per  commutator  segment,  there  would  generally 
be  employed  a  coil  winding  with  three  turns  per  coil.  This  could 
be  diagrammatically  represented  as  shown  in  Fig.  84  above. 
For  some  sizes  of  slots,  and  especially  for  small  conductors,  this 
would  be  the  best  arrangement,  but  there  often  arise  cases,  even 
with  conductors  of  fairly  small  cross  section,  where  it  would  be 
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preferable  to  arrange  the  winding  as  shown  in  Fig.  85,  Plate  2. 
The  total  number  of  conductors,  and  the  number  of  conunutator 
s^ments,  remain  imchanged,  but  the  dimensions  of  the  slot,  and 
of  the  conductors,  and  their  arrangement  in  the  slot,  are  as  shown 
in  Fig.  85,  whereas  the  coil  winding  would  be  arranged  as  shown 
in  Fig.  86.  The  coil  winding  requires  at  the  front  (commutator) 
end  of  the  armature,  not  only  space  for  the  end  connections  of  the 
individual  coils,  but  ako  further  space  for  the  conductors  inter- 
connecting these  coils.  The  other  arrangement  is  very  much 
better,  where  each  conductor  is  suflBciently  large  to  consist  of  a 

FtaSAMeptU  of  Slot....  f.  FtgSfl.IkfiUv  oTSlat..   h31' 

W&ttA... iW'  -WvcUht..^ -30' 

JatdLarBOf. ^6sq.in/  TotaJL  arecu 'S93sf.in,. 

Cgpptr  'Its  -  •                   .         •    Copper.  126  ^   m 
Spac*  Outor... ^9i7  SpacBfheUm -^1$ 


Figs.  86  and  87.— Methods  of  Winding. 


rod  of  rectangular  cross  section,  and  especially  where  the  dimensions 
preferred  for  the  slot  require  a  conductor  of  such  a  cross  section, 
since  such  conductors  are  less  readily  made  up  into  coils.  The 
superiority  in  orderliness  should  often  make  the  winding  prefer- 
able, even  when  the  conductor  is  fairly  small,  and — other  con- 
siderations aside  —  more  readily  wound  into  a  coil.  For  the 
case  chosen  for  the  illustration  the  *'  space  factor  *'  is  8  per  cent, 
lower  for  the  bar  winding. 

The  diagram  in  Fig.  85  represents  the  case  of  a  two-circuit 
four-pole  winding,  with  162  face  conductors  and  27  segments,  the 
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equivalent  of  a  three-turn  coil  winding.  The  pitch  y  equals  41, 
and  the  winding  is  a  two-circuit  single  winding,  conforming  to  the 
formula  C  =  ?i  y-f-2  (162=4x41-2). 

There  could  be  numerous  other  forms  of  this  winding;  thus 
every  fifth  turn  could  be  connected  to  a  segment,  corresponding  to 
a  five-turn  coil  winding,  or  the  winding  could  have  six  poles  and 
still  have  every  third,  fifth,  or  seventh  turn  connected  to  com- 
mutator segments.  In  general  for  this  winding,  every  (?i-f-l)th 
pair  of  conductors, — n  being  any  even  number — has  a  corre- 
sponding commutator  segment. 
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Fio.  88. — Models  of  Slot  DimeDBionfl. 

§  9.  Width  and  Depth  of  Slot.— The  chief  disadvantage  of 
wide  slots  is  that  they  lead  to  eddy  currents  in  the  pole  faces,  if 
the  latter  be  solid,  due  to  the  rapid  local  changes  in  the  magnetic 
fiux  distribution  caused  by  the  successive  passage  of  tooth  and 
slot  by  a  given  point  in  the  pole  face.  This  has  led  in  many  cases 
to  the  adoption  of  laminated  pole  pieces,  although,  unless  the  slot 
is  very  wide  and  the  air-gap  short,  high  resistance,  cast-iron  pole 
faces  suffice  to  reduce  the  pole  face  loss  to  very  moderate  propor- 
tions. Wide  slots,  when  there  are  but  very  few  slots  per  pole, 
also  sometimes  lead  to  noisy  running,  which  can  be  best  remedied 
by  lengthening  the  air-gap,  or  chamfering,  or  otherwise  shading 
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the  pole  pieces.  These  are  troubleeome  and  uncertain  remedies, 
and  it  is  desirable  on  this  account  not  to  choose  too  low  a  number 
of  slots  per  pole.  In  the  case  of  tramway,  or  crane,  or  other 
motors,  operating  in  the  midst  of  greater  noises,  this  is  not  a 
point  requiring  to  be  taken  into  account.  There  is  some  slight 
advantage  in  wide  and  shallow  slots  from  the  standpoint  of 
decreased  inductance  of  the  embedded  portion  of  the  winding,  best 
expressed  in  c.g.B.  lines  per  centimetre  of  length.  The  extent  of 
the  influence  upon  this  value,  of  the  width  and  depth  of  the  slot, 
may  be  seen  from  Table  XL,  where  the  values  experimentally 
observed  on  models  with  the  slot  dimensions  shown  in  Fig.  88,  page 
90,  are  given. 

Tablk  XI. 

mf  ^.1  Lines  per  Gentlmetie  of 

"~*^  "  Embedded  Length." 

1 2-8 

II 3-2 

III 4-2 

IV 7-6 

There  is,  however,  the  consideration  to  remember,  that  the 
deeper  and  narrower  the  slot,  the  shorter  may  be  the  end  connec- 
tions and  the  less  their  total  inductance.  The  armature  I'K  loss 
and  the  dimensions  of  the  armature  are  also  decreased  by  deep 
slots,  so  that  they  cannot  at  once  be  set  aside  as  unsuitable,  but 
must  generally  be  taken  into  consideration  in  the  case  of  the 
preparation  of  each  design,  and  the  relative  advantages  compared. 
MechanicaUy  and  thermally,  it  is  much  better  to  have  wide  and 
shallow  slots,  and  several  commutator  s^ments  per  slot. 

§  10.  On  Methods  of  Winding  Armature  Coils. — When 
several  coils  are  thus  to  be  grouped  in  one  slot,  it  is  generally 
more  economical  to  wind  them  at  one  operation  from  several  reels 
of  wire.  Another  and  very  interesting  way  has  been  described  by 
Rothert,  in  the  article  already  referred  to  {Elektrotechnische 
Zeiischrifi  for  April  11th,  1901,  also  Rothert's  U.S.A  Patent 
660659).  He  describes  it  by  the  aid  of  a  diagram  reproduced  in 
F^.  89.  The  wire  is  wound  in  the  winding  form  about  the  points 
ah  cd  ef  SLQ  many  times  as  there  are  to  be  turns  per  segment. 
The  wire  is  then  continued  out  about  the  points  g  A,  and  the  turns 
corresponding  to  the  next  spool  are  wound  again  about  the  points 
ahc  d  efy  and  a  loop  is  again  brought  out  about  g  A,  and  this 
is  repeated  till  all  the  wires  of  the  combined  spool,  whose  two  sides 
are  to  lie  in  a  given  pair  of  slots,  have  been  wound.  Then,  either 
before  or  after  assembling  the  winding  on  the  armature  core,  the 
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loops  are  cut  between  g  and  A,  and  the  six  ends  (supposing  this  to 
have  been  a  case  of  winding  with  three  segments  per  slot)  are  con- 
nected to  the  six  corresponding  segments. 

§  11.  Slot  Insulation. — Two  methods  of  arranging  the  slot 
insulation  are  shown  in  Figs.  90  and  91.  In  the  former  (Fig.  90) 
the  general  plan  of  procedure  is  to  have  sufficient  insulation  in 
wrappings  of  braid  impregnated  with  varnish,  and  to  dispense  with 
an  additional  insulation  at  the  sides  and  bottom  of  the  slot.  In 
the  latter  (Fig.  91)  there  is  less  insulation  upon  the  coils,  the  space 
thus  saved  being  taken  up  by  a  U-shaped  lining  to  the  slot,  which 
serves  more  to  protect  the  formed  coil  from  abrasion  when  being 
put  in  place,  than  as  insulation.    This  latter  method  has  the 
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Fios.  89,  90  and  91.— Methods  of  Winding  (Rothert). 

additional  advantage  that  the  end  connections  may  be  insulated 
practically  to  the  same  specification  as  the  slot  portion,  and  still 
not  employ  any  more  space  at  the  ends  of  the  armature  than  is 
required  for  their  suitable  protection  and  insulation. 

§  12.  "  Oastle"  25  B.H.P.  Motor— A  six-pole,  semi-enclosed, 
compound- wound  **  Castle "  motor,  for  25  brake  horse-power,  at 
720  revolutions  per  minute,  is  illustrated  in  Figs.  92  and  93, 
Plate  3.  The  writer  is  indebted  to  Messrs.  J.  H.  Holmes  & 
Co.,  of  Newcastle,  for  permission  to  publish  a  description  of  this 
motor,  which  is  one  they  have  manufactured  extensively,  often  for 
operating  printing  presses.  The  drawings  are  of  a  220-volt  motor, 
which  differs  from  the  460-volt  motor  of  the  specification  in  Table 
XIL  chiefly  in  number  of  slots,  winding,  length  of  commutator, 
and  in  being  plain  shunt  wound. 
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Tablb  XIL — Description  of  "Cabtlb"  Motor. 


Number  of  poles      

Speed  

Terminal  voltage 

Full  load  current 

Armature  diameter  

6ro68  length  armature  laminationB  between  flanges 

Width  ventilating  duct  in  laminations 

Effective  length  of  armature  laminations 

Inside  diameter  of  laminations     

Number  of  slots       

Depth  of  slot  

Width  of  slot  

Type  of  armature  winding  

Pitch 

Turns  per  commutator  segment 

Commutator  segments  per  slot      

Total  number  of  face  conductors 

Total  number  of  commutator  segments 

Commutator  diameter        

Active  length  commutator  segment         

Commutator  segment  made  from  strip  of  1*126 

ins.  X  -163  in.  x  *1242  in. 
Brushes  of  carbon  1^  ins.  wide  and  f  in.  thick  ... 
Maonbtic  Circuit — magnet  core  cross  section  ... 
Pole  pieces  are  of  steel  and  in  one  casting,  with 

yoke. 

Cross  section  of  yoke  

Length  pole  face      

Length  pole  arc       

Cross  section  of  air-gap  at  pole  face 

Diameter  of  bore  of  pole  faces      

Depth  of  gap  

Full  load  armature  ampere  turns  per  pole 


6 

720  r.p.m. 
460  volts 
45  amperes 
15  ins. 
7  ins. 

6  ins. 

7-76  ins. 

91 

\\  ins. 

0-27  in. 

2 -circuit  single 

61 

2 

2 

728 

182 

11-25  ins. 

3*5  ins. 


2  brushes  per  set 
21*64  sq.  ins. 


13-25  sq.  ins. 
6-75  ins. 
513  ins. 
34*5  sq.  ins. 
15^^  ins. 

1370 


After  four  hours'  run  at  full  rated  load,  the  temperature 
increase  above  surrounding  air  by  thermometer  was  as  follows : — 


Magnets 

Armature  core  ... 
End  connections 
Commutator 


32  deg.  Cent. 
24        „ 
24        „ 
30 


Temperature  of  surrounding  air  =  18  degs.  Cent. 

The  arrangement  of  the  conductors  in  the  slot  is  shown  in 
Fig.  94,  drawn  to  a  scale  of  4  to  1. 

There  are  eight  conductors  per  slot,  and  each  conductor 
measures  (bare)  12  in.  x  '08  in. 
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The  "space  factor"  is  therefore  0-316. 

The  shunt  winding  has  3100  turns  per  limb,  and  the  resistance 
of  the  six  spools  in  series  equals  380  ohms  when  warm. 

An  open-type  six-pole  motor  of  the  same  firm,  and  of  about 
the  same  capacity  as  the  motor  just  described,  is  shown  in  the 
engraving,  Fig.  95,  Plate  3.  The  set  is  for  running  a  printing 
press,  and  the  small  auxiliary  totally-enclosed  motor  at  the  left 
is  employed  at  starting  in  order  to  obtain  a  small  current.     It  is 

Pig. 94. 

k 37'   A 
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Fio.  94. — Arrangement  of  Conductors,  ''Castle"  Motor. 


subsequently,  at  the  desired  speed,  automatically  disconnected 
from  the  shaft  by  a  toothed  clutch,  the  work  being  taken  over  by 
the  main  motor. 

§  13.  Union  Elektricitats  Oesellschaft  10  H.P.  Motor— 
The  Union  Elektricitats  Oesellschaft  of  Berlin  has  kindly  furnished 
the  writer  with  full  particulars  of  its  latest  10  horse-power,  semi- 
enclosed  shunt-wound  motor  for  500  volts  at  950  revolutions  per 
minute.  In  Figs.  96  to  107  are  given  drawings  of  this  motor, 
and  Fig.  108,  Plate  5,  is  a  view  of  the  next  larger  size  of  the 
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Figs.  96,  97,  91 
10  Horse-DOwer  Motor  by  the  Vm 


[Plate  4. 


— ,^-7j?- 


JmoI.       1 71 
■html.    0.85 
03 


^-biMil.  04 


9,  100, 101  and  102. 

Glektricitata  QeBellfichaft  (see  Dace  94). 
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same  line  of  motors  AH  these  small  motors  have  the  same 
number  of  slots,  and  the  same  commutator  segments  for  all  vol- 
tages, this  corresponding  to  the  minimum  number  considered  to 
be  required  to  give  satisfactory  results  for  the  500-volt  motor, 
the  length  of  the  segment  being  determined  by  the  permissible 
heating  for  the  lowest  rated  voltage. 


Tablb  XIII. — Description  op  the  Union  Elbktricitats 
Gbsellsohaft's  Semi-Enclosed  Motor. 


Number  of  poles 

Rated  output       

Rated  voltage      

Rated  speed         

Amx)ere8  input  at  full  load 
Amperes  input  at  no  load 
Watts  input  at  no  load  ... 


10  B.H.P.1 
500  volts 
950  revs,  per  min. 

11 -0  amperes 
1-5       „ 
740  watts 


Armature: — 

External  diameter  

Axial  length  of  winding  

Internal  diameter  of  laminations         

Effective  length  of  laminations  between  flanges 

Length  occupied  by  ventilating  duct 

Axial  length  occupied  by  thickness  of  insulat- 
ing varnish  on  laminations  

Gross  axial  length  of  core  between  flanges 

Thickness  of  each  lamination 

Number  of  slots 

Depth  of  slot       

Width  of  slot,  as  punched        

Width  of  slot,  as  assembled      

Width  of  tooth  at  root,  as  stamped      

Average  width  of  tooth,  as  stamped     

Width  of  tooth  at  armature  face,  as  stamped 


245  millimetres 
304 
130 
142 
6 


16 
164 
0-5 

47 

20 
8-3 
8-0 
5-4 
6-7 
81 


Magnet  Cere: — 

Effective  length  of  pole  face  parallel  to  shaft ...  155 

Effective  length  of  pole  arc       147 

Thickness  of  pole  shoe  at  centre  of  pole  arc  ...        13 

Radial  length  of  the  magnet  core        80 

Diameter  of  cross  section  of  magnet  core        ...  115 

Radial  depth  of  air-gap 3 

Ratio  of  effective  pole  arc  to  pitch       o*75 


1  The  continental  horse-power =736  watts  (75  kilogrammetres  per  second). 
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Magnet  Yoke:— 

External  diameter  of  yoke        

530  millimetres 

Internal  diameter           

470 

Thickness            

30 

Axial  width         ...          

270 

Radial  thickness  of  pole  seat     

n 

Commutator  :— 

Diameter 

175  millimetres 

Number  of  segments      

141 

Thickness  of  a  segment  at  periphery 

3-2        „ 

Thickness  of  the  insulation  between  segments 

0-7        „ 

Effective  length  of  segment      

70 

Armature  Winding: — 

Conductors  per  slot        

24 

Type  of  winding            

2-circuit  single 

Size  of  wire         

r46  mm.  diam. 

Size  of  insulated  conductor       

1-71 

Current  per  conductor 

8*5  amperes 

Current  density  in  armature  conductor 

510  amperes  per  sq. 

centimetre 

Armature  slot  "  space  factor  " 

0-25 

Number  of  turns  in  series  between  brushes    ... 

282 

Mean  length  per  turn 

77  centimetres 

Resistance  of  winding  from  +  to  -  at  60"  Cent. 

1-30  ohms 

IR  drop  in  armature  winding  at  full  load      ... 

22-0  volts 

IR  drop  at  brush  contact  surfaces       

1-4     „ 

Total  induced  voltage  at  full  load       

476-6     „ 

CkUculatum  of  Reactance  Voltage : — 

Peripheral  speed  of  commutator          

8*7  m.  per  sec. 

Length  of  arc  of  brush  contact 

14  millimetres 

1000  X  8*7 
Frequency  of  commutation  =  — - — — —  = 
^        '^                                  2  X 14 

313  cycles  per  sec. 

Width  of  segment  at  periphery  (including  in- 

sulation)        

3*9  millimetres 

Maximum    number    of    coils    short-circuited 

under  a  brush         

4 

Turns  per  coil  (g)           

4 

Maximum    number   of   simultaneously   com- 

mutated  conductors  per  group  (r) 

32 

"Free  length"  per  turn  («)       

49  centimetres 

•*  Embedded  length  "  per  turn  (t)        

28 

Lines  per  ampere  turn  per  centimetre  of  "  free 

length"  (t») 

0-8 

Lines  per  ampere  turn  per  centimetre  of  "  em- 

bedded length  »  (tj) 

4-0 

Lines  per  ampere  turn  for  "free  length"  (t*  x  «) 

39-2 
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Calculation  of  Reactance  VoUage — continued. 
Lines  per  ampere  turn  for  "  embedded  length  " 

(t^xO  

Lines     per     ampere      for      "free      length" 

(Lxux»=o)       

Lines  per  ampere  for  "embedded  length ** 
{rxvxt=p)  

Total  lines  linked  with  short-circuited  coil  per 
ampere  (0+7))  

Inductance  per  segment  ( ^  ^  \^T     ~  0 

Reactance  per  segment  (2v  nt)  

Current  per  conductor  at  fuU  load       

Reactance  voltage  at  full  load 

Average  voltage  per  segment 

Armature  ampere  turns  per  pole  at  full  load  . . . 


112 
625 

3680 

4205 

.  •000168  henrys 

0*33  ohm 
8*5  amper  s 
2-8  volts 
142     „ 
1220 


Magnetic  Circuit  CalcuUUiona : — 

Full  load  internal  voltage  (E) 477 

Turns  in  series  between  brushes  (T) 282 

Periodicity  in  cycles  per  second  (N)    3 1 '8 

Flux  entering  armature  per  pole  at  full  load 

(M  expressed  in  lines)        1'33  megalines 

(E=4TNMxlO-8) 

Leakage  factor  (assumed)          1*20 

Flux  generated  per  pole  full  load        1*60         „ 


Armature  coi^  below  slots 
Flux-carrying  teeth 

Pole  face 

Magnet  core  

yoke  


Total  ampere  turns  per  spool 


SI 

ri 


106 
71 
228 
104 
150 


a  5 


12*6 
18-3 
5-8 
16-4 
10-7 


4 


12 

2 

0-3 
10 
20 


8 

130 

4650 

35 

10 


III 


100 
260 
1400 
350 
200 


2310 


The  motor  at  17  amperes  and  two  segments  backward  lead 
nms  at  980  revolutions  per  minute. 

Each  field  spool  is  wound  with  2400  turns  of  single  cotton- 
covered  wire  of  0*60  millimetre  diameter  (bare),  and  3500  turns 
of  0'55  millimetre  diameter  (bare),  a  total  of  5900  turns  per  spool, 
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Fig.  lOS. — Semi-enclosed  Shunt  Wound  Motor  by  the  Union  Elektricitats  Gest-lls(  h 

(see  page  94). 


:  I 


Fig.  129. — 20  Horse-nower  Shunt  Motor.  desiL'ned  bv 


Fig.  147. 


[Plate  5. 


Fig.  130. — 35  Hoi-se-power  Four-pole  Motor,  designed  by  A.  V.  Clayton 

(see  page  125). 


•  &  (Vmlsum   F.nr»ln«M»rl   \fnfrkr  (i^nrprl  fn  Hnriynntnl    MiniTur  PumDS  Tsee  V&SG  140). 
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and  at  GO""  Cent,  the  shunt  current  is  0*45  ampere,  the  resist- 
ance being  1120  ohms  for  the  four  spools  in  series,  as  determined 
by  resistance  measurements. 

Ampere  turns  per  spool  =  0*45  x  5900  =  2660  as  against  the 
calculated  value  of  2310. 
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Energy  for  excitation  =  45  x  500  =  225  watts,  or  56  watts 
per  spool. 

Taking  the  average  depth  of  the  spool  winding  as  5  centi- 
metres, the  external  circumference  is  675  decimetres,  and  the 
equivalent  external  cylindrical  radiating  surface  may  be  taken  as 
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5*5  square  decimetres,  thus   giving  about    10   watts  per  square 
decimetre. 

The  temperature  increase,  as  determined  by  resistance  measure- 
ments, is  40**  Cent,  at  the  end  of  a  4*5  hours*  run  at  full  load, 
or  4*  Cent,  per  watt  per  square  decimetre. 


I0H.P.-500  VOLT-050  R.P.M.  SCMhCNCLOSED 
flnm  «H"NT  MOTOR. 

^^      VrvLow   EhekjL    GeseLLsdvafb. 

EFnCIENCr  AT  BOO  VOUB. 


8-13 

•11 

•10 
9 
4 


7 
€ 
6 
4 
%-3 


jc   n   f^    m  te  ^o 


-1 


IOH.R-500  VOLT- 050  R.RM.   SCMI-CNCLOSEO 
„.    ^.jf  SHUNT  MOTOR. 


•ioo 


-BO 


5 

—  w 


z 


I 


SPEED  CURVES  WITH  WEAKENED    FIELD. 
BRUSHES  AT   NEUTRAL    POINT. 


SFARiCLESS 


eeioizHi6iBZo 


^%0 


-fO 

Jo 


Figs.  113,  114  and  115. 
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Table  XIV.— Calculation  op  Abmaturb  Losses  and  Thermal 
Characteristics. 

Annature  resistance  at  60'  Cent.  =  1*30  ohms. 
Armature  PR  loss  =  17*  x  130  =  380  watts. 
The  core  loss,  as  measured,  was  325  watts,  which,  by  chance,  agrees 

exactly  with  the  core  loss  as  calculated  by  means  of  the  curve  of 

fig.  21  on  page  29. 
Total  armature  loss  =  705  watts. 
Cylindrical  radiating  surface,  23  square  decimetres  .*.  31  watts  per 

square  decimetre. 
Temperature  increase  at  end  of  four  and  a  half  hours*  run  at  full 

load,  as  determined  from  resistance  measurements  =  41*"  Cent 
Temperature  increase  per  watt  per  square  decimetre  =  r32'*  Cent. 

Table  XV. — Calculation  of  Commutator  Losses  and 
Thermal  Characteristics. 


Length  of  brush  contact  arc 

Width  of  brush 

Contact  surface  per  brush 
Number  of  brushes  per  pole 


14  millimetres 
19 

2*67  sq.  cm. 

1 
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Total  number  of  positive  bruflhes        

Contact  surface  of  all  positive  brushes 
Current  density  at  contact  surface      

I«R  loss  in  watts  per  ampere  (see  Table  XIV.) 

Total  PR  loss     

Peripheral  speed  of  commutator         

Friction  loss  in  watts  per  ampere       

Total  friction  loss  

Total  commutator  loss 

Cylindrical  radiating  surface 

Watts  per  square  decimetre  cylindrical  radiat- 
ing surface 

Observed  temperature  increase  

Temperature  increase  per  watt  per  square 
decimetre 


2 

5*34  sq.  cnL 

3*2  amperes  per  sq. 
centimetre 

1-4 
24  watts 

8*7  m.  per  second 

1-7 
29  watts 
63     „ 

3*9  sq.  decimetres 

13« 
33*  Cent 

2-4-  „ 


Tablb  XVI.— Efficiency  at  60°  Cent. 


Core  loss 

Armature  copper  loss    ... 
Brush  contact  PR  loss  ... 
Brush  friction  loss 
Bearing  and  air  friction  loss 
Shunt  winding  PR  loss 


Total  of  constant  losses 
Total  of  variable  losses . . . 
Total  of  all  losses 


Output  at  full  load 


Input  at  full  load 

...        ... 

Commercial 

efficiency 

at  full  load 

» 

>» 

u   ., 

n 

j» 

}     „ 

n 

» 

i     » 

» 

>» 

i     « 

Table  XVII 

— Weights  and  Cos 

330  watta 
380     „ 

20     „ 

30  „ 
160  „ 
220     „ 

740     „ 

400     „ 

1140     „ 

7360     „ 

8490     „ 
86*6  per  cent. 
87-0       „ 
860       „ 
81-2       „ 
700       „ 


Weight 

ABflumed  cost 

Total  Cent 

in  Kilo- 

in Pence  per 

in 

grammes. 

Kilogramme. 

ShUllngs. 

Armature  copper      

6-2 

24 

12-4 

Commutator  copper 

9-5 

24 

190 

Field  copper 

31-0 

24 

620 

Armature  laminations         

29 

3*6 

8-7 

Magnetic  circuit  portion  of  cast  steel  frame 

116 

4-5 

430 

Pole  shoe  laminations         

10 

3-6 

30 

Commutator  mica 

1-8 

24 

3-6 
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Total  cost  of  net  effective  material      161  *7  flhillings 

Total  cost  per  horse-power  rated  output        ...  15*2        „ 
Weight  of  motor,  complete,  without  pulley  or 

belt-tightener         310  kilogrammes 

Figs.  109  to  115  (pages  99, 100)  are  a  series  of  curves  plotted 
from  test  results  of  this  machine. 

§  14.  Commutator  Design. — The  commutator  must  be  pro- 
portioned with  regard  both  to  heating  and  to  the  avoidance  of 
sparking.  It  may  be  assumed  that  in  a  well-proportioned  motor, 
current  in  the  short-circuited  coils,  and  sparking,  are  so  minimised 
that  the  heating  may  be  considered  as  due  entirely  to  the  ohmic 
resistance  of  the  brush  contacts,  and  to  the  brush  friction.  Very 
complete  investigations  have  been  carried  out  by  Arnold  and 
others^  to  determine  the  value  of  the  brush  contact  resistance, 
and  its  dependence  upon  the  peripheral  speed,  the  current  density 
at  the  brush  surface,  the  bnish  pressure,  and  the  material  of  the 
brush.  While  the  brush  contact  resistance  has  been  shown  by 
these  investigations  to  vary  considerably  with  variations  in  each 
of  these  factors,  by  far  the  greatest  influence  is  exerted  by  the 
quality  of  the  brushes,  and  the  current  density  at  the  surfaces  of 
contact.  Copper  brushes,  now  rarely  employed,  have  an  extremely 
low  contact  resistance  (less  than  one- tenth  that  of  carbon  brushes), 
and  were  their  use  practicable,  the  length  of  the  commutator 
could  be  very  greatly  reduced,  because  of  the  greatly  decreased 
losses  due  to  brush  cont€u:t  resistance  and  to  brush  friction.  The 
employment  of  copper  brushes  for  motors  was  almost  entirely 
abandoned  in  favour  of  carbon  brushes  many  years  ago,  because 
it  was  found  that  carbon  brushes  permitted  of  sparkless  running 
in  motors  which  would  have  sparked  undesirably  with  copper 
brushes.  It  is  probable  that  with  the  general  improvement  in 
design  as  regards  commutation,  it  would  now  be  much  more 
practicable  to  employ  copper  brushes  in  many  cases,  but  no  such 
brush  has  yet  been  produced  which  compares  at  all  favourably 
with  the  carbon  brush  as  regards  the  small  amount  of  attention 
required,  and  the  great  durability.  The  carbon  brush  is  also 
superior  with  respect  to  operation  where  the  direction  of  rotation 
is  frequently  reversed.  While  the  specific  resistance  of  a  carbon 
brush  is  some  four  thousand  times  that  of  copper,  the  contad 
resistance  is  only  ten  to  fifteen  times  greater.     Different  grades 

1  Die  Gldchgtromnuuchiney  vol.  i.,  1902,  by  E.  Arnold,  page  476,  gives  a 
useful  summary  of  much  experimental  work  on  this  subject.  Also  Parfihall 
and  Hobart's  Eledric  Oeneratorsy  pages  271  to  280. 
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of  carbon  and  graphite  brushes  vary  widely  in  specific  resistance 
(resistance  between  opposite  faces  of  a  cubic  centimetre  of  the 
material),  but  the  contact  resistance  is  much  less,  and  may,  for 
practical  calculations,  be  taken  at  0*2  ohm  per  square  centimetre 
of  bearing  surface,^  at  a  current  density  of  4  amperes  per  square 
centimetre,  and  decreasing  at  values  for  h^her  current  densities 
rather  more  slowly  than  in  proportion  to  the  increase  in  current 
density.  Graphite  and  carbon  brushes  should,  in  the  interests 
of  good  commutation,  preferably  not  be  run  at  higher  current 
densities  than  from  4  to  7  amperes  per  square  centimetre,  although 
it  is  claimed  for  some  qualities  that  densities  much  higher  than 
these  values  may  be  employed.  Better  satisfaction  will  be  ob- 
tained with  the  lower  values,  although  at  the  expense  of  increased 
loss  due  to  mechanical  friction. 

Measurements  of  the  specific  resistance  of  the  jncUerial  of  the 
brush  are  misleading.  The  chief  consideration  is  that  the  brush 
cantcLct  resistance  shall  be  low,  and  that  the  material  and  method 
of  manufacture  of  the  brush  shaU  be  such  as  to  ensure  smooth, 
quiet  running,  and  to  maintain  a  hard,  clean,  glazed  commutator 
surface. 

Table  XVIII.  shows  at  a  glance  that  the  general  order  of 
magnitude  of  these  two  components  of  the  total  loss  is  the  same, 
hence  it  is  not  very  necessary  in  the  interests  of  a  minimum 
total  losB^  to  make  any  departure  from  the  values  found  from 
other  considerations  to  be  the  most  desirabla  These  other  con- 
siderations relate  to  commutation. 

1  Arnold,  on  page  481  of  Die  GUichdriymmaiehifU  (1902),  gives  the  following 
table  of  values  for  different  qualities  of  carbon  brush,  which  are  based  on  the 
aflsumption  that  the  brush  contact  resistance  is  inversely  proportional  to  the 
current  density : — 

Le  Garbone  (quality  X),  softest  quality      0*45  to  0*6  volt. 

Ordinary  soft  quality 0*7    to  10    „ 

Harder  quality  ...  I'O    to  1*2    „ 

Very  hard  quality        1*2    to  1.5    „ 

At  a  current  density  of  4  amperes  per  square  centimetre,  this  would  give 
the  following  contact  resistances,  expressed  in  ohms  per  square  centimetre  of 
bearing  surface : — 

Softest  quality,  about 0-13  ohm  per  sq.  centimetre. 

Ordinary  soft  quality,  about 0*21  „  „ 

Harder  quality,  about 0*28  .,  „ 

Very  hard  quality,  about        0*34  „  „ 

»  The  total  loss  is  a  minimum  at  that  load  at  which  the  two  component 
loaseB  are  equal. 
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As  we  have  already  seen,  commutation  will,  in  general,  be 
better  the  greater  the  number  of  segments  per  pole,  and  the  less 
the  average  voltage  and  the  reactance  voltage  per  segment.  From 
this  point  of  view  the  commutator  should  be  permitted,  where 

Table  XVIII.— Estimation  op  Commutator  Losses  with 
Carbon  Brushes. 


Sum    of    Volti 

Il 

Drop  at  Positive 

and  Negative 
Braahea,  or  Loss 
in  1%  at  Brash 
Contact  Surface 
expressed  in 

FricUon  Loss  at  Positive  and  Negative  Brashes,  expressed  in 

Watts  per  Ampere  at  following  Peripheral  Speeds  in  Metres  per 

<  B 

Second  (Brash    Pressure =0-1   Kilogramme  per  Square  Centi- 
metre, and  Friction  Coefficient  =  0-8). 

■^(5 

Watts     per 

Ampere. 

Metres  per  Second. 

j^ 

B 

c 

^....^ 

^ 

1-4 

8           10         12 

1             i 

14 

2-7 

16 
31 

IS 

ao 

22 

4-3 

24 

4-7 

26 

3 

1-6 

1-2 

1-6 

2-0    1  2-3 

3-5 

3-9 

51 

4 

1-6 

1-6 

re 

1-2 

1-5    1  1-8 

21 

2-4 

2-6 

2-9 

3-2 

3-6 

3-8 

5 

1-6 

1-8 

20 

0-94 

1-2      1-4 

1-6 

1-9 

2-3 

2-4 

2-6 

2-8 

31 

6 

1-6 

20 

2-4 

0-78 

0-98,  1-2 

1-4 

1-6 

1-8 

20 

2-2 

2*4 

2-6 

7 

1-6 

2-2 

2-8 

0-67 

0-84     1-0 

1-2 

1-3 

1-5 

1-7 

1-9 

20 

2-2 

For  A  the  brush  contact  resistance  is  taken  as  inversely  proportional  to 
the  current  density. 

For  B  the  brush  contact  resistance  is  taken  as  decreasing  less  rapidly  than 
inverse  proportion  to  the  current  density. 

For  C  the  brush  contact  resistance  is  taken  as  having  for  all  current 
densities  the  value  of  0*2  ohm  per  square  centimetre. 

B  would  generally  be  a  safe  value  to  use,  A  giving  in  practice  rather  too 
low,  and  C  too  high  results  for  the  customary  working  densities  of  from  4  to 
7  amperes  per  square  centimetre. 

A  brush  pressure  of  the  low  value  of  O'l  kilogramme  per  square  centimetre 
can  only  be  obtained  with  the  best  types  of  brush  holders,  and  in  stationary 
motor&  For  tramway  motors,  the  specific  pressure  must  be  at  least  50  per 
cent  greater. 

desirable,  to  have  rather  high  peripheral  speed,  thus  being  pro- 
portioned of  large  diameter  and  short  It  is,  however,  well  to 
decrease  the  friction  loss  to  the  extent  permissible  by  the  choice 
of  fairly  high  current  densities — say,  in  smaU  motors,  up  to  6  or 
7  amperes  per  square  centimetre — for  the  brush  friction  loss  is  a 
constant  loss  at  all  loads,  and  in  the  interests  of  high  efficiency  at 
light  loads  it  should  be  made  as  low  as  is  consistent  with  good 
conmiutation.  The  commutator  should  be  no  longer  than  is 
necessary  for  obtaining  the   required  radiating  surface,  and   to 
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obtam  the  necessary  brush  bearing  surface  the  arc  of  brush  con- 
tact should  be  increased  rather  than  the  length  of  the  commutator. 
When,  however,  with  fairly  high  current  density  at  the  brush 
contact,  the  arc  of  brush  bearing  surface  is  large,  additional  care 
must  be  taken  to  so  fit  the  brush  to  the  commutator  surface  that 
there  shall  be  good  contact  at  all  parts.  These  are  the  best  lines 
on  which  to  construct  the  commutator.  If,  with  the  intention  of 
obtaining  a  reduced  total  loss  by  low  peripheral  speed,  by  a  long 
commutator  of  small  diameter  and  relatively  few  segments,  the 
friction  loss  is  materially  reduced,  there  will  in  all  probability  be 
introduced  an  additional  loss  much  greater  than  the  saving  sought, 
and  this  loss  will  be  in  sparking,  not  necessarily  so  severe  as  to 
be  destructive   to  the  commutator,  or  even  very  noticeable,  but 
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Fio.  116.— Wear  of  Commutator. 


representing  a  dissipation  of  energy  (see  page  34)  which,  if  deter- 
mined and  allowed  for  in  the  efficiency,  would  condemn  the  design 
of  the  motor.  With  good  mechanical  construction  of  commutator, 
shaft,  and  brush  gear,  much  higher  commutator  peripheral  speeds 
than  are  at  present  customary  may  be  used  with  entire  success. 
Indeed,  shortness  of  commutator  is  an  essential  element  to  rigidity, 
and  the  larger  the  diameter  the  shorter  need  it  be  for  a  given 
radiating  surface.  The  slightly  increased  labour  involved  in 
building  up  a  commutator  of  many  segments  is,  in  view  of  the 
great  gains  thereby  obtained,  altc^ether  negligible,  and,  with 
suitable  design,  the  rigidity  is  in  no  wise  impaired.  The  surface 
wears  and  remains  more  truly  cylindrical,  the  greater  the  sub- 
division.     This  may   be  illustrated  by  Fig.   116,  which  shows 
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portions  of  the  surfaces  of  two  commutators  with  twenty  and  forty 
segments  respectively,  which  are  assumed  to  have  a  tendency,  due 
to  sparking  or  to  the  quality  of  the  mica  or  the  copper,  to  wear,  in 
the  one  case  more  rapidly  at  the  centre,  in  the  other  case  at  the 
edge  of  the  segment. 

Care  should,  of  course,  be  exercised  in  selecting  a  soft  and 
uniform  quality  of  mica  for  the  insulation  between  the  segments. 
The  quality  of  the  copper  segments  should  also  be  uniform,  but 
there  is  no  sufScient  reason  why  its  conductivity  should  be  speci- 
fied, as  is  often  done,  for  it  is  the  contact  resistance  which  is  of 
importance,  and  not  the  resistance  of  the  copper  itself.  Copper 
brushes  have  given  way  tp  carbon  brushes  with  four  thousand 
times  as  great  resistance,  which  carry  the  current  continually,  but 
the  commutator  segments,  which  carry  the  current  intermittently, 
and,  but  for  an  exceedingly  small  fraction  of  the  time,  are  often 
specified  to  be  of  the  highest  electrical  conductivity.  It  has,  in 
fact,  never  yet  been  demonstrated  that  copper  is  the  most  suitable 
material  of  which  to  construct  commutator  segments. 

§  15.  Oommutator  Loss.— The  use  of  Table  XVIII.  for 
determining  the  commutator  loss  may  be  illustrated  by  the  case 
of  a  110-volt  30  horse-power  motor,  whose  commutator  runs  at  a 
peripheral  speed  of  14  metres  per  second,  and  with  brushes  propor- 
tioned for  a  current  density  of  5  amperes  per  square  centimetre. 

Ampere  input=3J^>iJ4«  =230 

Commutator  I'R  loss  in  watts  per  ampei^  ...  1*8 

Commutator  friction  loss  iu  watts  per  ampere     1*6 

Total  PR  loss  at  commutator = 230  x  1*8        =413  watts 
Total  friction  loss  at  commutator = 230  x  1*6=367  watts 

Total  commutator  loss  =780  watts 

Had  the  motor  been  of  the  same  capacity,  but  for  440  volts, 
the  watts  per  ampere  would  still  have  remained  3*4  (1-8 -h  1*6),  but 
the  amperes  would  have  been  but  one  quarter  as  great  (57*5 

780 
amperes)  and  the   total  commutator  loss  but    — =195   watts. 

4 
Hence,  while  for  the  customary  temperature  increase  of  40  degs. 
Cent,  the  110-volt    commutator    would  have  required  a  total 

780 
cylindrical    radiating    surface    of    _-.  =  15*6  square    decimetres 

50 

(based  on  a  temperature  increase  of  OS  deg.  Cent  per  watt  per 
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square    decimetre),    the    440-volt    motor    would    require    but 

15'6 

__  =  3-9  square  decimetres  for  an  equal  temperature  rise. 

Now,  with  a  limited  number  of  segments,  it  is  relatively 
easier  to  design  a  110- volt  motor  for  few  segments  without  having 
sparking,  than  a  440-volt  motor.  Hence  the  latter,  to  find  room 
for  a  sufficient  number  of  segments,  should  have  a  relatively  large 
diameter.  But  as  it  requires  but  small  radiating  surface,  it  should 
be  very  short.  The  110- volt  motor,  however,  in  order  to  have  the 
four  times  greater  radiating  surface  for  its  commutator  without 
the  latter  being  too  long,  should  also  have  a  large  commutator 
diameter.  Such  a  30  horse-power  motor  works  out  most  satis- 
factorily with  the  same  diameter  of  commutator  for  all  voltages, 
but  of  lengths  more  or  less  proportionate  to  the  greater  current, 
i,e.,  inversely  as  the  rated  voltage. 

Motors  of  10  horse-power  capacity  and  less  will  have,  even 
for  the  lowest  voltages,  when  designed  on  these  lines,  such  short 
commutators  that  it  is  hardly  worth  while  varying  them  in  length 
with  the  voltages.  It  is,  however,  a  great  advantage,  and  in  the 
interests  of  giving  a  group  of  machines  a  high  rating  to  which 
those  of  all  voltages  will  comply  equally  satisfactorily  (ie.,  in 
using  a  minimum  of  material  most  effectively),  to  vary  the  number 
of  segments  with  the  voltage,  even  in  these  small  motors,^  and  for 
motors  from  15  horse-power  or  20  horse-power  upwards  it  is 
decidedly  economical  to  employ  active  lengths  of  segments  in- 
versely proportional  to  the  rated  voltage,  widening  the  armature 
core,  as  in  the  case  of  the  motors  of  Fig.  73,  p.  79,  for  the  higher 
voltages,  and  keeping  the  same  overall  length  for  all  voltages. 

Segments  are  often  made  of  considerably  greater  radial  depth 
than  was  required  for  mechanical  stability,  the  additional  depth 

'  An  exception  ifl  to  be  made  in  the  case  where  manufacturers  find  it 
expedient  to  employ  in  500-7olt  motors  such  a  large  number  of  s^iiients  as  to 
ensure  thoroughly  satisfactory  commutation  at  that  voltage,  and  to  employ 
thU  same  number — then,  except  for  500  volts,  unnecessarily  high — for  the 
lower  voltages.  On  this  basis  it  is  not  difficult  to  arrange,  for  the  lower 
voltages,  windings  corresponding  to  this  large  number  of  segments.  The  only 
trouble  is  that,  on  this  plan,  the  manufacturer  will  be  inclined  to  adopt  rather 
less  than  the  most  satisfactory  number  of  segments  for  the  500-volt  motor. 
It  is  highly  probable  that  even  in  small  motors  the  greatest  economy  is,  in  the 
end,  attained  by  using  for  each  voltage  the  number  of  segments  and  the 
winding  l>e8t  adapted  to  that  voltage.  AIL  attempts  in  the  other  direction 
involve  sacrifices  in  quality  in  many  ways  only  fully  appreciated  by  the 
designer. 
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being  for  the  purpose  of  allowing  for  wear  and  for  occasional 
turning  down  of  the  commutator.  Any  considerable  allowance  for 
wear  should  not  be  necessary  in  a  well-designed  motor.  Badial 
depths  of  from  2  to  4  centimetres,  according  to  the  capacity  of  the 
motors,  are  nevertheless  necessary  from  considerations  of  the 
mechanical  design,  and,  for  segments  of  any  considerable  axial 
length,  even  greater  radial  depth  is  sometimes  required  in  order  to 
avoid  any  outward  bending  due  to  centrifugal  force.^ 

In  motors  of  from  10  to  100  horse-power  rated  output,  present 
constructions  require  about  3  kilogrammes  of  copper  per  square 
decimetre  of  external  cylindrical  radiating  surface,  measured  from 
the  joint  of  the  connection  of  the  armature  winding  with  the  com- 
mutator segment,  to  the  outer  end  of  the  commutator  segment. 
With  really  good  ventilation  through  the  inside  of  th'e  commutator 
spider,  and  light  brush  pressure,  the  temperature  increase  need 
not  exceed  0*8''  Cent,  per  watt  per  square  decimetre,  hence 
50  watts  per  square  decimetre  may  be  permitted. 

§  16.  Cost  of  Commutator  Segments. — At  Is.  8d.  per 

1'7  X  3 
kilogramme  the  cost  of  commutator  copper  is  — _ _  =  0'10  shilling 

per  watt  dissipated  at  the  commutator.  By  means  of  this  value, 
and  of  the  constants  of  Table  XVIII.,  using  column  B  for  the  I^R 
losses,  there  has  been  calculated,  for  Table  XIX.,  the  cost  of  the 
commutator  copper  per  ampere  for  various  peripheral  speeds. 

Table  XIX.— Cost  of  Copper  Commutator  Segments  (at  Is.  8d.  per 
Kilogramme)  in  Shillings  per  Ampere,  at  following  Peripheral 
Speeds. 


Current   Dendtf 
at  Brush  Con- 

Metres  per  Sioond. 

tact  in  Amperes 

^^ — 

per   Square 
CenUtnetre. 

^"^ 

■  ■ 

^""^ 

8 

10 

12 

14 

16 

18 

20 

22 

24 

26 

3 

•30 

•34 

•37 

•41 

•46 

•49 

.52 

•67 

•60 

•64 

4 

•26 

•29 

•32 

•35 

•38 

•40 

•43 

•46 

•49 

•52 

5 

•23 

•26 

■28 

•30 

33 

•36 

•38 

•40 

•42 

•45 

6 

•21 

•23 

•26 

•28 

•30 

•32 

•34 

•36 

•38 

•40 

7 

•20 

22 

•24 

•26 

•27 

•29 

•31 

•33 

•34 

•36 

^  The  centrifugal  force  at  the  periphery  is  conveniently  calculated  by  the 
following  formula : — 

Centrifugal  force =0^00000559   D  S^  kilogrammes  per   kilogramme,   in 
which — 

D  =  diameter  in  centimetres. 
S— revolutions  per  minute. 
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This  table  is  very  instructive,  and  is  useful  in  preliminary 
estimates.  While  the  cost  of  all  the  other  conducting  and 
magnetic  material  in  the  motor  is  a  function  of  the  horse-power 
rated  output  and  speed,  the  commutator  segments  fall  into  an 
entirely  different  category.  The  commutator  serves  to  collect  the 
current,  and  its  cost  is  practically  independent  of  the  voltage. 
For  this  reason  the  cost  of  the  commutator  segments  constitutes 
a  greater  percentage  of  the  total  cost  of  effective  material  in  the 
motor  the  lower  the  rated  voltage.  For  similar  reasons  it  forms 
also  a  greater  percentage  of  the  total  cost,  the  higher  the  speed  of 
the  motor  in  revolutions  per  minute,  since  the  current  to  be 
collected  remains  unchanged.  In  fact  the  commutator  tends  then 
to  be  more  expensive,  since  rather  higher  peripheral  speeds  (and, 
consequently,  higher  friction  losses)  must  be  employed  in  order  to 
find  room  for  the  required  number  of  segments ;  the  mechanical 
construction  must  also  be  more  solid,  and  the  larger  segments 
must  be  of  somewhat  greater  radial  depth  to  resist  bending 
outward  under  the  great  centrifugal  force. 

§  17.  Oost  of  Field  and  Armature  Copper.— The  com- 
ponent cost  of  armature  copper,  field  copper,  and  of  magnetic 
material,  cannot  be  tabulated  in  this  manner,  since,  for  thoroughly 
satisfactory  designs,  these  components  may  be  very  greatly  varied. 
Thus,  one  designer  may  prefer  an  outlay  of  50  for  field  and 
armature  copper,  and  50  for  magnetic  material,  where  another 
would  devote  but  25  to  copper  and  75  to  magnetic  material.  The 
writer's  own  preference  is  based  on  the  consideration  that  the 
percentage  of  cost  of  field  and  armature  copper  to  cost  of  total 
"effective  material,"  exclusive  of  commutator  copper,  should  be 
higher  the  lower  the  rated  voltage,  because  the  amount  of  insulation 
associated  with  the  use  of  each  kilogramme  of  copper  is  very  much 
less  the  lower  the  rated  voltage.  These  considerations,  in  their 
full  application,  lead  to  such  proportions  for  different  voltages  as 
have  been  shown  in  Fig.  73,  page  79,  and  Table  IV.,  page  78. 

The  total  of  these  costs,  i.e.,  field  copper,  armature  copper,  and 
effective  material  in  the  magnetic  circuit,  may,  for  ordinary  semi- 
enclosed  shunt  motors,  be  taken  roughly,  as  shown  in  the  curve 
of  Fig.  117.  For  the  two  curves  of  Fig.  118,  for  500-volt  and 
100-volt  motors,  the  cost  of  the  commutator  segments  is  included. 
These  curves  show  very  clearly  that  while  there  would  be  scarcely 
any  economy  in  using  different  lengths  of  segments  for  the 
different  voltages  for  motors  of  less  than,  say,  7i  horse-power,  the 
difference  in  cost  of  net  effective  material  is  at  30   horse-power 
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already  some  15  per  cent,  and  rapidly  increases  with  higher 
capacities.  This  margin  amply  provides  for  the  greater  cost  for 
insulation  and  for  the  labour  of  winding  the  many  turns  of  fine 
wire  in  the  higher  voltage  motors,  and  for  motors  of  more  than  15 
horse-power  capacity  the  higher  voltage  motors  should  cost  the 
least. 

All  such  figures  must  necessarily  be  only  very  rough  estimates, 
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but  the  important  point  to  be  understood  is  the  influence  of  the 
cost  of  the  commutator  segments  upon  the  basis  of  design. 

The  curve  of  Fig.  119  gives,  for  700  revolutions  per  minute, 
semi-enclosed  shunt  motors,  the  approximate  weight  per  rated 
horse-power.  The  weights  vary  considerably  with  different 
manufacturers,  and,  of  course,  the  manufacturing  costs  vary  to  a 
still  greater  extent,  but  the  values  given  in  Fig.  120  give  a  rough 
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idea  of  the  range  of  variation  in  the  ratio  of  the  total  cost  of 
labour  and  material  to  the  cost  of  net  effective  material  for  250- 
volt,  700  revolutions  per  minute,  semi-enclosed  motors. 

The  amount  by  which  such  motors  must  be  rated  down,  in 
order  not  to  exceed  permissible  temperature  limits  on  continuous 
running  as  totally  enclosed  motors,  depends  mainly  upon  the  ratio 
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of  the  "  constant "  and  *'  variable  "  losses,  as  already  explained  on 
pages  13  to  15.  Motors  of  different  manufacturers  at  present 
vary  greatly  in  this  respect,  although  all  employ  undesirably  and 
needlessly  high  values  for  this  ratio,  and  hence  such  totally  en- 
closed motors  are,  for  a  given  output,  either  needlessly  expensive, 
or  else  they  run  undesirably  hot. 


CHAPTER  VII 

STANDAKDISATION  OF  ELBCTKIC  MOTOBS 

§  1.  The  Verband  Deutscher  Elektrotechniker  Rules. — 
The  Verband  Deutscher  Elektrotechniker  in  1902  issued  a  set  of 
standardising  rules  for  electrical  machinery.  While  these  may  be 
taken  as  setting  forth  the  limits  within  which  manufacturers  in 
Germany,  and  probably  also  fairly  generally  in  Austria,  Switzerland, 
Belgium,  and  Sweden,  will  undertake  to  guarantee  their  apparatus, 
it  does  not  necessarily  follow  that  they  will  deem  it  expedient  to 
take  full  advantage  of  the  rather  high  temperature  limits  per- 
mitted, the  extremely  low  prescribed  insulation  tests,  and  the 
rather  vague  -  requirements  in  regard  to  commutation.  In  fact, 
the  writer's  observations  have  shown  him  that,  while  this 
machinery  is  rated  higher  than  conforms  to  the  more  strict  require- 
ments of  English  and  American  practice,  the  ratings  are  generally 
considerably  more  conservative  than  would  be  indicated  by  the 
rules  adopted  by  the  Verband  DeiUscher  Elektrotechniker.  So  far 
as  they  relate  to  continuous  current  motors,  the  standardising 
rules  are  in  substance  as  follows : — 

Motors  are  divided  into  three  classes — 

A. — For  intermittent  work,  where  the  periods  of  work  and  rest 
alternate  every  few  minutes,  as  for  cranes,  lifts,  tramways,  etc. 

B. — For  work  lasting  for  such  a  short  time  that  the  final 
temperature  con*esponding  to  continuous  running  at  full  load  is 
never  reached,  and  where  the  pauses  are  sufficiently  long  to  permit 
the  temperature  to  fall  to  approximately  that  of  the  surrounding 
air. 

C. — For  continuous  running,  where  the  working  period  is 
sufficiently  long  to  cause  the  motors  to  reach  a  constant 
temperature. 

For  Class  A  the  rating  of  the  motors  should  be  that  output 
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which,  mamtained  for  one  hour,  will  not  cause  a  greater  tempera- 
ture increase  than  that  specified  in  the  clause  relating  thereto. 

For  Class  B  this  same  temperature  increase  must  not  be 
exceeded  when  the  motor  is  operated  continuously  for  the  specified 
time  at  the  rated  load. 

For  Class  C  the  rating  must  not  exceed  that  giving  the 
permissible  temperature  increase  when  the  motor  is  operated  at  its 
rated  load  until  the  attainment  of  constant  temperature  or  until 
the  expiration  of  ten  hours.^ 

Temperature  Inorease. — When  the  temperature  of  the  sur- 
rounding air  does  not  exceed  SS*"  Cent,  the  increase  in  tempera- 
ture above  the  air  shall  not  exceed  the  foUowng  amounts : — 

For  windings  on  moving  parts — 

DegB.  Cent. 

Where  cotton  insalation  is  employed        50 

Where  paper  insulation  is  employed         60 

Where  mica  or  asbestoe  insulation  is  used  80 

For  windings  on  stationary  parts  the  temperature  increase 
may  be  permitted  to  be  10**  Cent,  higher  than  the  above  values. 
For  the  iron  in  which  windings  are  embedded,  the  same  tempera- 
ture limits  as  for  the  windings  themselves  are  permitted. 

For  commutators  the  temperature  increase  must  not  exceed 
60^  Cent. 

For  field  spool  windings  the  temperature  increase  is  to  be 
determined  by  resistance  measurements  on  the  assumption  of  an 
increase  of  resistance  of  0*4  per  cent,  per  degree  Centigrade. 

For  all  other  parts  the  temperature  increase  is  to  be  determined 
by  thermometric  measurements. 

Where  insulations  are  made  up  from  more  than  one  of  the 
above  described  materials,  the  lower  limiting  temperature  shall  not 
be  exceeded. 

For  tramway  motors  the  temperature  increase  shall  not  exceed 
the  values  specified  in  the  following : — 

The  windings  and  iron  of  both  moving  and  stationary  parts : — 

>egfl.  Cent. 

Where  cotton  insulation  is  employed  ...        70 

Where  paper  insulation  is  employed 80 

Where  mica  or  asbestos  insulation  is  used     . .       100 

Commutator       80 

GommuUUian. — With   the  brushes  well  fitted  and  set  in  the 

'  The  temperature  may  still  be  increasing  at  the  end  of  ten  hours. 

H 
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most  favourable  position,  the  motor  must  run  at  all  loads  with 
sufficient  freedom  from  sparking  not  to  require  treating  the 
commutator  with  sandpaper  or  its  equivalent  more  than  once  per 
twenty-four  hours. 

Overloads, — In  practical  operation  motors  shall  only  be  required 
to  carry  overloads  for  so  short  a  time,  or  when  at  such  tempera- 
tures that  the  permissible  temperature  increase  shall  not  be 
exceeded.  With  this  limitation  they  shall  be  capable  of  sustaining 
the  following  overloads : — 

25  per  cent,  overload  for  one  half-hour. 
40  per  cent,  overload  for  three  minutes. 

The  commutation  at  these  overloads  shall  be  such  as  not  to 
require  any  departure  from  the  conditions  specified  in  the  preced- 
ing general  clause  relating  to  commutation. 

Motors  required  to  run  at  various  speeds  by  field  regulation 
shall  not  be  required  to  withstand  overloads. 

LimUxtion, — Continuous  current  motors  are  to  be  tested  for  one 
half-hour,  when  warm  from  windings  to  frame,  with  twice  normal 
voltage.  When  these  tests  are  made  with  an  alternating  current, 
the  RM.S.  voltage  need  be  but  1*4  times  the  normal  continuous 
current  voltage  of  the  motor.^ 

§  2.  The  American  Institute  of  Electrical  Engineers' 
Rules. — The  recommendations  of  the  American  Institute  of 
Electrical  Engineers  are,  in  most  particulars,  rather  more  exacting. 
So  far  as  they  relate  to  continuous  current  motors,  they  are,  in 
substance,  to  the  following  effect : — 

Rise  of  TerrvpercUure. — ^The  temperature  of  field  and  armature, 

1  In  the  Elecktroteehnik  ZeiUchrift  for  October  3, 1902,  page  839,  Dettmar 
explains  that  these  rules  of  the  Verhand  Deutscher  Eledroteckniker  correspond 
only  to  the  highest  permissible  rating,  and  that  the  quality  of  electrical 
machinery  manufactured  in  Germany  is  not  surpassed  by  that  of  other  countries. 
He  states  that  ^  all  good  German  firms  give  much  higher  guarantees  than 
those  prescribed  by  the  Verhand  DevJtscher  EUktrotecknikety  and  the  following 
specification  is  almost  universally  complied  with  : — 

''  25  to  30  per  cent,  overload  for  three  hours  without  harmful  sparking  or 
heating. 

'*  Thermometrically  determined  temperature  increase  of  not  over  SS*"  to 
40'Cent 

'<  Ability  to  withstand  momentary  overloads  of  100  per  cent,  without  harm- 
ful sparking  or  heating. 

^  Constant  brush  position  for  all  these  conditions. 

"  In  many  cases  still  higher  guarantees  are  undertaken,  and  the  machines 
are,  as  a  rule,  considerably  better  than  required  by  the  guarantees." 
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as  determined  by  resistance  measurements,  should,  with  rated  full 
load,  not  exceed  an  increase  of  60"*  Cent,  above  that  of  the 
surrounding  air;  that  of  commutator,  by  thermometer,  50'' 
Cent ;  and  that  of  bearings  and  other  parts  of  motor,  by  ther- 
mometer, 40°  Cent. 

When  a  thermometer  applied  to  a  coil  or  winding  indicates 
a  higher  temperature  elevation  than  that  shown  by  resistance 
measurement,  the  thermometer  indication  should  be  accepted. 

In  the  case  of  apparatus  intended  for  intermittent  service,  the 
temperature  elevation  which  is  attained  at  the  end  of  the  period 
corresponding  to  the  term  of  full  load  shall  not  exceed  50°  Cent, 
by  resistance  in  electric  circuits. 

InsiUcUion. — Insulation  resistance  tests  should,  if  possible,  be 
made  at  the  pressure  for  which  the  apparatus  is  designed.  The 
insulation  resistance  of  the  complete  machine  must  be  such  that 
the  rated  voltage  of  the  apparatus  will  not  send  more  than 

of  the  full  load  current,  at  the  rated  terminal  voltage, 

through  the  insulation.  Where  the  value  found  in  this  way 
exceeds  one  megohm,  one  megohm  is  sufficient. 

Dielectric  Strength. — The  dielectric  strength  or  resistance  to 
rupture  should  be  determined  by  a  continued  application  of  an 
alternating  electromotive  force  for  one  minute,  and  should  be 
made  from  windings  to  frame  at  the  following  RM.S.  voltages : — 


Rated  Terminal  Voltage. 

Rated  Output 
B.H.P. 

Testing  Voltage 
(R.M.§.  Volts). 

Not  exceeding  400        

Not  exceeding  400        

From  400  to  800           

From  400  to  8(X)           

Under  15 
16  and  over 
Under  15 
15  and  over 

1000 
1500 
1500 
2000 

Overload  Capacities. — Motors  should  be  able  to  carry  a  reason- 
able overload  without  self-destruction  by  heating,  sparking, 
mechanical  weakness,  etc.,  and  with  an  increase  of  temperatures 
not  exceeding  15*"  Cent,  above  those  specified  for  full  loads. 

The  following  overload  capacities  are  recommended : — 

25  per  cent,  for  one  half-hour, 
50  per  cent,  for  one  minute, 

except  in  railway  motors  and  other  apparatus  intended  for  inter- 
mittent service. 

More  severe  requirements  than  those  recommended  by  either 
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of  these  two  associations  are  often  exacted  both  in  England  and 
America,  and  serve  a  good  purpose  in  keeping  up  the  standard. 

The  writer — ^in  the  interests  of  -sound  construction — considers 
the  following  insulation  tests  to  be  desirable  for  continuous  current 
motors : — 

Gusranteed  Tnsolfttioii  Test 
Rated  Voltage.  from  Copper  to  Iron  at 

60*  Cent,  for  One  Mtnute. 

100  2000  R.M.S.  volts. 

200  2400   „     „ 

400  3000   „     „ 

600  3600   ,,     „ 

As  to  temperature  rise  and  sparking,  these  points  may,  in  the 
writer's  opinion,  be  briefly  and  yet  satisfactorily  covered  by  the 
following  guarantee : — 

Twenty-five  per  cent,  overload  during  one  half-hour,  without 
harmful  sparkiug  or  heating.  Thermometrically  measured  tem- 
perature increase  not  over  50'  Cent,  above  surrounding  atmos- 
phere during  continuous  operation  at  rated  load.  No  harmful 
sparking  or  heating  with  momentary  overloads  of  60  per  cent. 
Fixed  brush  position  for  all  these  conditions. 

As  already  stated,  the  basis  of  rating  of  railway  motors — 
independently  of  the  recommendations  of  associations — has  become 
quite  generally  that  the  determined  thermometric  temperature  rise 
of  the  hottest  accessible  part,  as  tested  on  a  testing  stand  for  one 
hour  at  the  rated  nominal  capacity,  shall  not  exceed  75*  Cent, 
above  the  surrounding  air.^ 

It  is  necessary  to  keep  in  mind  these  methods  prevailing  in 
different  countries,  in  order  to  draw  any  intelligible  conclusions  in 
comparing  the  weights  and  costs  of  different  motors. 

I  3.  Weights  of  Shunt  Motors. — In  Fig.  121  are  reproduced 
curves  of  weights  of  continuous  current  motors  as  given  by  others. 
Curve  A  is  taken  from  the  Zeitschrift  fwr  JSUktrotechnik^  vol.  xix. 
(1901),  page  246,  from  an  article  by  Seefehlner.  Curve  B  is  from 
page  910  of  voL  xviii.  (1901),  of  the  TransactioTis  of  the  American 
InstUvie  of  Mecti'ical  Engineers,  and  was  communicated  by  Golds- 

*  On^staiidardising  rules,  see  also  Proceedings  of  the  American  Institute  of 
•Electrical  Engineers,  vol.  xv.  (18d8),  pages  3  to  32 ;  vol.  xvi.  (1899),  pages 
256  to  268;  2'ra7isaction  and  Transmission^  vol.  L,  No.  1  (1900)---article 
by  Mr  Parshall  on  "  Standardisation  of  Electrical  Apparatus  "  ;  Elektrotechnik 
Zeitschrift  (1900),  page  727— Dettmar  on  "Standardisation";  Elektrotechnik 
Zeilschrift  (1900),  page  1068— Oelscli  lager  on  the  subject  of  the  rating  of 
intermittently  loaded  machinery ;  Elecktrotecknik  Zettschrift  (1901),  page  499 
— Dettmar  on  "  Standard  Tests  for  Electrical  Machinery." 
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borough.     In  both  cases  the  authors  were  comparing  the  weights 
with  those  of  corresponding  induction  motors,  and  consequently 

Fijq.1ZI.    CURVES    OF  WEIGHTS    OF   CONTINUOUS-CURRENT  MOTORa 
c2r»^A,'Zeib.furBleh.'V6LJir.ft901)  p.  24€rArtLdielffSeMibur, 
Jtepr^aenJta  tumrage  cTmany  CbnJtUujuaua  Curr^snJbShMiMb 
nvotors  frvnu  IS  mjauvufbuoULrerv  itv  seyercdj  diffcrenV 
countries.     Speeds   not  staJbedf. 
Cyrtte  BrThjutsajo.  Am,Inat.Blec  En^-VoLXVM  (1901)  p.910, 
ConwmnuxUuon.  ly  GoLdeborou^  &  rtlaUtBS  ho 
nwdercUe  Speed  Shjuunb  Motors, 
;J2D| — t^ur^Er;  (L  —  F^'orTt  s'airtjB  Artij^^  Oif  Curt^eA    r^^joi^f  to 

"p^XT'ttJCuJUirv  Qt^efy  ifcf  tp  spcedb  orhiJ^atx,' 

-of  rait^.^~^^ — ' — ^ — * — ^ — ^ — I" 


W        SO         *G         so 

NORSK    POWtR.    RATED     OUTPUT, 


Fig.  121. 


were  justified  in  not  stating  the  speeds  corresponding  to  the  motors 
in  question.    This,  nevertheless,  detracts  from  the  usefulness  of 

Fig.121.        CURVE  of  weights  of  boo  volt 

CONTINUOUS-CURRENT     GEARED      TRAMWAV     MOTORS 
(reduced    TO  AN  ARIUJURE  SPEED    OF 
§  500     R.P.  M.    FOR    ALL     CASCS) 
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the  curves.    Curve  C,  also  from  Seefehlner's  article,  gives  similar 
data  for  tramway  motors. 

§  4  Weights  of  Series  Motors.— In  Fig.  122  will  be  found 
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a  curve  giving  the  weights  of  continuous  current  500-volt  tram- 
way motors  in  kilogrammes  per  rated  horse-power,  reduced  to  the 
uniform  basis  of  500  revolutions  per  minute  of  the  armatui-e, 
which  is  about  the  speed  generally  employed  for  geared  tramway 
motors  at  their  full  load  rating.  The  basis  of  the  rating  is  that 
given  above. 


CHAPTEE  VIII 

EXAMPLES  OP  MOTOR  DESIGNS  BY  DIFFERENT   MANUFACTURERS 

§  1.  Data  and  Tests  of  a  Ludvika  20  H.P.  500-volt 
Shunt  Motor.—The  illustrations,  Figs.  123  to  128  (pp.  121, 
123,  and  125),  and  Fig.  129  (see  Plate  5),  are  of  a  four-pole  20 
horse-power  shunt  motor,  for  700  revolutions  per  minute  and  500 
volts,  built  by  the  Elektriska  Aktiebolaget  Magnet  of  Ludvika, 
Sweden,  from  the  designs  of  Mr.  Aubrey  V.  Clayton,  who  has 
kindly  permitted  the  writer  to  publish  the  particulars  of  the 
machine,  as  arranged  by  him  in  the  form  set  forth  in  Table  XX. 

Table  XX,— Specification  and  Calculation  for  Four- Pole,  20  Horse- 
power, 700  Revolutions  per  Minute,  500- Volt  Direct  Current 
Shunt- Wound  Motor. 


Core,  diameter  (outer) 
Core,  diameter  (uiner) 

Number  of  slots        

Conductois  per  slot 

Style  of  winding       

340  millimetres 

155 

83 

12 

2  circuit  single 

Turns  in  series          

«Ji^-249 

Flux  (480  internal  volts)  (M) 

208  megalines 

(480-4X  249x'^^^^  X  M  x  10  -«) 
oO 

Full  load  current  input 

33  amperes 

Armature  ampere  turns  per  pole 

?|?x|»=2060 

Size  of  conductor,  bare 

Size  of  conductor,  D.C.C.     . . . 

Density  in  conductor 

Size  of  slot      

Ratio  of  width  to  depth 
Width  of  tooth  at  face 
Width  of  tooth  at  root 

2*2  millimetres  diameter 

2-62        „ 

33          _430arapere8 

2(2-2»x-7864)     per  sq.  cm. 

7*3  mm.  X  20  mm. 

-365 

6*6  millimetres 

4-0 

120 
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Mean  width  of  tooth 

Ratio  of  mean  tooth  width  to  slot  width 

Average  length  of  pole  arc 

Effective  length  of  armature  laminationB 

Average  density  in  teeth      

Length  of  arm.  between  flanges 


Density  at  pole  face 

Density  at  magnet  core  (cast  steel) ... 

Density  at  magnet  yoke  (cast  steel) 

Density  at  armature  core     

CkiUulatum  of  Field  Ampere  Turm  :— 


4'8  millimetres 

•66 

187 

146 

2-08        _.  18"7kiloline8 
16(4-8x145)     persq.cm. 
145x1 '10  (insulation)  plus 
2  air-ducts  each  6  mm. 
wide =170  millimetres 
208     ^6*5  kilolinesper 
187x170  sq-  c"i- 

2-8  X  1^12  _13-8  kilolines 
147^x7854       persq.cm. 
2-08  X 1-2   _10-6  kilolines 
2(1108q.cm)      persq.cm. 

2-08        ^  10-0  kilolines 
2(146x72-6)      persq.cm. 


Lenirth. 

Dendtyln 

Kilolines 

perSq.  Cm. 

Ampere 
Turns 

Armature  core 

Armature  teeth 

Air-gap  in  centre 
Air-gap  at  pole  tip 

Magnet  core        

Magnet  yoke      

•• 

9  cm. 
2  cm. 

3-5  mm.  1 
7*0  mm.  / 

Aver.  4  mm. 
15  cm. 
25  cm. 

10-0 

17-8 

(corrected  Talue) 

6-5 

13-8 
10-6 

56 
320 

2060 

240 
200 

Sum 

Further  allowance     ... 

2865 
300 

Calculated  total  ampere  turns 

•• 

3165 

Field  Spool  CcUcuUUum  :— 

Permissible  loss  for  excitation =1*7  per  cent,  of  output =250  watts,  or 

^=Q2'6  watts  per  spool 
4 

Therefore  amperes=^=0'5  ;  and  turns  per  spool  ^1^=6330. 
500  0*5 

Resistance  per  spool  must  be   -^-^4=250  ohms  when  warm,  or, 
allowing  for  40**  Cent  rise,  215  ohms  at  20*  Cent 

On  the  assumption  that  8*6  watts  can  be  radiated  per  square 

decimetre  of  the  outer  cylindrical  surface  of  the  spools,-^---  =  7'4 

8*5 

square  decimetres  are  required.    The  magnet  core  diameter  is  147 
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millimetres,  and  adding  to  this  5  millimetres  for  insulation,  and 
70  millimetres  for  winding,  gives  an  outer  circumference  of 
IT  (147 +  5 +  70)= 700  millimetres, 

hence  the  winding  space  must  be  \:|^^  =105  millimetres  long. 

As  1  cubic  centimetre  Cu  has,  at  20"*  Cent.,  a  resistance  of 
"00000174  ohm,  area  of  copper  in  winding  will  be 

•00000174x6330x^47 +5+35)_^003  sq.  mUlimetre. 
Zlo 

Wire  0'65  millimetre  diameter,  with  an  area  of  0*033  square 

millimetre,  may  be  taken.    This  has  a  diameter  of  077  millimetre 

single  cotton  covered,  and  can  be  wound  in  forty-six  layers  of  142 

turns  each,  the  space  required  being  115  x  38  millimetres.    The 

measured  resistance  of  spool  is  208  ohms  at  20""  Cent. 

C(mmuUUoT  and  CommvUUion  Oalctdation : — 

Diameter         200  millimetres 

Number  of  segments 165 

Average  volts  per  segment  600^-— =12-2 


rX200 
166 
Breadth  of  brush  face  on  arc  11  mm.  (brush  lb  10  mm.  thick) 


Breadth  of  segment  at  face  ^^^-O'l  (insulation) =31  mm. 

166 


In  one  of  the  slots  there  is  only  one  coil  connected,  the  ends  of 
the  other  being  insulated,  and  the  coil  used  only  as  a  dummy  or 
filler. 

To  explain  the  basis  of  the  calculation  of  the  frequency  it  is 
necessary  to  mention  that  the  brushes  short  circuit  three  coils. 
Therefore  the  time  required  for  complete  reversal  of  the  current 
is  that  taken  by  any  segment  to  move  across  the  brush  face  until 
it  leaves  the  opposite  brush  comer;  or  the  time  required  for  a 
given  point  on  the  commutator  to  travel  the  distance  of  the  brush 
are,  plus  the  thickness  of  one  commutator  segment  (11  +  3*1  = 
14-1  mm.).    Hence,  frequency  in  cycles  per  second  is, 

200»x700^25g 


2x141=60 

Coils  short  circuited  per  brush       3 

Turns  per  coil  3 

Conductors  in  each  group  simultaneously 

undergoing  commutation         18 

Flux  set  up  per  ampere  turn,  per  centimetre 

of  gross  length 9  c.g.s.  lines 

Gross  length 17  centimetres 
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Flux  set  up  per  ampere  turn  153  lines 

Flux  per  ampere       18  x  163-2750  lines 

Linkage  per  ampere 3x2750=8250  lines 

Inductance      '0000825  henry 

Reactance       -0000825  x  2t  x  258  = '134  ohm 

fiut  this  is  the  reactance  of  the  short-circuited  coils  when 
four  sets  of  brushes  are  employed.  With  this  motor  but  two  sets 
of  brushes  were  used,  and  the  reactance  was  hence  that  of  two 
coils  in  series,  or  '268  ohm. 

Amperes  per  conductor        16'5 

Rbaotanob  Voltage  16'5 x  -268  =  44  volts 

Brushes  per  spindle 2  of  25  mm.  x  10  mm. 

Average  density  at  brush  face         6  amps,  per  sq.  cm. 

Resistance  at  positive  and  negative  brushes  '074  ohm 

l^R  loss  at  positive  and  negative  brushes  33^  x  *074 = 80  watts 

Peripheral  speed  of  conunutator     7'3  metres  per  sec. 

Watts  lost  in  friction 22 

Assumed  stray  watts 10 

Total  loss  in  commutator 112  watts 

Effective  length,  commutator         75  millimetres 

Watts  per  square  decimetre  of  commutator 

surface 23 

The  machine  with  three  s^;ment8  backward  lead  of  brushes 
stands  25  per  cent,  overload  without  sparking,  no  movement  of 
the  brushes  being  required  from  no  load  up  to  25  per  cent, 
overload. 

After  six  hours'  run  as  generator,  with  30  amperes  output,  at 
740  revolutions  per  minute,  the  following  final  temperatures  were 
observed  by  thermometer : — 


HeaJting : — 


Ultimate 
Tempemtnre 
in  Degs.  Cent 


Dega.  Cent. 


Field  spool      39  23 

Magnetyoke 32  16 

Pole  face         40  24 

Armature        42  86 

Commutator 37*5  21*5 

Bearing  (pulley  side)           39  23 

Bearing  (commutator  side) 36  20 

Room  temperature 16 

These  low  values  were  in  large  measure  due  to  the  ventilation 

afforded  by  the  ducts  through  the  magnet  yoke,  which  secured  a 
very  thorough  circulation  of  air. 
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Eficiency: — 

Watta. 
Measured  no  load  losses  (core  loss,  brush  and  bearing  friction, 

and  windage)  700 

Armature  I^R  (resistance  measured  0*58  ohm  at  20*  Cent.) 

33»x0-65      710 

Field  losses  245 

Commutator  PR  and  stray  losses  (calculated)  90 

Total  losses         1,745 

Total  output,  20x736=  14,720 

(Using  contintcntal  H.P.  =  736  watts) 

Total  input         16,465 

Commercial  efficiency  at  full  load,  89*5  per  cent. 


FCff.m.  ; 


FCff.  7Z7. 


r«if7.^^:^---f^^^^ 


SeetLonKX 


Figs.  127  and  128. — 20  Horse-power  Shunt  Motor,  designed  by 
A.  V.  Clayton,  Ludvika,  Sweden. 


The  four-pole,  35  horse-power,  950  revolutions  per  minute, 
440-volt  shunt  motor  shown  in  the  engraving,  Fig.  130,  Plate 
5,  is  developed  from  the  20  horse-power  motor  just  de- 
scribed, the  same  yoke,  press  flanges,  bearings,  and  shaft  being 
used.  The  bearings  and  brackets  are  also  the  same  as  for  the 
firm's  induction  motors.  The  heating  constants  are  higher,  but 
this  is  offset  by  the  better  ventilation  afforded  by  the  higher 
speed. 

§  2.  Data  on  35  H.P.  220-volt  Shunt  Motor.— The  25 
horse-power,  950  revolutions  per  minute  motors,  described  in 
Table  XXL,  differs  from  that  shown  in  Fig.  130,  Plate  5,  only  in 
the  commutator  and  windings,  which  are  for  220  volts.  The 
same  bearing  brackets  were  used,  the  bar  winding  for  the  220-yolt 
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armature  taking  up  less  space  than  the  440-volt  coil  winding,  and 
hence  permitting  the  extra  room  required  for  the  longer  com- 
mutator. 


Table  XXI.— Specification  and  Calculation  for  Four-Pole,  35  Horse- 
Power,  950  Revolutions  per  minute,  220- Volt  Direct  Current 
Shunt- Wound  Motor. 


Armature : 

Core  diameter  (outer)  

Core  diameter  (inner)  

Number  of  slots         

Conductors  per  slot 

Style  winding 

Turns  in  series  

Flux  (210  internal  volts)      

Full  load  current  input       

Armature  ampere  turns  per  pole 

Size  of  conductor,  bare         

Density  in  conductor 

Resistance    of   armature    winding   at    20* 

Cent,  (measured)  

Size  of  slot      

Ratio  width  slot  to  depth  of  slot    

Width  tooth  at  face 

Width  tooth  at  root 

Mean  width  tooth      

Ratio  tooth  width  to  slot  width      

Average  length  pole  arc       

Effective  length  of  armature  laminations  ... 


Density  in  teeth         

Length  of  armature  between  flanges 

Density  at  pole  face 

Density  at  magnet  core        

Density  at  magnet  yoke       

Density  at  armature  core     


343  millimetres 

165 

71 

8 

Multiple  circuit  single 

71 

2*35  megalines 

129  amperes 

71xl29^ggQ^ 

4 
1*3x9  millimetres 
275  amperes  per  sq.  cm.^ 

'0255  ohm 
8*5  X  23  millimetres 
•37 

6*6  millimetres 
4-7 

6*65         „ 
•66 
187 
150 
2*35 


14(5*65xl50)"^^'®^^^^^^^ 
150x109-1-1   duct,  6  milli- 
metres wide =170  mm. 
2*35 
187  X 170 
2*35x1*11 


=  7*4    kilolines 


155*  X -785 
2*35x1*11 
2x110 
2-35 
2  X  (150x72)' 


=  14*4 


=  11*9 


ao*8 


^  The  440  and  500-volt  motors  of  this  size  have  two-circuit  wire-wound 
armatures  with  current  densities  of  about  450  amperes  per  square  centimetre, 
the  extra  loss  thereby  entailed  being  offset  by  the  much  lower  losses  at  the 
commutator. 
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Magnetic  OircukUion : — 

Length. 

Armature  core                      ...  9*0  cm. 

Armature  teeth         2*3  cm. 

Air-gap  in  centre      3*5  mm.  ^ 

Air-gap  at  pole  tip    7  "0  mm. 

Average  air-gap         3*8  mm.  ^ 

Magnet  core 17*0  cm. 

Magnet  yoke 28*0  cm. 


Further  allowance         

Calculated  total  ampere  turns         

Fidd  Spool  :— 

Number  of  turns       

/  bare  diameter 

Size  of  conductor  <  single     cotton     covered 
(     diameter 


Deniity  In 

Knollnes 

per  Sq.  Cm. 

10*8 

19*0 
(corrected) 

7*4 

14-4 
11-9 


Ampere 
Turns. 

60 
600 


2220 

420 
320 

3620 
380 

4000 


4100 

1*10  millimetres 

1-23 


CommtUator : 

Diameter        

Number  of  segments 

Reactance  volts         

PR  loss  

Friction  

Stray  losses     

Effective  length  of  commutator       

Watts  per  square  decimetre  of  cylindrical 
surface  of  commutator 

Brtuhes:— 

Number  of  spindles  .-. 

Brushes  per  spindle  ...  ^     

Dimensions  of  brushes  

Efficiency : — 

Measured  core  loss,  brush  and  bearing  fric- 
tion, and  windage  (average  of  several 


Armature  PR>  129«x 0-0295=        

Field  losses  from  saturation  curve  ... 
Commutator  I'R  and  stray  losses  (calculated) 


Total  losses  (watts) 
Watts  output  (35  X  736)= 

Watts  input        

Commercial  efficiency » 


200  millimetres 

142 

2-7 

^9^1  =400  watts  totol 

.^  1  loss 

40  J 

152  millimetres 

400 


=  43 


rx2-0xl-5 


4 
4 
16  X  25  millimetres 


1,260 
490 
220 
240 

2,210 
25,750 


.  27,960 

92*2  per  cent. 
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Tests. — Machine  runs  from  no  load  to  25  per  cent  overload 
with  fixed  brushes  at  two  s^ments  backward  lead,  sparklessly. 
No  complete  heating  tests  were  carried  out,  the  only  observed 
temperatures  at  end  of  two  and  a  half  hours  being:  Pole-shoe, 
30*  Cent,  rise;  commutator,  35**  Cent  rise;  armature,  32* 
Cent.  rise. 

Weight  of  machine  complete =764  kilogitmimes. 

§  3.  Test  Results  of  Ludvika  20  H.P.  and  35  ELP. 
Motors. — In  Figs.  131  and  132  are  given  saturation  curves,  and 
in  Figs.  133  and  134  curves  of  efiBciencies  and  losses  for  the  two 
motors. 

§  4.  Enclosed  Motors  of  5  H.P.  and  30  H.P.— As  examples 
of  enclosed  motors,  two  designs  by  Mr  Henry  A.  Mavor  (of  the 
firm  of  Mavor  &  Coulson,  Glasgow)  will  be  described.  They  are 
shunt-wound  motors  of  5  brake  horse-power  and  30  brake  horse- 
power normal  rated  capacity  respectively,  and  have  cast-steel 
frames.  Drawings  of  the  5  brake  horse-power  motor  are  given  in 
Figs.  135  and  136,  page  130,  and  of  the  30  brake  horse-power  in 
Figs.  137  to  142,  Plate  6.  Fig.  143,  Plate  7,  is  from  a  photo- 
graph of  the  30  brake  horse-power  motor. 


Tablr  XXII.— Specification  of  Enclosed  Motor& 


Speed  in  revolutions  per  minute 
Periodicity  in  cycles  per  second 

Voltage  

Amperes  input  at  full  load  ... 
Amperes  input  at  no  load  . . . 
Watts  imput  at  no  load 


Rated  Output 
fi  Brake 

Bated  Output 
80  Brake 

Hone-Power. 

Horse-Powe  . 

.      1000 

600 

.     33-3 

20 

.     260 

220 

.     18-8 

113 

.     3 

9-6 

.     750 

2090 

(Dimensions  in  millimetres.) 


Armature : 


External  diameter     

Axial  length  of  the  winding  

Internal  diameter  of  the  laminations 
Axial  length  of  core  between  flanges 
Effective  length  of  core  (magnetic  iron)     . . . 

Depth  of  the  slot       

Width  of  the  slot      

Number  of  slots        

Width  of  tooth  at  periphery,  as  stamped  ... 
Minimum  width  of  tooth,  as  stamped 


254 

546 

241 

466 

67 

191 

102 

228 

91 

205 

16-9 

31-7 

6-35 

11-5 

64 

70 

612 

91 

4-67 

6-2 

RaSt  SATuiunoN  curve  of 
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Fioa.  131, 132,  133  and  134.— Saturation  and  Efficiency  Curves  of  20  and  35  Horse-power  Motors. 
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Rated  Outpat 

5  Brake 
Hone-Power. 
Magnet  Core : — 

Length  of  the  pole  face  parallel  to  the  shaft  102 

Diameter  of  the  bore  of  the  pole  face        ...  262 

Pitch  at  the  bore  of  the  pole  face 206 

Length  of  pole  arc 127 


Rated  Oatput 

80  Brake 
Horse-Power. 


228 
465-6 
367 
267 


Fig.  135. — 5  Brake  Horse-power  Enclosed  Motor,  by  Henry  A.  Mavor. 

Ratio  of  the  pole  arc  to  pitch  '61  '73 

Thickness  of  the  pole  shoe  at  the  centre  of 

the  arc         9*5  30 

Hadial  length  of  the  magnet  core 89  95 

Width  of  the  magnet  core  parallel  to  the 

shaft 76  228 

Width  of  the  magnet  core  at  right  angles  to 

the  shaft     121  165 

Radial  depth  of  the  air  gap 3*81  4-76 
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Yoke:— 

External  diameter 

Internal  diameter      

Thickness  of  yoke  for  magnetic  .purposes  . 
Axial  width  (effective  magnetic  portion)  . 


Ftg.lSS, 


Bated  Oatput 

6Bx«]Le 
Hone-Power. 


520 
476 
22 
222 


Rated  Output 

90  Brake 
Hone-Power. 


811 
709 
51 
470 


(teff^ 


r  J?j4r' ^ 

Fio.  136. — 5  Brake  Horse-power  Enclosed  Motor,  by  Henry  A  Mavor. 


C<mvfMUator: — 

Diameter        

Number  of  segments 

Thickness     of    segments + insulation      at 

periphery 

Thickness  of  segment  at  the  periphery 
Length  from  external  end  to  commutator 

connection 51 


178 

305 

127 

139 

4-4 

6-9 

3-6 

61 

114 
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Bated  Output 

5  Brake 
Hone-Power. 


250 
762 


12 

2x6 

2-circuit 

17-6 

8-8 
72 
191 

13700 
1-63 


Armalwre: — 

Terminal  voltage       

Number  of  face  conductors 

(One  '^  dummy  "  coil  in  each  armat^ire  not 
counted) 

Number  of  conductors  per  slot       

Arrangement  of  the  conductors  in  the  slot 

Style  of  winding       

Total  amperes  to  commutator         

Amperes  per  conductor        

Mean  length  of  a  single  turn,  centimetres... 
Number  of  turns  in  series  between  brushes 
Total  length  of  conducting  path  between 

brushes,  centimetres         

Dimengions  of  Bare  Armature  Chnductors   . . . 

(diameter) 
Dimeneioru  of  InnUaUd  Armature  Conductor    1'93 

(diameter) 

Cross   section   of   one    conductor,    square 

centimetre •0209 

Cross  section  of  all  parallel  conductors      ...     "0418 
Specific  resistance  at  60''  Cent.,  ohm 
Resistance   of  winding  from + to -at  60"* 

Cent.,  ohm 

IR  loss  in  armature  at  60°  Cent,  volts 

IR  loss  in  brush  contact  surfaces,  volts     ... 

Total  internal  IR  loss,  volts  

Total  induced  voltage,  full  load     

Total  copper  cross  section  per  slot,  square 

centimetres 

Width  X  depth  of  slot,  square  centimetres... 

'*  Space  factor  **  of  slot         

Amperes  per  square  centimetre  in  armature 

conductor 420 


Bated  Output 

80  Brake 
Horte-Power. 


220 
278 


4 

2x2 

2-circuit 

110 

56 

136 

69-6 

9450 
12-7  X  3-8 

13*5x4-56 


•482 
•964 


00000200 


0-65 

0^0196 

12-2 

2-25 

15 

r4 

13-7 

3-65 

2363 

216-7 

•250 

1-93 

1^01 

3-64 

•248 

•53 

115 


Calculation  of  Reactance  Voltage : — 

Periphery  of  the  commutator,  metres 

Revolutions  per  second         

Peripheral  speed  in  metres  per  second  (= A) 
Length  of  the  arc  of  contact  (=BX  milli- 
metres        ...        ... 

Frequency    of    commutation,    cycles    per 
1000  A 


second  (=- 


2£ 


=n) 


Width  of  a  segment  at  the  periphery,  in- 
cluding insulation 

Maximum  number  of  coils  short  circuited 
under  a  brush        


•560 

•969 

16-7 

10 

9-35 

9^59 

13-5 

20 

347 

240 

4-4 

6-9 

4 

3 

Electric  Motors.'] 
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Figs.  137,  138,  139,  140, 141  and  142.— 30  Brake  Hors< 


[Plate  6. 
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«)wer  Encloeed  Motor,  by  Henry  A.  Mavor  (see  page  128). 
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Bated  Output 

6  Brake 
Horse-Power. 


24 

72 

9*2 

54 

18 

0-8 

4-0 

43 

72 

515 


CakiUation  of  Readance  Po/^0— continued. 

Turns  per  coil  (g)      

Maximum  number  of  simultaneously  com- 

mutated  conductors  per  group  (r) 
Mean  length  of  one  turn,  centimetres 
Effective  length  of  core,  centimetres 

"  Free  length  "  per  turn  («) 

**  Embedded  length  "  per  turn  (Q 

Lines  per  ampere  turn  per  centimetre  of 

"free  length "(tt) 

Lines  per  ampere  turn  per  centimetre  of 

"  embedded  length  *  («) 

Lines  per  ampere  turn  for  "free  length'' 

(t*x«)  

Lines  ^t   ampere   turn   for   "embedded 

length'' (vxO        

Lines    per    ampere    for    "free    length" 

{tx».x«)=o        

Lines  per  ampere  for  "embedded  length" 
(rxi7xO=|?  

Total  lines  linked  with  short-circuited  coil 
per  ampere  (o+i?) 

Inductance     per     segment    ^^^^^      =1 

(henry)  

Reactance  per  segment,  ohm  (2ir  nV) 
Number  of  sets  of  brushes  employed 
Minimum  series  reactance  of  short-circuit 

conductors 

Amperes  per  conductor        

Reactance  voltage      ...  

Magnetic  Circuit  Calculations : — 
Flux  entering  armature  per  pole,  full  load, 

megalines 0*94 

Ck)rresponding  internal  voltage       217 

Ck)rresponding  terminal  voltage      220 

Leakage  factor  1'2 

Flux     generated     per     pole,    full     load, 

megalines 1'12 

Armature : — 
Cross  section  of  the  core,  square  centimetre 

Density,  full  load,  cg.s.  lines  

Ampere  turns  per  centimetre,  full  load     ... 
Magnetic  length  per  pole,  centimetres 
Ampere  turns,  full  load       ,« 


Bated  Oatpnt 

80  Brake 
Horse-Power. 


6 

136 

20-5 

95 

41 

0-8 

4-0 

76 

164 


1730 

982 

2245 

1210 

•0000672 

•0000121 

•147 

•018 

2 

4 

•294 

•018 

8-8 

55 

2-58 

0-99 

3-90 
236 
250 
1-2 

4-68 


151 

415 

6200 

9300 

1-0 

1-2 

7 

13 

7 

16 
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Teeth  :^ 

Number  of  teeth  per  pole 

Number  of  teeth  directly  below  a  mean 

pole  arc       

Percentage  increase  allowed  for  spread 
Total  number  of  flux  carrying  teeth  per  pole 
Cross  section  of  one  tooth  at  root,  square 

centimetres 

Total  cross  section  at  the  bottom  of  these 

teeth,  square  centimetres 

Apparent  density,  full  load,  c.g.s.  lines     ... 
Mean  width  of  tooth -r  width  of  slot 
Corrected  density,  full  load,  c.g.B.  lines 
Ampere  turns  per  centimetre,  full  load     ... 

Length,  centimetres 

Ampere  turns,  full  load        

Air  Oap : — 

Cross  section  at  pole  face,  square  centimetres 
Density  at  pole  face,  full  load,  c.g.s.  lines... 
Length  of  air  gap,  iron  to  iron,  centimetres 
Ampere  turns,  full  load       

Magnet  Core : — 

Cross  section,  square  centimetres    

Density,  full  load,  c.g.8.  lines  

Ampere  turns  per  centimetre,  full  load     ... 

Magnetic  length,  centimetres  

Ampere  turns,  full  load       

Cross  section,  square  centimetres 

Density,  full  load,  cg.s.  lines  

Ampere  turns  per  centimetre,  full  load     ... 
Magnetic  length,  per  pole,  centimetres 
Ampere  turns,  full  load       

Ampere  Tume  per  Spool : — 

Armature  core  

Armature  teeth  

Air  gap  

Magnetcore 

Yoke 

Estimate  total  number  of  ampere  turns  per 

spool  

Actually  required      

The  value  actually  required  varies  according 
to  the  brush  position  chosen. 


Rated  Output 

Rated  Outimt 

6  Brake 

80  Brake 

Hoi-M-Power. 

Horae-Power. 

16 

17-6 

9-8 

12-8 

10  per  cent 

10  per  cent. 

10-8 

14-1 

4-2 

128 

45 

180 

21,000 

21,600 

•86 

•67 

20,100 

19,900 

340 

320 

1-59 

317 

540 

1020 

129 

610 

7300 

6400 

•381 

•475 

,    2230 

2440 

92 

377 

12,200 

12,450 

,     12 

13 

.     11 

12 

.     130 

160 

.     99 

477 

.     11,400 

10,000 

.     10 

8 

.     15 

25 

.     160 

200 

.     10 

20 

.     540 

1020 

.     2230 

2440 

.     130 

160 

.     160 

200 

r 

.     3070 

3840 

.     2600 

4100 
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715 


Shunt  Spool  Winding  CaleidcUions : — 
Voltage  per  shunt  spool  at  60*  Cent. 
Radial  depth  of  winding,  centimetres 
Internal  periphery  of  spool,  centimetres  . . . 
External  periphery  of  spool,  centimetres  ... 
Mean  length  of  one  shunt  turn,  metres  (a) 

Ampere  turns  per  shunt  spool  (b) 

ab        

.000176xa«b*  

Axial  length  of  shunt  spool,  centimetres   ... 
Cross  section  of  shunt  spool  winding,  square 

centimetres  (r)       

**  Space  factor  "  of  shunt  spool  (s) 

Cross  section  of  copper  in  shunt  spool  (t=rxs)  11*6 
Cubic  centimetres  copper  in  shunt  spool 

(lOOat)      

Kilogrammes  copper  per  shunt  spool  (1 
cubic  centimetre  copper ='0089  kilo- 
gramme)       

Watts      per      shunt      spool      (watts  = 
-000176  xan)g 

Weight  in  kilogs. 

External  cylindrical  surface  per  spool,  square 

decimetres 

Watts  per   square    decimetre    of   external 

cylindrical  spool  surface 

Amperes  per  shunt  spool  (watts -^  volts  per 

spool)  

Turns  per  shunt  spool  

Cross    section    copper    per    turn,    square 

centimetre 

Current  density    in    amperes    per    square 

centimetre 

Diameter  of  bare  copper  conductor 

Insulation  employed  on  conductor 

Watts  in  all  shunt  spools  at  60*  Cent. 
Weight  total  shunt  copper  in  kilogrammes, 

all  spools     

Resistance  four  shunt  spools  at  60**  Cent.,  ohms  212 
Observed    total    temperature    increase    by 

thermometer  

Ditto  per  watt  per  square  decimetre  external 

cylindrical  surface 

Observed    total    temperature    increase    by 

resistance 

Ditto  per  watt  per  square  decimetre 
Corresponding  number  of  hours  run  at  full 
load 4*5 


Rated  Ontpat 

6Bmke 
Hone-power. 

Rated  Oatpnt 

80  Brake 
Horse-power. 

62*5 

56*0 

6-6 

90 

39-4 

79 

83*8 

153 

•616 

116 

2610 

4100 

1610 

6000 

455 

4400 

7*5 

9 

41*2 

81 

•28 

32 

11-6 

26 

3020 


6-3 

26-8 

72 

164 

6*3 

13*8 

11-5 

11-9 

ri7 

2*97 

2232 

1384 

•0052 

•0188 

225 

168 

•81 

165 

D.C.C. 

D.C.C. 

290 

657 

25*2 

107 

212 

74 

38*^0. 

28°  C. 

3-3"  C. 

2*4°  C. 

47'' C. 

44°  C. 

41'  C. 

3-7°  C. 

30 
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(Calculations  of  Armature  Losses  and  Temperature  Increase.) 


Amudure  Copper  Loss : — 

Resistance  of  the  winding  from  +  to  -  at  60"* 

Cent,  ohm 

Total  amperes  to  commutator         

Watts  lost  in  armature  copper  at  60°  Cent 

Core  Loss : — 

Weight  of  the  armature  teeth,  kilogrammes 
Weight  of  the  armature  core,  kilogrammes 
Total  weight  of  armature  laminations 
Flux  density  in  the  core,  kilolines  (D) 
Periodicity,  cycles  per  second  (N) 

DxN-MOO 

Watts  lost  in  iron  per  kilogramme  ^ 
Total  core  loss  (estimated)  watts     ... 
Total  core  loss  (observed)  watts 

Armattvre  Temperature  Increase:— 

Armature  copper  loss,  watts 

Armature  iron  loss,  watts 

Total  armature  loss,  watts 

Circumference,  decimetres 

Axial  length  of  the  winding,  decimetres    . . . 

Peripheral  surface,  square  decimetres 

Watts  per  square  decimetre  of  peripheral 
surface        

Observed  total  temperature  increase  by 
thermometer  

Total  thermometrically  determined  tempera- 
ture increase  per  watt  per  square  decimetre 

Corresponding  number  of  hours  run  at  full 
load 

Commutator  Losses : — 

Length  of  brush  contact  arc,  millimetres  ... 

Width  of  brush,  millimetres  

Contact  surface  per  brush,  square  centimetres 

Number  of  sets  of  brushes 

Number  of  brushes  per  set 

Total  number  of  positive  brushes 


ated  Onfcpat 

5  Brake 
one-Power. 

Rated  Ontpat 

30  Brake 
Horae-Power. 

•66 

•0196 

17-6 

110 

200 

236 

4 

27 

26 

146 

30 

173 

6-2 

10 

33-3 

20 

207 

2-00 

5-3 

60 

159 

865 

136  « 

700 

200 

236 

136 

700 

336 

935 

8-0 

14-4 

2-4 

4^6 

19 

66 

18 

14 

42'  C.8 

24'*C. 

2-3'*  C. 

1-7'  C. 

4-5 

30 

13-6 

20 

38 

50 

6-1 

10 

2 

4 

1 

2 

1 

4 

^  Obtained  by  curve  of  Fig.  21,  page  30. 

'  Average  result  for  two  machines. 

'  37*  Cent  for  winding,  and  47°  for  core. 
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Commutator  Lossu — continued. 

Contact  surface  of  all  positive  brushes,  square 
centimetres 

Amperes  to  commutator       

Amperes  per  square  centimetre  of  brush 
contact  surf  ace       

PR  loss  in  watts  per  ampere  ^         

Total  I'R  loss  at  brush  contacts,  watts 

Peripheral  speed  of  commutator  in  metres 
per  second 

Brush  friction  loss  in  watts  per  ampere^  ... 

Brush  friction  loss  in  watts 

Total  commutator  loss,  watts  


Bftted  Output 

5  Brake 
Horae-Power. 

Rated 
Hoiw 

51 

40 

17-6 

110 

3-4 

2-7 

1-6 

1-4 

26 

154 

9-4 

9-6 

1-5 

1-9 

26 

208 

52 

362 

CommtUator  Temperatwe  Itwrecue : — 

Total  commutator  loss,  watts  

Circumference,  decimetres 

Length  of  commutator  surface,  decimetres 
Cylindrical  surface  of  commutator,  square 

decimetres 

Watts  per  square  decimetre  of  cylindrical 

surface         

Observed  total  temperature  increase  at  the 

peripheral  surface 

Total    temperature  increase  per   watt  per 

square  decimetre    ...        

Corresponding  number  of  hours  run  at  full 

load 


52 

362 

5-6 

9-6 

•51 

114 

2-9 

10-9 

18-0 

34-8 

36^*0. 

30'^C. 

2-0'*  C. 

0-86'^  C. 

4-5 

3-0 

Efficiency  at  60'  Cerd, ;— 

(a)  Iron  loss,  watts 

(to)  Watts  lost  in  armature  copper 

(x)  Watts  lost  at  the  brush  contact  resistance 
at  the  commutator 

(Brush  friction  loss  at  the  commu- 
tator, watts 
Friction    loss   at    bearings   and    air 
friction,  watts        

(c)  Watts  lost  in  shunt  winding     

Total  of  all  losses      

Output  at  full  load,  watts 

Input  at  full  load,  watts       


136 
200 

700 
235 

26 

154 

26 

208 

300 
290 

500 
656 

978 
3730 
4708 

2543 

22,400 

24,853 

Values  taken  from  Table  XVIII.,  page  104. 
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Efficiency  at  60*  Cent. — continaed. 

Commercial  efficiency  at  1^  load     

„  „  full  load 

»»  >i  ?       »      ••• 

«  »»  4  » 

Cha/racteristic  Losses : — 

(a+6-fc)= constant  losses,  watts     

{w+x)= variable  losses,  watts  

External  radiating  larface  of  case,  square 
decimetres 

Watts  per  square  decimetre  external  radiat- 
ing surface  of  case 


Bated  Ontpiit 

6  Brake 
Hone-Power. 


807 
79-2 
761 
69-8 
650 


762 
226 

120 

8-2 


Bated  Ontpaft 

80  Brake 
HoTBe-Power. 


91-1 

90 

87-6 

83-6 

72-5 


2064 
389 

320 

7-7 


When  totally  enclosed,  motors  have  excellent  internal  circulation  of  air, 
so  that  air  has  ready  access  to  all  parts,  and  transfers  the  heat  promptly  from 
those  parts  to  the  internal  surfaces  of  the  walls  of  the  case  ;  7  watts  per  square 
decimetre  of  external  radiating  surface  will  generally  ensure  a  temperature 
increase  not  exceeding  8°  Cent,  per  watt  per  square  decimetre  of  external 
surface. 

When  perforated  covers,  or  other  departures  from  absolutely  total  enclosure 
are  employed,  a  considerably  lower  temperature  rise  is  secured. 

Weights  of  the  Effective  MaiericUs  in  Kilogrammes : — 

Armature  laminations,  net 

Armature  copper        

Commutator  segments  

Magnet  cores 

Pole  shoes       

Yoke 

Shunt  copper  on  magnet  spools 

Total  effective  material        

Effective  material  per  horse-power  ... 

Weight  of  complete  motor 

Ditto  per  horse-power  

Total  Cost  of  Effective  Materials  in  Shillings : — 

Armature  copper  at  24  pence  per  kilogramme      10 

Commutator  copper  at  24  pence  per  kilo- 
gramme 

Spool  copper  at  24  pence  per  kilogramme  ... 

Armature  laminations  at  3'5  pence  per 
kilogramme 

Cast  steel  at  5  pence  per  kilogramme 

Total  effective  material,  shillings 

Effective  material  per  horse-power,  shillings 


30 

173 

5 

82 

9 

50 

30 

110 

— 

60 

66 

460 

25 

107 

164 

1022 

32-8 

34 

310 

1630 

62 

51 

164 


18 

100 

50 

214 

9 

62 

40 

256 

127 

786 

26-4 

261! 

Electric  Motors.'] 


Fici.  143.— 30  Brake  Horse-power  Enclosed  Motor,  by  Henry  A.  Mavor 
(see  ])age  12S). 


^  ^ 


yu\.   144  — 10  Rralfo    RnroP.nnwor  1in.vr»lf  17»inlrtcor1   G«*^/»o  1V^«»»,1   \f^f«» 


[Plate  7. 


Fig.  145.— Small  Open  Type  Mavor  &  Coulson  Motor 
(see  page  139). 
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§  5.  Enclosed  Series  Motor  of  10  H.P.  110  volts.— Fig. 
144,  Plate  7,  illustrates  a  10  horse-power,  110  volts,  700 
revolutions  per  minute,  series  wound  totally  enclosed  winch  motor, 
derived  from  the  5  horse-power  motor  already  described  by 
lengthening  the  core  between  flanges  from  102  millimetres  to  152 
millimetres,  the  other  parts  of  the  motor  being,  of  course,  also 
lengthened.  The  above  rating  is  for  intermittent  working,  and 
is  about  double  the  rating  which  would  be  given  to  the  motor  for 
a  continuous  run  of  six  hours  with  the  specified  rise  of  70**  Cent. 

Fig.  145,  Plate  7,  is  an  engraving  of  Messrs  Mavor  & 
Coulson's  next  larger  diameter  of  armature,  in  an  open  frame. 
In  all  open  type  motors  these  makers  employ  longer  and  shallower 
magnet  coils. 

The  30  horse-power  motor  described  in  the  preceding  specifica- 
tion is,  as  an  open  type  motor,  rated  at  42  horse-power  (220  volts 
and  160  amperes)  at  600  revolutions  per  minute  for  a  tempera- 
ture rise  of  39**  Cent.  Including  two  bearings  and  bed-plate,  its 
weight  is  then  2200  kilogrammes,  or  52  kilogrammes  per  rated 
horse-power. 

§  6.  Comparative  Tests  of  3-tum  and  4-tam  Arma- 
turea — Mr  Mavor  has  also  kindly  furnished  the  writer  with  the 
results  of  an  interesting  series  of  tests  which  he  has  made  to 
compare  the  5  horse-power  motor  described  with  a  motor  con- 
structionally  identical  in  all  respects  except  the  following: — 

49  armature  slots  instead  of  64. 

Slots  23*8  millimetres  deep  instead  of  15*9  millimetres. 
Slots  7'6  millimetres  wide  instead  of  6'4  millimetres. 
Tooth  8*7  millimetres  wide  at  top  instead  of  6*1  millimetres. 
Tooth  5*6  millimetres  wide  at.  bottom  instead  of  4*6  millimetres. 
776  armature  conductors  instead  of  762. 
16  conductors  per  slot  instead  of  12. 

2*03  millimetres  diameter  for  armature  conductor  instead  of  1*63  milli- 
metres diameter. 
270  amperes  per  square  centimetre  in  armature  conductor  instead  of  420. 
97  commutator  segments  instead  of  127. 
4  turns  per  segment  instead  of  3  turns. 

The  3-turn  per  coil  armature  (described  in  column  1)  is, 
df  course,  preferable  from  the  commutation  standpoint,  as  its 
reactance  voltage  is  but  2*6  volts  as  against  3*5  volts  for  the 
4-tum  design. 

The  foUowing  results  are  the  average  for  at  least  two  machines 
of  each  design : — 
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ArmAtare  fnrat  per  ooU. 


Armature  PB  loss  at  full  load, 

watts 

S. 

...     190 

4 

121 

Armature  PR  loss  at  half  load, 

» 

...       42 

28 

Armature  iron  loss, 

)} 

...     130 

164 

Friction  loss  (estimated^ 

n 

...     300 

300 

Oommutttor  loss,  full  load, 

>» 

...       61 

61 

Commutator  loss,  half  load, 

»» 

...       41 

41 

Spool  I«R  loss, 

»» 

...     293 

293 

8. 

4. 

18 

18 

36 

27 

47 

35 

38 

30 

38 

36 

Total  loss,  full  load,  „  ...  974  938 

Total  loss,  half  load,  „  ...  806  826 

Efficiency,  full  load,  „  ...  792  79*7 

Efficiency,  half  load,  „  ...  70  0  69-6 

The  thermometrically  determined  temperature  rise  after  full 
load  runs  for  four  and  a  half  hours: — 

Aniutnre  turas  per  coiL 

Temperature  of  air  in  Centigrade  degrees  ... 
Commutator,  above  air  „ 

Armature  core,  above  air  „ 

Armature  coils,  above  air         „ 
Field  spools,  above  air  „ 

Full  load  speed  at  220  volts =1000  revolutions  per  minute  in 
both  cases  when  hot. 

Figs.  146  and  147,  Plates  5  and  7,  show  two  applications  of 
small  enclosed  motors  of  these  types  to  driving  pumps. 

§  7.  Open  Type  27  Horse-power  Westeras  Shunt 
Motor. — Mr  Ernest  Danielson,  Technical  Director  of  the  All- 
manna  Svenska  Elektriska  Aktiebolaget,  of  Westeras,  Sweden,  has 
sent  the  writer  the  data  for  the  following  description  of  his  com- 
pany's standard  open  type  110-volt  27  horse-power  shunt  motor 
for  800  revolutions  per  minute.  Fig.  148,  Plate  8,  is  taken  from 
a  photograph  of  this  motor,  and  outline  drawings  are  shown  in 
Figa  149  and  150.  Efficiency,  saturation,  and  compounding  curves 
of  this  machine,  taken  at  the  practically  equivalent  generator 
rating  of  20  kilowatts,  are  given  in  Figs.  151  and  152. 

Table  XXIII. — Dbsc^iftion  of  the  Allmamna  Svenska  Elektriska 
Aktiebolaget  Open  Type  27  Hobse-power  Shunt  Motor. 


(Dimeiudons  in  millimetres.) 

Number  of  poles 

4 

Rated  output,  brake  horse-power           

27 

Rated  voltage         

126 

Rated  speed,  revolutions  per  minute      

800 

Amperes  output,  full  load           

179 

Amperes  input,  no  load 

12 

Watts  input  at  no  load     

1600 

Electric  Motors,^ 


Fig.  148. — Open  Type  27  Horse-power  Shunt  Motor,  by  E.  Duniel: 


[Plate  8. 


m,  Allmanna  Svenska  Elektriska  Aktiebolaget,  Sweden  (see  i3age  140). 


Fig.  160. 
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ArmaXvfre : — 

External  diameter •       400 

Axial  length  of  the  winding        360 

Diameter  at  the  bottom  of  the  slots       333 

Internal  diameter  of  the  laminations     200 

Number  of  intermediate  ventilating  ducts         2^ 

Width  of  each  intermediate  ventilating  duct 12 

Length  occupied  by  intermediate  ventilating  ducts    24 

Length  occupied  by  insulating  varnish 16 

ia  A C9tMBmAT0»:  mO  AMPS,  110  ¥OLr§,  BOO  HP.  M^^  POLKS. 

mATUmATtOlf  AMD  COMPOVHDIMO    CUtfVES 


A  c.  etNMATom  leo  aups,  uo  volts,  eooitp  m^«  poles 

EFnaUICY  AT  DimifEMT  iJOAOS 


so 

80 

. 

90 

^ 

h  M 

2  50 

I 

)onamiiA 

M  3C 

I 

I 

UULmuWig  V  .    D^ABCttfCqnofr 

f  10 

jv  g     *j 

9      m       1 

m 

M) 

i*i 

•»»>        y 

♦       y 

»        ^ 

^ 

1         /J 

^  LOAD 

Fig.  152. 

Length  occupied  by  effective  iron 

Gross  axial  length  of  core  between  flanges 

Depth  of  the  slot 

Width  of  the  slot 

Number  of  slots     

Width  of  tooth  at  periphery,  as  stamped 
Minimum  width  of  tooth,  as  stamped     ... 
Average  width  of  tooth,  as  stamped 


144 

184 

33-5 

7-0 

89 

72 

4-8 

6-0 


^  Also  two  end  ducts,  each  12  millimetres  wide. 
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Magnet  Gore: — 

Length  of  the  pole  face  parallel  to  the  shaft     

Length  of  the  pole  arc      

Radial  length  of  magnet  core  to  bore  of  pole  face 

Width  of  magnet  core  parallel  to  the  shaft      

Width  of  magnet  core  at  right  angles  to  shaft 

Radial  depth  of  the  air  gap         

Magnet  Yoke: — 

External  diameter 

Internal  diameter 

Thickness  of  yoke 

Axial  width  

Radial  thickness  of  the  pole  seat  

Oommvtaior : — 

Diameter 

Number  of  segments         

Thickness  of  segment + insulation  at  periphery 

Thickness  of  insulation  between  segments        

Thickness  of  a  segment  at  the  periphery  

Thickness  of  a  segment  at  the  inner  edge         

Height  of  a  segment,  total  

Length  from  external  end  to  commutator  connection 

Armatwe  Winding: — 

Conductors  per  slot  

Each  conductor  consists  of  two  wires  in  parallel,  each  wire 

3  millimetres  diameter,  .'.  eight  wires  per  slot,  arranged 

eight  deep. 
Type  of  winding,  4  circuit  single 

Current  per  conductor,  amperes 

Cross  section  one  conductor,  square  centimetre  

Current  density  in  amperes  per  square  centimetre      

Armature  slof  space  factor"      

Number  of  turns  in  series  between  brushes      

Mean  length  of  one  turn,  centimetres 

Resistance  of  winding  from + to  -  at  60°  Cent.,  ohm 

IR  drop  in  armature  winding  at  full  load,  volts  

IR  drop  at  brush  contact  surfaces,  vults  

Total  induced  voltage  at  full  load,  volts  

Calculation  op  Reactance  Voltage 

Peripheral  speed  of  commutator  in  metres  per  second  (=A) 

Length  of  the  arc  of  contact  (=fi)         

1000  A 
Frequency  of  commutation  (cycles  per  second)  (=  =n) 

213 

Width  of  a  segment  at  the  periphery  (including  insulation)  ... 

Maximum  number  of  coils  short  circuited  under  a  brush 

Turns  per  coil  (5) 

Maximum  number  of  simultaneously  commutated  conductors 

per  group  (r)   


162 
238 
112 
162 
125 
2-25 

746 
661 
47-6 
250 
14 

280 

89 

9-9 

0-7 

9-2 

6-6 

37 

140 


44-8 

•142 

316 

•24 

44-5 

128 

•020 

3-6 

1-7 

119-7 


11-8 
16 

368 

9-9 

2 

2 

8 
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Mean  length  of  one  turn,  centimetres   ...         

Effective  length  of  core, 

"  Free  length  "  per  turn  («)  

"  Embedded  length  "  per  turn  (0  

Lines  per  ampere  turn  per  centimetre  of  '*  free  length  "  (u)    ... 
Lines  per  ampere  turn  per  centimetre  of  ^  embedded  length  "  (v) 

Lines  per  ampere  turn  for  *'  free  length  "  (uxs)  

Lines  per  ampere  turn  for  "  embedded  length  ^  (vxt)     

Lines  per  ampere  for  "free  length"  (^xt*x«]=o    

Lines  per  ampere  for  "  embedded  length  **  {rxvxt)=p 
Total  lines  linked  with  short-circuited  coil  per  ampere  (o+jp) 

Inductance  per  s^ment  (  ^  ^  i  ng      ^  0»  ^^^^y  

Reactance  per  segment,  ohms  (2ir  n  I) 

Current  per  conductor  at  full  load         

Reactance  voltage  at  full  load     

Average  voltage  per  s^ment       

Armature  ampere  turns  per  pole  at  full  load 


128 

14-4 

99 

29 

0-8 

4-0 

79 

116 

316 

926 
1242 

•0000248 

•0673 

44-8 

2-6 

6-6 

2000 


Magnetic  Circuit  CALCuLATioNa 

Full  load  internal  voltage  (£}      

Turns  in  series  between  brushes  (T)      

Periodicity  in  cycles  per  second  (N)      

(E  X  10*\ 
J      ... 

Assumed  leakage  factor 

Flux  generated  per  pole 


119-7 

44 

26-7 

2-60 

1-20 
300 


Total  Magneto-motive  Force  in  Ampere  Turns. 

Magneto-motive  Force  in  Ampere  Tarns 
per  Centimetre. 

Magnetic  Length  (Centimetres). 

Kilolines  per  Square 
Centimetre. 

Croes  Section, 

Square 
Centimetres. 

13-2 
19-0 
66 
160 
12-8 

Armature  core  below  slots 

Flux  carrying  teeth             

Pole  face       

Magnet  core 

190 
127 
386 
200 
236 

10 

3-4 

0-226 
11-2 
260 

10 
200 
6260 
20 
14 

100 

670 

1180 

220 

360 

Total  ampere  turns  per  spool 

... 

... 

... 

2630 
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Shunt  Spool  Winding  Oalculations. 

Voltage  per  shunt  spool  at  eO"*  Cent      31-2 

Radial  depth  of  winding,  centimetres 6'3 

Internal  periphery  of  spool,  centimetres 57 

External  periphery  of  spool,  centimetres  107 

Mean  length  of  one  shunt  turn,  metres  (a)        '62 

Ampere  turns  per  shunt  spool  (b)  2530 

ab 2080 

■000176xa'»b«         760 

Axial  length  of  shunt  spool,  centimetres  8*5 

Cross  section  of  shunt  spool  winding,  square  centimetres  (r)  53*5 

**  Space  factor  "  of  shunt  spool  (s)  -49 

Cross  sections  copper  in  shunt  spool  (t=r  x  s) 26*3 

Cubic  centimetre  copper  in  shunt  spool  (100  a  t)        2160 

Eilpgrammes  copper    per   shunt  spool    (1  cubic  centimetre 

copper= -0089  kilogramme)     19*2 

Watto  per  shunt  fwatte=  jOOOmxn^j^X     ^^ 

\  weight  m  kgs./ 

External  cylindrical  surface  per  spool,  square  decimetres       ...  9*1 
Watts  per  square  decimetre    of  external    cylindrical    spool 

surface 4*35 

Amperes  per  shunt  spool  (watts  -7-  volts  per  spool)        1  '27 

Turns  per  shunt  spool       2000 

Cross  section  copper  per  turn       '0132 

Current  density  in  amperes  per  square  centimetre      96 

Diameter  of  bare  copper  conductor        1*3 

Watts  in  all  shunt  spools  at  60' Cent 158 

Weight  total  shunt  copper  in  kilogrammes,  all  spools 77 

Ultimate  rise  of  temperature,  by  resistance,  observed,  degrees 

Cent        46 

Ditto  per  watt  per  square  decimetre,  degrees  Cent.      10 '3 

Armature  Losses  and  Thermal  Constants. 

Weight  armature  laminations,  kilogrammes     83 

Flux  density  in  core,  kilolines,  D  13-2 

Periodicity,  N        267 

DxN-MOO  3-63 

Watts  lost  per  iron  per  kilogramme  >      9'5 

Total  core  loss  (estimated),  watts 790 

Armature  1«R  loss  at  60'  Cent,  watts 640 

Total  armature  loss,  watts  1430 

Cylindrical  radiating  surface,  square  decimetres  12*6 

Watts  per  square  decimetre         453 

Ultimate  temperature  rise  as  experimentally  determined  by 

resistance  measurements,  degrees  Cent  35 

Ditto  per  watt  per  square  decimentre,  degrees  Cent 11 

*  Derived  from  curve  of  Fig.  21,  page  30. 
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Calculation  of  Lobsbs  and  Thermal  Chabacteristios 
OF  Commutator. 

Length  of  bmsh  contact  arc         16 

Width  of  brush 29 

Contact  surface  per  brush,  square  centimetres 4*64 

Number  of  brushes  per  pole        4 

Total  number  of  positive  brushes  8 

Contact    surface    of    all    positive    brushes,    square    centi- 
metres       37 

Current  strength  of  the  machine,  amperes        179 

Amperes     per     square     centimetre     of      brush      contact 

surface     4'8 

PR  loss  in  watts  per  ampere  ^      I'S 

Total  PR  loss  at  brush  contacts,  watts 320 

Peripheral  speed  of  commutator  in  metres  per  second 1 1  '8 

Brush  friction  loss  in  watts  per  ampere  ^  \'A 

Brush  friction  loss  in  watts  250 

Total  commutator  loss,  watts       570 

Cylindrical  surface  of  commutator,  square  decimetres  ...  12*3 

Watts  per  square  decimetre  of  cylindrical  surface        46*5 

Observed  total  ultimate  temperature  increase  at  the  peripheral 

surface,  degs.  Cent        26 

Ditto  per  watt  per  square  decimetre      0*56 

Efficiency  at  60'  Cent. 

Iron  loss,  watts       790 

Watts  lost  in  armature  copper     640 

Watts    lost    at     the     brush     contact     resistance,    at     the 

commutator        320 

Brush  friction  loss  at  the  commutator 250 

Friction  loss  at  bearings + air  friction 300 

Watts  lost  in  shunt  winding        160 

Total  of  constant  losses     1500 

Total  of  variable  losses     960 

Total  of  all  losses      2460 

Output  at  full  load,  watts  19,900 

Input  at  full  load,  watts 22,360 

Commercial  efficiency  at  1^  load 89*2 

full    „ 890 

„  „  f    „    ...         ...         ...         ...         ...  88*0 

}»  »>  i    »> 85*0 

\    V 76-0 

1  These  values  are  taken  from  Table  XVIII.,  page  104. 
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F1G8.  153, 154  and  155.— Front  Elevation,  Side  Elevation,  and  Plan  c^ 
Weights  and  Costs  of  thb  Effective  Materiai 


Weights  m       8P«^*Jj 


Armature  laminations  

Armature  copper        

Commutator  s^n^ients,  aud  mica  between 

segments        

Magnet  cores 

Polestioes         


1600 
ISO 

800 

1450 

140 


3-5 
24 

24 
4-5 
4*5 


Costs  in 
Shillings. 


470 
260 

600 

G40 

60 


The  total  weight  of  the  motor  is  10,800  kilogram 


[Plate  9. 


400  Horae-power  Motor,  designed  by  A.  V.  Clayton  (see  page  147). 
.8  IN  400  Horse-Power  Rolling  Mill  Motor. 


Yoke       

Shant  copper  on  magnet  spools 
Heries  copper  on  magnet  spools 


Total  effectiTe  material 

Eflectire  n&aterial  per  horse-power 


Weights  m        Spe^*y^  !  Costs  in 
Kilogrammes,  i    p?"  ^     I  Shillings. 


*■  ]   Pence. 


••I 


29(10 
730 
160 

7410 
18-6 


4-6 
24 
24 


nmes.  or  9£*7  kltnffnunmfiM  nar  hnniA-Dower. 


1000 

i4eo 

320 

4790 
12-0 
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Table  XXIV.— Weights  and  Costs  op  Net  Effective  Materials 


Annatare  copper    

Commutator  copper 

Field  copper  

Armature  laminations 
Magnet  core  laminations   ... 
Cast-steel  yoke,  including  feet 


4 

n 


29 
35 

77 

83 

70 

220 


5s.a  5  b 


S-5M 


24 
24 
24 
3-6 
3*6 
4-5 


58 
70 
154 
25 
21 
82 


Total  cost  of  net  effective  material  410 

Ditto  per  rated  horse-power  15'2 

Total  weight  of  net  effective  material     514 

Ditto  per  rated  horse-power         19 

Complete  weight  of  motor,  without  slides  and  pulleys        300 
Ditto  per  rated  horse-power         11 

§  8.  400  Horse-Power  Eight-Pole  Rolling  Mill  Motor.— 
The  properties  of  compound  wound  motors  are  discussed  theoreti- 
cally in  Chapter  IV.,  p.  52.  Such  motors  are  finding  a  wide  appli- 
cation for  special  processes,  such  as  for  mining  plants  and  for  rolling 
mills,  where  exacting  requirements  as  to  speed  and  power  are 
encountered 

The  use  of  continuous  current  motors  usually  aflTords  the  best 
solution  in  such  cases,  since  by  series  parallel  control  and  field 
adjustment,  high  efficiency  at  all  speeds  may  be  attained. 
Formerly,  owing  to  incorrect  understanding  of  the  principles  of 
design,  to  secure  good  commutation,  it  was  believed  that  wide 
regulation  by  increased  speed  by  weakening  of  the  field  was 
incompatible  with  good  commutation.  This  is  not  the  case;  a 
machine  designed  with  sufficiently  low  reactance  voltage  per 
segment  wiU  run  sparklessly  with  constant  brush  position  at  all 
strengths  of  field. 

Figs.  153  to  174,  pp.  148  and  149,  and  Plates  9  and  11,  are 
detailed  drawings  of  an  eight-pole  400  horse-power  motor  specially 
built  for  driving  a  rolling  mill;  Figs,  175  and  176,  Plate  8,  are 
general  views  of  this  motor. 

The  machine  is  chiefly  interesting  because  of  its  wide  speed 
regulation,  and  it  is  probably  one  of  the  largest  compound  wound 
motors  extant  having  such  a  degree  of  regulation  by  shunt  control 
The  machine  is  built  with  two  commutators,  and  two  windings 
on  the  armature,  which  for  the  low  speeds  are  coupled  in  series. 
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and  for  the  high  speeds  in  parallel,  by  means  of  an  ordinary  series 
parallel  controller.  At  low  speeds  the  rating  of  the  motor  is 
only  half  that  at  the  higher  speeds,  but  more  is  not  required,  as 
the  torque  is  the  same,  or  greater,  and  this  is  what  the  service 
demands. 

It  drives  a  steel  wire  rolling  mill,  and  for  this  purpose  was 
specially  built  to  withstand  the  enormous  strains  occasioned  in 
this  class  of  work.  The  motor  is  supplied  with  current  from  two 
175-kilowatt  turbine-driven  generators  situated  about  half  a 
kilometre  away.  These  generators  are  over-compounded  so  as 
not  only  to  compensate  for  the  voltage  drop  in  the  line,  but  also 
to  raise  the  voltage  at  the  motor  end  of  the  line  from  500  at  no 


Figs.  168  and  169.— Pole  Piece  for  400  Horse-power  Motor. 

load,  to  about  600  at  full  load.  The  motor  itself  is  only  com- 
pounded for  500  volts  at  no  load  to  550  volts  at  full  load,  and  hence 
increased  speed  results  with  high  loads.  The  object  of  this 
arrangement  is  to  automatically  increase  the  speed  towards  the 
end  of  the  rolling,  this  being  the  time  of  heaviest  load.  The 
highest  speed  the  machine  was  originally  intended  to  run  at  was 
450  revolutions,  but  it  has  been  found  necessary  to  go  up  to  even 
500  revolutions  per  minute  when  rolling  some  classes  of  steel 
which  contain  a  large  percentage  of  carbon. 

The  conditions  of  service  are  very  severe;  when  running  at 
the  highest  speed  the  load  varies  abruptly  from  30  horse-power 
up  to  over  200  horse-power,  then  falls  below  200  horse-power  for 
a  few  seconds,  and  again  rises  in  two  or  three  abrupt  steps  to 
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over  400  horse-power,  this  cycle  being  repeated  about  every  three 
minutes.  It  also  frequently  happens,  after  stopping  the  rolls 
from  any  cause,  that  the  wire  has  become  too  cold,  and  when  the 


stoppage  has  been  freed  and  the  wire  fed  into  the  rolls  again,  the 
load  goes  abruptly  from  less  than  100  horse-power  up  to  600 
horse-power. 

This  motor  was  designed    for   the  Elektriska  Aktiebolaget 
Magnet,  of  Ludvika,  Sweden,  by  Mr  A.  Y.   Clayton,  who  has 
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kindly  furnished  the  writer  with  the  data  and  tests  required  for 
the  following  tabulated  description : — 

Table  XXY.— Specification  for  Eiqht-Polb,  400  Horse-Power,  135  to 
450  Revolutions  per  Minute,  550-yoLT  Motor. 

Number  of  poles 8 

Kilowatts  input  at  full  load        318 

Normal  rating  in  horse-power     400 

Speed  varies  from  135  to  500  revolutions  per  minute  ;  the 

normal  speed  is 450 

Periodicity  in  cycles  per  second,  at  normal  speed        30 

Terminal  voltage  full  load,  550  to  600 ;  normal  voltage  is 

taken  as 550 

Terminal  voltage,  no  load  500 

Amperes  imput,  full  load  580 

(Dimensions  in  millimetres.) 


ArmaJtwre: — 

External  diameter  

Axial  length  of  the  winding 
Diameter  at  the  bottom  of  the  slots 
Internal  diameter  of  the  laminations 
Axial  length  of  core  between  flanges 
Effective  length  of  core  (magnetic  iron) 

Depth  of  the  slot 

Width  of  tooth  -H  slot  at  periphery 
Width  of  tooth -(-slot  at  bottom  of  slot  . 

Width  of  the  slot 

Number  of  slots     

Number  of  slots  per  pole  ... 

Width  of  tooth  at  periphery 

Minimum  width  of  tooth ... 

Average  width  of  tooth    ... 

Radial  depth  of  the  laminations — ^total ... 

Radial  depth  of  the  laminations  below  slots 

Number  of  ventilating  ducts       

Width  of  each  duct  

Effective  length  of  core -r  total  length  of  core 
Height  of  uninsulated  conductor 

Width  of  „  „         

Cross  section  bare  conductor,  square  centimetre 

Amperes  per  conductor 

Amperes  per  square  centimetre 

Conductors  per  slot 
Total  copper  cross  section  per  slot 
Width  X  depth  of  slot,  square  centimetres 
"  Space  factor  "  of  slot      


..  1300 

..  650 

..  1246 

..  800 

..  310 

..  265 

..  27 

..  18-2 

..  17-5 

..  90 

..  224 

..  28 

..  9-2 

..  8-5 

..  8*9 

..  250 

..  223 

..  3 

..  7 

..  -864 

..  100 

..  0-9 

..  -09 

..  36-3 

..  404 

..  8 

..  -72 

..  2-43 

..  -30 
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Magnet  Core : — 

Length  of  the  pole  face  parallel  to  the  shaft      310 

Diameter  of  the  bore  of  the  pole  face 13]6 

Mean  length  of  the  pole  arc        350 

Batio  of  pole  arc  to  pitch -68 

Thickness  of  the  pole  shoe  at  the  centre  of  arc  20 

Radial  length  of  the  magnet  core  267 

Magnet  core  diameter       335 

Radial  length  of  the  air  gap,  at  centre 8 

„  „  at  pole  tips  16 

„  »  average     9 

Distance  between  pole  tips  166 

Yoke:- 

Extemal  diameter 2140 

Internal  diameter 1920 

Thickness  of  yoke 110 

Axial  width  510 

Radial  thickness  of  the  pole  seat  15 

Commutator: — 

Diameter 770 

Number  of  segments        448 

Thickness  of  segment + insulation  at  periphery  5*4 

Thickness  of  the  insulation  between  segments  0'7 

Thickness  of  a  segment  at  the  periphery  4*7 

Length  from  external  end  to  commutator  connection 125 

Elbctbigal  and  MAaNETio  Data 
Armattvre : — 

Total  induced  voltage,  full  load 540 

Terminal  voltage,  full  load  550 

Number  of  face  conductors  in  both  vrindings 1792 

Number  of  slots 224 

Number  of  conductors  per  slot 8 

Total  amperes  to  both  commutators  in  parallel  580 

Number  of  circuits  16 

Amperes  per  circuit  36*3 

Number  of  conductors  in  series  between  brushes         112 

Mean  length  of  a  single  turn,  centimetres         183 

Number  of  turns  in  series  between  brushes      56 

Total  length  of  conducting  path  between  brushes,  centimetres  10,250 

Cross  section  of  one  conductor,  square  centimetres      "092 

Cross  section  of  all  parallel  conductors,  square  centimetres,  one 

winding 0*72 

Specific  resistance  at  60°  Cent.,  ohm      -0000020 

Resistance  of  winding  from + to  -  at  60**  Cent.,  one  winding,  ohm  -0284 

IR  loss  in  armature  at  60''  Cent.,  volts 8  2 

IR  loss  in  the  series  spools  at  60**  Cent.,  volts I'l 


i^i  ELEGTRIG  MOTORS 

A  rmcUure —continued . 

IR  loss  at  the  brush  contact  surfaces,  volt         0*9 

Total  internal  IR loss,  volts         102 

Kilogrammes  armature  copper  in  both  windings         132 

Calculation  of  Sparking  Constanta : — 

Volts  per  segment 9*8 

Peripheral  speed  commutator  in  metres  per  second  (A)         ...  18*2 

Length  of  the  arc  of  brush  contact         16 

Length  of  the  arc  of  brush  contact + width  one  segment  (B)  . . .  21 

-— —  =71  j       430 

Width  of  a  segment  at  the  periphery,  including  insulation    ...  54 

Maximum  number  of  coils  short  circuited  under  a  brush       ...  3 

Turns  per  coil  (5) 1 

Maximum  number  of  simultaneously  commutated  conductors 

per  group  (r)       12 

Mean  length  of  one  turn,  centimetres 183 

Effective  length  of  core,  centimetres       26*5 

" Free  length"  per  turn  (»)  130 

"Embedded  length ''per  turn  (t)  53 

Lines  per  ampere  turn  per  centimetre  of  " free  length  "  (u)  ...  0*8 

Lines  per  ampere  turn  per  centimetre  of  "  embedded  length  "  (v)  4'0 

Lines  per  ampere  turn  for  "  free  length ''  (uxs)  104 

Lines  per  ampere  turn  for  "  embedded  length  "  (vxt)  ...  212 

Lines  per  ampere  for  "free  length 'M^xttx  «  Wo      624 

Lines  per  ampere  for  ^' embedded  length "  {rxvxt)=p         ...    2540 
Total  lines  linked  with  short-circuited  coil  per  ampere  (o+p)       3164 

Inductance  per  segment,  V^L^f)  = ;,  henry -0000316 

Reactance  per  segment  (2ir  n  Q  ohm      *085 

Reactance  voltage,  volts 3*1 

The  reactance  voltage  in  the  above  calculation  was  based  on 
the  assumption  that  the  brushes  on  both  commutators  occupied 
the  same  angular  position,  but  in  actual  practice  the  machine  has 
the  brushes  for  one  commutator  set  permanently  with  about  one 
segment  backward  lead,  and  the  brushes  of  the  other  commutator 
with  about  1*5  segments  backward  lead  It  is  claimed  that  this 
arrangement  causes  the  currents  in  the  short-circuited  coils  of  the 
two  windings  to  partly  neutralise  one  another  so  far  as  relates  to 
setting  up  a  flux  of  self-induction,  and  that  the  reactance  voltage 
is  thereby  materially  decreased.  No  rocking  gear  is  provided,  the 
brushes  being  bolted  fast  in  this  position,  and  the  machine  has 
been  loaded  up  to  600  horse-power  at  500  revolutions  per  minute, 
the  severest  test  for  commutation,  and  throughout  a  long  series 
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of  tests  no  signs  of  sparking  were  observed.    This  was  also  the 
case  during  a  one  and  a  quarter  hours'  run  at  640  amperes  and 
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Fig.  177. 


IRON,  BRUSH  ft  BCARINO  FRICTION 

a  wiNPAOE  LoaaEa 

OR     400    H.P.   MOTQl: 


300 

Volts. 

FiQ.  178. 


450  revolutions  per  minute,  with  only  450  volts.    Figs.  177  to 
181  are  curves  of  saturation  losses  and  efficiency. 
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The  magnetic  circuit  calculations  are  carried  out  in  parallel 
columns  for  450  revolutions  per  minute  and  300  revolutions  per 
minute,  with  550  terminal  volts,  and  the  two  commutators  in 
parallel.  These  are  also  equivalent  to  the  commutators  in  series 
and  225  and  150  revolutions  per  minute. 


,  BEARING  A  BRUSH  nUCTION 
A  WINDAGE  LOSSES. 
FOR    400  H.P.  MOTOR. 
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Table  XXVI.— Particulars  of  Magnetic  Circuit. 


Flux  entering  armature  per  pole,  full  load  megalines 

Corresponding  internal  voltage         

Corresponding  terminal  voltage        

Leakage  factor 

Flux  generated  per  pole,  full  load,  megalines 

Armaiwe : — 

Cross  section  of  the  core,  square  centimetres 

Density,  fiill  load,  c.g.8.  lines 

Ampere  turns  per  centimetre,  full  load       

Magnetic  length  per  pole,  centimetres         

Ampere  turns,  full  load  


Rers. 
Minute. 

8-06 

soo  Rers. 
per  Minute. 

1210 

539 

539 

650 

550 

MO 

110 

8-85 

133 

1180 

1180 

6800 

10,300 

3 

5 

20 

20 

60 

100 
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Teeth:— 

Number  of  teeth  per  pole       

Number  of  teeth  directly  below  a  mean  pole  arc    . 
Percentage  increase  allowed  for  spread 
Total  number  of  flux  carrying  teeth  per  pole 
Cross  section  of  one  tooth  at  root,  square  centimetres 
Total  cross  section  at  the  bottom  of  these  teeth, 
square  centimetres 


4M  Rera.         800  ReTK. 
per  Mlonte     per  Minute. 

28 

19 

10 

21 

3S             22-5 

470 


wo  zoo  900  400 

MorttB  Po9irv  OvUpuJb. 

Fig.  180.— Efficiency  Curves  for  400  Horse-power  Motor. 


Apparent  density,  full  load,  cg.s.  lines 

Mean  width  of  tooth,  millimetres 

Width  of  slot,  millimetres     

Mean  width  of  tooth -^ width  of  slot ... 

Corrected  density,  full  load,  cg.s.  lines 
Ampere  turns  per  centimetre,  full  load 

Length,  centimetres 

Ampere  turns,  full  load         


17,200  26,800 


8*9 
9-0 
1-0 


17,200  22,800 

70  900 

2-7  2-7 

190  2430 
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Air  Gap : — 
Cross  section  at  pole  face,  square  centimetres 
Density  at  pole  face,  full  load,  cg.s.  lines    ... 
Mean  length  of  air  gap,  iron  to  iron,  centimetres 
Ampere  turns,  full  load  

Magnet  Core : — 

Cross  section,  square  centimetres      

Density,  full  load,  c.g.8.  lines  

Ampere  turns  per  centimetre,  full  load 

Magnetic  length,  centimetres 

Ampere  turns,  full  load  

CPriOICNCY   OP 
400  H.R    MOTOR  AT 
VARIOUS      8PCfDS. 


450  Revs, 
per  Minute. 

800ReVi. 
per  Minute. 

...      1090 

1090 

...     7400 

11,100 

...     -9 

•9 

...     5300 

8000 

...     885 

885 

...     10,000 
...     8 

15,000 
29 

...     29 

29 

...     230 

840 

--  iOOJU^JEuU/f^ooudf 


"0  7(W  2M  800  4tHi 

*$tt^9)  "Be^obulona    per  MoruUe 

Fia.  181. 
Yoke  :- 
Cross  section,  square  centimetres 
Density,  full  load,  cg.s.  lines 
Ampere  turns  per  centimetre,  full  load 
Magnetic  length,  per  pole,  centimetres 
Ampere  turns,  full  load  

Ampere  Twms  per  Spool : — 
Armature  core  . 
Armature  teeth 
Air  gap  ... 
Magnet  core 
Yoke      

Total  number  of  ampere  turns  per  spool 
Observed  values  (see  Fig.  206) 


sao 


1120 

1120 

7900 

11,900 

6 

11 

39 

39 

230 

430 

60 

100 

190 

2,430 

5300 

8,000 

230 

840 

...       230 

430 

6010 

11,800 

5400 

10,500 

EXAMPLES  OF  MOTOR  DESIGNS  157 

The  following  calculations  for  the  shunt  spool  winding  relate 
to  the  strongest  excitation  attainable  at  550  volts : — 

Table  XXVIL— Shunt  Spool  Winding  Calculations. 

Volts  available  at  shunt  terminals  660 

Voltage  per  shunt  spool  at  60*"  Cent.      69 

Internal  diameter  spool,  centimetres      ...         33*6 

Radial  depth  of  wiuding,         „  7*0 

External  diameter  of  spool,      „  ...        47*6 

Internal  periphery  of  spool,     „  105*6 

External  periphery  of  spool,    „  150*0 

Mean  length  of  one  shunt  turn,  metres  (a)        1*28 

Ampere  turns  per  shunt  spool  (b)  11,200 

ab 14,300 

*000l76xa«b«        36,000 

Axial  length  of  shunt  spool,  centimetres  19 

Cross  section  of  shunt  spool  winding,  square  centimetres  (r)  133 

*' Space  factor '^  of  shunt  spool  (s)  ...        '60 

Cross  section  copper  in  shunt  spool  (t  «r  x  s) 80 

Cubic  centimetres  copper  in  shunt  spool  (100  at)      ...        h..  10,200 
Kilogrammes  copper  per  shunt  spool  (1  cubic  centimetre  cop- 
per =  *0089  kilogramme)          91 

Watts  per  shunt  spool  (watts=  :?00176x^\        3^ 

\  weight  in  kgs.  / 

External  cylindrical  surface  per  spool,  square  decimetres      ...  28*5 
Watts  per   square  decimetre  of    external  cylindrical    spool 

surface 13*9 

Amperes  per  shunt  spool  (watts  -r-  volts  per  spool)       6*76 

Turns  per  shunt  spool      1940 

Cross  section  copper  per  turn,  square  centimetres       '0415 

Current  density  in  amperes  per  square  centimetre      140 

Diameter  of  bare  copper  conductor         2*30 

Diameter  of  insulated  copper  conductor  2.45 

Insulation  employed  on  conductor         S.C.C. 

Watts  in  all  shunt  spools  at  60°  Cent 3160 

Weight  total  shunt  copper  in  kilogrammes,  all  spools  ...  728 

Resistance  of  eight  shunt  spools  at  60"*  Cent.,  ohms     96 

There  are  two  separate  series  windings,  each  connected  to  its  own  com- 
mutator, so  as  to  secure  the  full  compounding  whether  the  commutators  are 
coupled  in  series  or  in  parallel.  Each  winding  is,  for  the  sake  of  simplicity 
in  construction,  carried  out  on  every  other  pole. 

Spool  Winding  (Series). 

Ampere  turns  (series),  full  load 1800 


Total  amperes  of  the  machine,  full  load  per  winding 

Amperes  in  the  series  di verter  rheostat 

Amperes  in  the  series  winding 

Turns  per  spool  (series) 


290 
90 
200 
9 
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Dimensions  of  the  conductor,  millimetres 

Number  in  parallel  

Total  cross  section,  square  centimetres 

Amperes  per  square  centimetre 

Mean  length  of  turn,  centimetres  

Total  length  of  conductor  per  series  spool,  centimetres 

Resistance  per  spool  at  60"*  Cent.  

Watts  lost  per  spool  at  60*"  Cent.  

Cylindrical  surface,  square  decimetres 

Watts  lost  per  square  decimetre  at  60**  Cent    ... 
Resistance  of  four  series  spools  at  60"*  Cent. 
Watts  lost  in  eight  series  spools  at  60*"  Cent.     . . . 
Weight  of  copper  per  series  spool,  kilogrammes 
Total  weight  of  series  copper,  kilogrammes 
Total  cross  section  of  copper  per  series  spool    . . . 
Total  cross  section  of  winding  space  per  series  spool 
"  Space  factor ''  of  the  series  spool  

ArmaJture  Copper  Loss : — 
Resistance  of  the  winding  from  +  to -at  60**  Cent.,  ohm 

Total  amperes  to  commutator      

Watts  lost  in  armature  copper  at  60°  Cent.,  one  winding 


Core  Loss : — 


460Sevi. 
per  Minute. 


30x2 

3 

1-8 

111 

140 

1260 

•0014 

66 

12-5 

4-6 

•0066 

448 

20 

160 

16-2 

40 

•40 


..  -0284 

..  290 

..  2380 

SOOBers. 
per  Minute. 


Weight  of  the  armature  teeth,  kilogrammes 
Weight  of  the  armature  core,           „ 
Total    weight    of    armature    laminations, 
kilogrammes  

Flux  density  in  the  core,  kilolines  (D) 

Periodicity,  cycles  per  second  (N) 

DxN-MOO     

Watts  lost  in  iron  per  kilogramme  (from  Fig. 

2n 

Total  core  loss  (estimated),  watts    

Total  core  loss  (observed),      „        

Armature  copper  loss  

Armature  iron  loss 

Total  armature  loss 

Circumference,  decimetres 

Axial  length  of  the  winding,  decimetres     ... 
Peripheral  surface,  square  decimetres 
Watts  per  square  decimetre  of  peripheral 

surface         

CommutcUor  Losses: — 
Length  of  brush  contact  arc,  millimetres ... 

Width  of  brush,  millimetres 

Contact  surface  per  brush,    square  centi- 
metres          


8 

110 

1490 

1600 

6-8 

10-3 

30 

20 

.  2-04 

2-06 

6-1 

63 

8160 

8460 

11,700 

4760 

11,300 

16,060 

40-8 

6-6 

266 

60 

16 


61 
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GommtUator  Louss — continued. 

Number  of  brushes  per  pole  per  commutator 

Total  number  of  positive  brushes 

Contact  Bur&ce  of  all  positive  brushes^ 
square  centimetres  

Current  strength  of  the  machine,  amperes 
per  commutator     

Amperes  per  square  centimetres  of  brush 
contact  surface       

PR  loss  in  watts  per  ampere,  from  Table 
XVIII.,p.  104       

I'R  loss  at  brush  contacts,  positive  plus  nega- 
tive per  commutator        

Peripheral  speed  of  commutator  in  metres 
per  second 

Brush  friction  loss  in  watts  per  ampere,  from 
Table  XIIL,  p.  104  

Brush  friction  loss  in  watts 

Total  commutator  loss,  watts  per  commutator 

GommtUator  Tenvperature  Increase : — 

Circumference,  decimetres 

Length  of  commutator  surface,  decimetres 
Cylindrical  surface  of  commutator,  square 
decimetres  per  commutator         

Watts  per  square  decimetre  of  cylindrical 
surface         


460ReT8 
per  Minute. 


SOORers. 
per  Mlnnte. 


3 
12 

61 

290 

4-76 

1-8 

520 


18-2 

12*2 

3-0 

20 

,  870 

580 

•  1390 

1100 

24-2 

1-25 

30-2 

A 

43-5 


36-5 


Efficiency  at  &f  Cent.  ;— 

Iron  loss,  watts  

Watts  lost  in  armature  copper 

Watts  lost  at  the  brush  contact  resistance 

at  the  commutator 

Brush  friction  loss  at  the  commutator 
Friction  loss  at  bearings  and  windings 
Watts  lost  in  shunt  winding 
Watts  lost  in  series  winding 
Watts  lost  in  shunt  rheostat 
Watts  lost  in  series  diverter  rheostat 

Total  of  all  losses  

Output  at  full  load,  watts     

Input  at  full  load,  watts       

Commercial  efficiency  at  full  load   ... 


.  11,300 

11,700 

4,760 

4,760 

.   1,040 

1,040 

1,740 

1,160 

1,700 

1,540 

400 

1,500 

450 

450 

700 

700 

200 

200 

..  22,290 

23,050 

..  295,000 

295,000 

..  317,290 

318,050 

.  930 

92-6 

CHAPTEE  IX 

FORM  WOUND  AKMATURK  COILS 


§  1.  The  Design  of  Ooils  by  the  Alioth  Oompany.— In 
the  descriptions  of  these  various  motors,  considerable  differences 
will  have  been  noticed  in  the  shapes -of  the  form  wound  coils,  and 


Fig.  182.— Alioth'8  Form  Winding. 

in  the  details  of  their  arrangement.  The  design  and  construction 
of  these  coils  is  an  exceedingly  important  detail  of  small  motors, 
especially  of  those  for  such  speeds  and  voltages  as  have  more  than 


Figs.  183  and  184.— Alioth's  Form  Winding. 

one  turn  per  commutator  segment.  One  of  the  earliest  methods 
of  form  winding  is  described  in  the  Alioth  Company's  D.R.P. 
34,783,  of  March  17th,  1885.  The  illustration  in  the  patent  is 
reproduced  in  Fig.  182.  A  dififerent  and  more  clear  idea  of  the 
winding  is,  however,  obtained  from  Fig.  184,  which  is  reproduced 
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from  Arnold's  Ankerunckltmgen  und  AnkerkonstruMioneri,  page 
323  of  the  third  edition.  Arnold  states  that  it  is  the  winding 
requiring  the  least  length  of  wire.  This,  of  course,  is  an  important 
point,  since  it  contributes  to  increased  efficiency,  decreased  in- 
ductance, decreased  weight  of  copper,  and  more  compact  con- 


FiGS.  185, 186  and  187.— The  Bickemeyer  and  Webber  Windinga. 


struction.     It  will  be  noticed  that  this  Alioth  winding  is  more 
free  from  sharp  bends  than  many  of  the  other  form  windings. 

§  2.  Eickemeyer's  Form  Wound  Ooils.— The  Eickemeyer 
winding  (D.RP.  45,413,  of  February  14th,  1888)  is  the  best  known, 
and  for  many  years  most  widely  used,  form  winding.  Figs.  185 
and  186  are  reproduced  from  the  patent,  und  represent  perspective 
views  of  coils  for  two  and  four-pole  motors.      The  Eickemeyer 

L 
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patent  describes  winding  forms  for  use  in  winding  such  coils. 
One  of  the  many,  more  modern,  methods  is  described  in  Webber's 
U.S.A.  patent  No.  561,636,  of  1896.  A  perspective  view  of  a  coil, 
as  wound  by  this  method,  is  shown  in  Fig.  187. 

§  3.  Recent  Improvements  in  Form  Womid  Ooils 
Design.  —  Other  methods  of  constructing  form  wound  coils 
are  described  in  Langdon-Davies  &  Soames*  British  patent  7373, 
of  1900,  and  in  Rothert's  U.S.A.  patent  No.  660,659. 


^\\\\\\\\\\yi 


uwwv  \  W-TTt 
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Figs.  188,  189  and  190.— Eickemeyer  Type  of  Winding,  End  Connections. 

The  end  connections  of  windings  of  the  Eickemeyer  type,  as 
well  as  of  bar  windings,  were  at  first  generally  arranged  in  planes, 
approximately  normal  to  the  armature  surface,  as  shown  in  Fig. 
188.  By  that  arrangement  one  often  encoimtered  limitations  with 
reference  to  the  space  available  for  the  end  connections,  these 
becoming  crowded  at  their  lower  ends,  especially  on  armatures  of 
small  diameter.  In  a  modified  type  which  has  been  frequently 
employed,  this  diflSculty  is  partly  overcome  by  arranging  the  end 
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connections  on  a  conical  soxface^  as  shown  in  Fig.  189,  thus  giving 
moie  room  for  the  lower  ends.  Nowadays  the  most  frequently- 
used  construction  is  that  shown  in  Fig.  190,  where  the  end  con- 
nections are  arranged  on  the  same  cylindrical  surface  as  the 
face  conductors.  This  leads  to  a  better  mechanical  and  thermal 
design.  Moreover,  it  has  not  been  found  necessary  to  devote  much 
more  space,  lengthwise,  to  the  armature  winding,  although  the 
tendency  is  to  that  result.  An  objection  is  that  it  is  unsuitable 
for  one  layer  windings.  Figs.  191,  192,  and  193  show  a  coil  as 
wound  by  the  method  described  in  Persson  &  Thomson's  U.S.A. 


/\ 


V 


Fios.  191, 192  and  193.— Persson  and  Thomson's  Winding. 


patent  No.  539,881.  A  Swiss  patent,  No.  21,731,  of  1900,  of 
Mallett's,  illustrates  such  a  coil  as  wound  with  flat  strip.  Fig. 
194  is  a  perspective  view  of  a  4-tum  coil  by  this  method.  Fig. 
195,  taken  from  the  same  patent,  is  also  a  perspective  view  of  a 
coil  wound  from  flat  strip.  Fig.  196  is  an  end  view  of  this  coil, 
which  is,  at  the  commutator  end,  wound  in  an  extension  of  the 
armature  surface,  and  at  the  other  end  has  the  end  connections  in 
planes  normal  to  the  armature  surface.  A  modem  type  inter- 
mediate between  Figa  188  and  190  was  devised  by  Batchelder, 
U.S.A.  patent  No.  596,136,  of  1897.  This  is  shown  in  Figs.  197 
and  198.    The  end  connections  start  ofif  similarly  to  the  winding 
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of  Fig.  190,  bend  round,  and  ultimately  return  to  the  lower  con- 
ductors similarly  to  the  winding  of  Fig.  188. 


Figs.  194,  195  and  196.— Malletf  a  Flat  Strip  Winding. 

In  the  windings  of  Figs.  188  to  198  the  outgoing  and  return- 
ing sides  of  the  end  connections  lie  close  together ;  no  considerable 


Figs.  197  and  198.— Batchelder's  Winding. 


internal  space  is  enclosed  by  them  ;  all  are,  moreover,  distinguished 
by  the  presence  of  a  quirk  at  the  extreme  end  where  they  bend 
back 
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If,  as  in  Fig.  199,  a  short  diagonal  ligament  is  used  to  connect 
the  top  to  the  bottom  conductor  in  windings  of  the  type  shown  in 
Fig.  190,  the  length  which  the  winding  occupies  in  a  direction 
parallel  to  the  shaft  is  decreased.  This  is  shown  diagrammatically 
in  Fig.  200.  But  to  make  the  winding  very  much  shorter  by  in- 
creasing the  length  of  these  ligaments,  it  is  necessary,  in  order  to 
provide  the  requisite  room  for  them,  to  bend  down  the  lower  con- 
ductor, as  shown  in  Fig.  201.  This  permits  of  making  the  liga- 
ment considerably  longer,  as  shown  in  Fig.  202,  and  the  length  of 
the  winding  parallel  to  the  shaft  is  still  shorter,  as  shown  in 
Fig.  203. 


fom 


FiOB.  199,  200,  201.    Diagonal  Ligament  Connections.     Figs.  202,  203. 

Windings  employing  these  principles  to  a  greater  or  less  extent 
have  been  proposed  from  time  to  time  (compare  also  the  Alioth 
winding.  Fig.  184),  and  one  of  their  characteristics  is  that  an 
annular  space  is  formed  by  the  inner  contour  of  the  end  connec- 
tions when  the  coils  are  all  in  place.  They  are  also  generally 
characterised  by  a  smooth  gradual  bend  or  twist  at  the  end,  as 
distinguished  from  the  abrupt  quirk  of  the  other  types.  They 
may  also  be  adapted  to  use  as  "one-layer"  windings  when 
required. 

§  4.  The  Shortest  Possible  Ooil. — It  has  occurred  to  the 
writer  (see  British  Patent  No.  17,489,  of  1901)  that  the  shortest 
coil  would  have  its  connections  formed  on  the  principle  of  an 
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equilateral  triangle  bent  out  of  its  original  plane,  and  with  the 
comers  rouhded  o£F  and  otherwise  modified  to  adapt  it  to  joining 
the  two  corresponding  face  conductors  by  im  essentially  three- 
sided  equilateral  end  connection. 

For  the  case  of  a  two-layer  winding  it  might  sometimes  be 
convenient  to  first  wind  the  coils  in  one  plane,  and  of  the  sb^pe 
shown  in  Fig.  204  After  opening  out  the  coils,  anduMsembling 
them  on  the  armature  core,  they  will,  in  end  and  plan  views,  have 


f62Ull 


Fios.  204,  205  and  206.— Hobart  Winding. 


the  appearance  shown  in  Figs.  205  and  206.  From  the  diagram- 
matical representation  in  Fig.  207,  it  will  be  seen  that  the  inter- 
mediate member,  B,  of  the  three  equal  components  of  the  end 
connection,'lies  in  principle  on  a  conical  Surface^  as  does  also  the 
member  C.  This  and  the  inclination  of  line  B,  as  seen  in  vertical 
projection,  together  with  the  general  tendency  to  conform  to  the 
proportions  of  an  equilateral  triangle,  serve  to  differentiate  this 
winding  from  others,  amongst  which  one  sometimes  finds  instances 
where  the  intermediate  link  is  generally  shorter  than  the  others, 
and  lies  in  a  plane  perpendicular  to  the  shaft,  the  intermediate 
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link  itself  being  sometimes  radial  and  sometimes  inclined.  In 
other  windings  sometimes  occurring,  the  component  B  lies  in  a 
conical  surface,  but  the  component  C  lies  in  a  plane  perpendicular 
to  the  plane  of  the  shaft,  and  in  still  another  tlie  component  A 
constitutes  a  straight  prolongation  of  the  face  conductor.  The 
dotted  lines  in  Fig.  207  show  the  length  which  would  have  been 
occupied  by  the  winding  had  it  been  of  the  type  shown  in 
Rg.  190. 

In  windings  of  the  type  illustrated  in  Figs.  204  to  206,  the 
annular  space  may  be  utilised  to  contain  a  solid  or  hollow  annular 
lii^  of  good  conducting  material,  as  indicated  in  Fig.  208;  and 


Fig.  207.— Two-layer  Winding. 

windings  of  the  type  shown  in  Fig.  190  may  have  secondary  cir- 
cuits arranged  as  shown  in  Figs.  209  and  210.  In  Fig.  209  the 
secondary  circuits  are  completed  at  the  inner  end  by  rivets  between 
the  end  connections.  One  of  these  is  shown  dotted  in  the  figure. 
Whether  internal  or  external  to  the  end  connections,  as  in  Figs. 
208  and  209,  or  interleaved  with  them,  as  in  Fig.  210,  these 
secondary  circuits  serve  the  purpose  of  decreasing  the  inductance 
of  the  armature  coils  when  undergoing  short  circuit  at  the 
commutator  brushes,  and  thus  impr.ove  the  commutation  of  the 
motor.  It  may  at  first  occasion  surprise  that  it  should  be  main- 
tained that  a  decrease  in  the  inductance  of  the  end  connections 
alone  will  materially  decrease  the  total  induction  per  coil    This 
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is  the  case,  however,  in  many  modern  motors.  As  already  ex- 
plained, rough  averse  values  for  the  magnetic  flux  set  up  per 
ampere  turn  per  centimetre  of  length  of  coil  are  4*0  and  0*8  cg.s. 
lines  for  "  embedded  "  and  "  free  "  length  respectively,  the  former 
being,  therefore,  only  about  five  times  the  latter.  For  reasons 
relating  solely  to  the  most  economical  attainment  of  a  given  result, 
one  frequently  finds  cases  where  the  "free"  length  per  turn  is 
from  four  to  eight  times  the  "  embedded "  length.     If,  therefore. 


uumuuuuu 


Figs.  208,  209  and  210.- 


-Form  Winding  Secondary  Circuits. 


by  such  methods  as  those  illustrated  in  Figs.  208  to  210,  one  can, 
say,  halve  the  inductance  of  the  end  connections,  one  has,  in  the 
case  of  such  motors,  decreased  the  reactance  voltage  per  segment 
by  from  14  per  cent,  to  22  per  cent.  This  arbitrarily-chosen 
illustration  is  merely  cited  to  illustrate  that  the  proposition  should 
lead  to  no  inconsiderable  gain.  By  the  choice  of  proportions 
suited  to  employing  the  method  to  best  advantage,  20  per  cent,  to 
30  per  cent,  decrease  in  the  inductance  may  be  regarded  as  a  con- 
servative estimate  of  the  advantage  to  be  gained.  It  is  not  the 
writer's  opinion  that  the  extra  expense  of  such  constructions 
would  make  it  desirable  to  adopt  them  in  any  cases  except  the 
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extremes  where  commutatii^  consideratious  impose  a  limit. 
With  increase  in  rated  output,  speed,  and  voltage,  limits  are 
reached  where  sparkless  commutation  presents  difficulties. 

§  5.  The  Economical  Co-ordination  of  Horse-power, 
Speed,  Voltage,  ajid  Thermal  Capacity.— Thus  a  satisfactory 
single  commutator  shunt  motor  for  operation  in  either  direction 
with  fixed  brush  position — that  is,  for  operation  with  the  brushes 
in  the  neutral  point — is,  for  a  rated  output  of  600  horse-power  at 
600  volts  and  600  revolutions  per  minute,  a  relatively  expensive 
machine.  If,  however,  any  one  of  these  three  values  is  halved, 
a  satisfactory  design  is  at  once  possible  without  excessive  cost. 
Thus,  ratings  of  600  horse-power  at  600  volts  and  300  revolu- 
tions per  minute;  600  horse-power  at  300  volts  and  600 
revolutions  per  minute;  300  horse-power  at  600  volts  and 
600  revolutions  per  minute,  present  no  especial  difficulties  as 
r^ards  cost  and  quality,  and  good  motors  for  600  horse-power 
at  300  volts  and  300  revolutions  per  minute;  300  horse- 
power at  300  volts  and  600  revolutions  per  minute ;  300  horse- 
power at  600  volts  and  300  revolutions  per  minute,  are  rela- 
tively still  cheaper.  And  the  same  holds  true  in  still  greater 
measure  when  all  three  quantities  are  halved,  giving  a  rating 
of  300  horse-power  at  300  volts  and  300  revolutions  per  minute. 

For  all  the  above  comparisons,  the  extra  cost  of  the  commu- 
tator copper  for  transmitting  the  larger  currents  corresponding  to 
the  lower  voltages  is  not  taken  into  consideration,  and  the  conclu- 
sions arrived  at  as  to  relative  cost  have  to  be  modified  to  the 
extent  that  the  cost  of  the  commutator  copper  affects  the  total 
cost  of  the  machine. 

Considerations  relating  to  commutation  thus  still  lead  to 
restrictions  in  motor  design  to  the  extent  that,  for  large  capacities 
and  high  voltages,  the  choice  of  such  moderately  high  speeds  as 
would  from  other  standpoints  often  be  desirable,  presents  diffi- 
culties, and  even  for  smaller  motors  of  lower  voltages  there  exist 
speeds  at  which  these  difficult  conditions  are  encountered  when- 
ever it  becomes  desirable  to  employ  them. 

Hence  it  will  be  understood  that  the  cost  of  a  motor  for  a 
given  output  and  voltage  will  at  first  decrease  with  increased  rated 
speed,  reach  a  minimum,  and  then  increase.  The  higher  the 
motor's  rated  output  and  voltage  the  lower  is  this  most  economical 
speed.  While  the  great  majority  of  motors  are  required  for  speeds 
much  below  this  maximum  economical  speed,  and  hence,  when 
properly  designed,  are  rated  at  their  thermal  limit,  modem  re- 
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quirements  are  tending  rapidly  in  the  direction  of  liigher  speeds, 
and  motors  for  speeds  at  or  near  these  economical  limits  are 
becoming  more  frequently  required.  In  these  cases  good  commu- 
tation is  the  controlling  consideration  in  the  design,  and  methods 
of  decreasing  the  inductance  are  of  value  in  decreasing  the  cost  of 
machines  or  of  raising  the  limiting  economical  speed.  When,  at 
speeds  well  below  these  limits,  the  commutating  properties  of  a 
machine  are  poor,  it  is  an  indication  of  incorrect  design,  which 
may  be  remedied  in  more  economical  ways  than  by  resorting  to 
metliods  such  as  those  described. 


CHAPITER  X 

COMPARATIVE  DESIGNS  FOB  S5   U.P.   MOTOR 

§  1.  Traditional  Lines  of  Design. — From  the  large  number 
of  examples  of  modem  motors  which  have  been  given  in  the  last 
few  articles,  one  could,  of  course,  readily  work  out  a  safe  design 
for  a  motor  of  any  required  speed,  output,  voltage,  and  specified 
performance.  Unfortunately  this  is  the  process  generally  fol- 
lowed, and  but  little  originality  is  employed  so  far  as  relates  to 
the  general  proportions  adopted.  The  consequence  is  that  the 
design  of  the  continuous  current  motor  has  for  some  time  followed 
traditional  lines,  and  designers,  finding  such  a  general  agreement 
in  the  proportions  adopted  by  different  manufacturers,  are  often 
content  to  let  well  enough  alone,  and  confine  their  original  work 
to  detailed  modifications  in  which  no  unknown  elements  are 
involved. 

The  object  of  the  present  chapter  is  to  demonsti*ate  that 
amongst  the  heretofore  n^lected  proportions  there  is  a  wide 
field  for  advantageous  choice;  to  discuss  the  considerations 
involved  in  the  choice  of  proportions  for  any  particular  motor; 
and  especially  to  contrast  the  possible  results  with  those  obtained 
by  the  designs  nowadays  generally  employed. 

§  2.  Pour  Designs  for  Open  T^^  Motors  600  R.P.M.— 
Suppose  we  wish  to  design  a  35  horse-power,  600  revolutions  per 
minute,  220-volt,  open-type  shunt  motor,  we  may  employ  a  large 
magnetic  flux,  and  but  relatively  few  armature  turns,  as  is 
generally  done ;  or  we  may  go  to  the  other  extreme ;  or  we  may 
adopt  intertnediate  proportiona  It  is  quite  impossible  to  do 
justice  to  the  question  in  all  its  bearings  by  any  less  thorough 
process  than  by  carrying  through  a  series  of  comparative  calcula- 
tions. Otherwise  some  important  considerations  are  certain  to  be 
overlooked. 

In  columns  A,  B,  C,  and  D  of  the  following  tabular  speci- 
fication are  rough  preliminary  calculations  for  this  motor,  the 
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A 

B 

C 

D 

2260 

3660 

4760 

6120 

3-94 

2-46 

1-78 

1-41 

armature  strength  and  magnetic  flux  per  pole  face  in  the  four 
cases  being: — 

Armature  strength  per  pole,  ampei'e  turns 
Magnetic  flux  per  pole,  megalines 

Table  XXVIIL— Abranqement  of  Pbbliminary  Compartivb  Dbsionb  for 
FouR-POLB,  Open-type,  Shunt  Wound  36  Horse-power  Motor  for  220 
Volts  at  600  Ketolutions  per  Minute  (Fios.  212  to  219,  pp.  182, 183). 

Normal  Rating.  A  B  C  D 

Number  of  poles  4  4  4  4 

Kilowatts  input  as  motor         28*7       28*9       29*8       30*3 

Normal  rating  in  horse-power 

Speed  in  revolutions  per  minute 
Speed  in  revolutions  per  second 
Periodicity  in  cycles  per  second 
Terminal  voltage  

Amperes,  input  full  load  

Amperes  input,  no  load  

Watts  input,  no  load     

(Dimensions  are  in  mi 
ArmaiuTB: — 

External  diameter         

Axial  length  of  the  winding     

Diameter  at  the  bottom  of  the  slots    ... 
Internal  diameter  of  laminations 

Insulation  between  laminations,  percent 
„             „                 „          material 
Thickness  of  each  lamination 

Depth  of  the  slot  

Width  of  the  slot  as  stamped  (see  Fig. 
211)      

Width  of  the  slot,  assembled 

Number  of  slots 

Width  of  tooth  at  periphery  as  stamped 

Minimum  width  of  tooth,  as  stamped 

Average  width  of  tooth,  as  stamped     . . . 

Radial  depth  of  the  laminations 

Ditto,  below  slots  

Number  of  intermediate  ventilating  ducts 

Width  of  the  intermediate  ducts 

Total  axial  length  occupied  by  inter- 
mediate ducts 

Total  axial  length  occupied  by  insulation 

Effective  length  of  magnetic  iron 

Axial  length  between  flanges,  total     ... 

Ratio  axial  length  to  diameter 


'■- 

36 

600 

10 

20 

220 

_y 

131 

132 

136-6 

138 

7-3 

6-7 

6-6 

6-6 

1600 
llimeti 

1260   1220 

1200 

360 

396 

430 

460 

460 

390 

360 

330 

304 

337 

370 

392 

180 

200 

226 

240 

10 

Varnish 

0-6 

28 

29 

30 

34 

101 

7-9 

11-0 

9*2 

9-8 

7-6 

10-7 

8-9 

46 

71 

67 

71 

16-1 

9-7 

12-7 

11-2 

111 

7-0 

9-4 

8-1 

131 

8-4 

11-1 

9-7 

90-0 

97-6 

102-6 

1100 

62-0 

68-0 

72-6 

76-0 

2 

1 

1 

1 

10 

10 

10 

10 

20 

10 

10 

10 

28 

16 

11 

8 

262 

166 

110 

82 

300 

181 

131 

100 

•836 

•460 

•304 

•247 
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Dimensions  of  ArmaJtwre  Conductors : 

Height  of  uninsulated  conductor 
Width  of  uninsulated  conductor 

Height  of  insulated  conductor 

Width  of  insulated  conductor 


A 

B 

C 

D 

iro 

3-7 

120 

60 

20 

5-2 

1-2 

2-6 

11-3 

4-0 

12-3 

6-3 

2-3 

5-6 

1-5 

2-9 

Fig.  211, 

G  ConjdLuuctors 
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SLOTS      FOR      ALTER  N  ATI  ^e       DESIGNS 

Fon    as  H.F.      €00  rev,      zzo  volt,    shunt  motor.      loCcrvdLuotor^ 

6  A  2,6 


6  CondUjuctons' 
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10  Corvdut^tor^ 
12x1.2 


« 
ci 


-^ 

i 

1 
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I 
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I 
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Calculation  of  "  Space  Factor^*  of  Armature  Slot, 
and  of  Ourrent  Density  in  Conductors : — 
Cross'  section   bare  conductor,  square 

centimetres     

Amperes  per  conductor 

Amperes  per  square  centimetre  ... 

Conductors  per  slot       

Total  copper  cross  section  per  slot 
Width  by  depth  of  slot,  square  centimetres 
"Space  factor"  of  slot 

Dimensions  of  Magnet  Core : — 
Material. 
Length  of  the  pole  face  parallel  to  the  shaft 
l>iameter  of  the  bore  of  the  pole  face  ... 
Pitch  at  the  bore  of  the  pole  face 

Mean  length  of  the  pole  arc     

Bfttio  of  pole  arc  to  pitch         


•220 

•193 

•144 

•156 

666 

66-0 

67^8 

690 

306 

342 

470 

442 

6 

6 

10 

10 

1-32 

116 

1-44 

1^66 

2-82 

2-29 

330 

313 

•467 

•506 

•436 

•496 

Steel 

Steel. 

Iron. 

Iron. 

300 

181 

131 

100 

368 

403 

438 

468 

290 

317 

344 

367 

200 

220 

240 

256 

•696 

•695 

•696 

•696 

11 

11 

11 

11 

100 

100 

140 

140 

200 

155 

130 

114 

4 

4 

4 

4 

90 

97 

104 

112 

steel. 

Steel. 

Iron. 

Iron. 

760 

760 

930 

930 

640 

666 

770 

770 

60 

47-5 

80 

70 

320 

250 

300 

260 

25 

20 

15 

10 

174  ELEGTRIG  MOTORS 

Dimenmona  of  Magnet  Cor^— continued. 

Thickness  of  the  pole  shoe  at  the  centre 

of  the  arc        

Radial  length  of  the  magnet  core 

Magnet  core  diameter 

Radial  depth  of  the  air  gap 
Distance  between  pole  tips 

Dimensums  of  Yoke : — 
Material. 

External  diameter         

Internal  diameter  

Thickness  of  yoke,  exclusiye  of  ribs 

Axial  width        

Radial  thickness  of  the  pole  seat 

NoTB. — In  designs  A  and  B,  cast  steel  is  employed  for  the  yoke,  as  the 
section  required  for  the  large  magnetic  flux  employed  would,  with  cast  iron, 
be  rather  in  excess  of  convenient  dimensions  ;  but  in  designs  C  and  D,  where 
the  flux  is  much  smaller,  cast  iron  is  employed.  The  magnet  cores  in  designs 
A  and  B  are  of  steel,  and  are  cast  in  one  piece  with  the  yoke,  but  in  designs 
C  and  D  the  magnet  cores  are  of  Swedish  charcoal  iron,  around  which  the 
yoke  is  cast  Swedish  charcoal  iron  gives  the  best  magnetic  permeability  at 
these  densities  of  any  material  as  yet  commercially  attainable.  This  is 
practicable  in  small  motors,  and  avoids  the  high  local  magnetic  reluctance  in 
the  cast  iron  due  to  the  small  section  of  the  butt  joint  when  the  magnet  cores 
are  bolted  to  the  yoke.    The  pole  shoes  are  of  laminations  in  all  four  designs. 

DimeruioTu  of  Commutator : — 

Diameter 250 

Circumference 785 

Number  of  segments     135 

Thickness  of  segment  +  insulation  at 

periphery        5*81 

Thickness  of  the  insulation    between 

segments         0*70 

Thickness  of  a  segment  at  the  peri  phery    5*11 
Length  from  external  end  to  commutator 

Connection       100        92  83  75 

Dimensioiw  of  Brushes : — 

Number  of  sets 

Number  per  set 

Width  of  the  brushes 

Length  of  the  arc  of  contact     

Contact  surface  per  brush,  square  centi- 
metres   

Material  of  the  brushes 

Amperes  per  set  of  brushes       

Amperes  per  brush        

Amperes  per  square  centimetre 


300 

350 

400 

942 

1100 

1260 

213 

285 

355 

4-42 

3-86 

3*54 

0-65 

0-56 

0-64 

3-77 

3-30 

3-00 

4 

4 

4 

4 

4 

3 

3 

3 

22 

25 

22 

20 

15 

18 

21 

24 

33 

4-5 

4-6 

4-8 

Carbon 

A 

65*5 

660 

68-0 

69-0 

16-4 

220 

22-7 

23-0 

4-95 

4-90 

4-95 

4-80 
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Elkctrical  and  Maonetio  Data. 


Armature  ;— 

Terminal  voltage  

Namber  of  face  conductors       

Number  of  slots 

Number  of  conductors  per  slot 

Arrangement  of  theconductors  in  the  slot 

Style  of  winding 

Total  amperes  from  commutator 
Number  of  circuits  through  armature... 

Amperes  per  circuit      

Mean  length  of  a  single  turn,  centimetres 

Total  number  of  turns 

Number  of    turns   in  series  between 

brushes 

Total  length  of  conducting  path  between 

brushes,  centimetres 

Cross  section  of  one  conductor,  square 

centimetres     

Cross  section  of  all  parallel  conductors, 

square  centimetres     

Specific  resistance  at  60*"  Cent,  ohm   ... 

Resistance  of  winding  from + to  -  at  60^ 
Cent. 

IB  loss  in  armature  at  60"*  Cent,  volts 

IB  loss  in  the  brush  contact  surfaces, 
volts     

Total  internal  IB  loss,  volts     

Total  induced  voltage,  full  load 


A  B  c  D 

220  220  220  220 

270  426  570  710 

46  71  57  71 

6  6  10  10 

3x2  1x6  5x2  1x10 

Two-circuit  single  winding 

, * ^ 

131  132  135-5  138 

2  2  2  2 

65-5  660  68-0  69*0 

130  123  120  120 

135  213  285  355 

67-5   106-5   142-6   177-5 

8770   13,100  17,100  21,300 

-220   -183   -144   '156 

-440   -386   '288   -312 

^ , f 

-0000020 


-040  -068  12  -14 

6-2  9-0  16-1  18-9 

1-8  1-8  1-8  1-8 

7-0  10-8  17-9  20-7 

213-0  209-6  202-1  199*3 


Commutator  (Spabeino  Constants). 


Number  of  poles 

Number  of  segments 
Number  of  s^^ments  per  pole 

Voltage        

Volts  per  segment 

Number  of  slots 

Number  of  slots  per  pole  ... 
Total  number  of  face  conductors. 
Number  of  conductors  per  slot    . 
Armature  turns  per  pole  ... 
Armature  turns  per  segment 
Total  current  strength 

Style  of  winding    


136 

213 

286 

365 

33-8 

53-3 

71-3 

88-8 

220 

A 

6-6 

4-1 

3-1 

2-5 

45 

71 

57 

71 

113 

17-8 

14-3 

17-8 

270 

426 

570 

710 

6 

6 

10 

10 

33-8 

53-3 

71-3 

88-8 

1 

1 

1 

1 

131 

132 

136*5 

138 

Two-circuit  single  winding 
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Amperes  per  circuit  

Armature  ampere  turns  per  pole... 
Diameter  of  the  commutator,  metres 
Peripher  J  of  the  commutator,  metres 

Revolutions  per  second     

Peripheral  speed   in   metres   per 

second  (=A)      

Length  of  the  arc  of  contact  (  =  B), 

mm. 

Frequency  of  commutation  (cycles 

J   /     1000  A       \ 
per  second  (=    ..-.^=n]     ... 

Width  of  a  segment  at  the  periphery 
(including  insulation),  millimetres 

Maximum  number  of  coils  short 
circuited  under  a  brush 

Turns  per  coil  (5) 

Maximum  number  of  simultane- 
ously commutated  conductors  per 

gro^PW 

Mean  length  of  one  turn,  centimetres 
Effective  length  of  core,  centimetres 
" Free  length"  per  turn  («) 
'<  Embedded  length  "  per  turn  (t). . . 

Lines  per  ampere  turn  per  centi- 
metre of  "  free  length "  (m)      ... 

Lines  per  ampere  turn  per  centi- 
metre of  ^*  embedded  length  **  (v) 


A 

B 

C 

D 

66-5 

66-0 

68-0 

690 

2260 

3550 

4750 

6120 

•260 

•300 

•350 

•400 

•785 

-942 

1-10 

1-26 

10 

10 

10 

10 

7-85         9-42  11-0         12-6 

15  18  21  24 


262 


5-81 


4^42 


262 


3^86 


0-8 


4-0 


(^xux.)=c 


192 


370 


468 


Lines  per  ampere  for  '*  embedded 
length  "(rxt;xO=|}     

Total  lines  linked  with  short  cir- 
cuited coil  per  ampere  (o+p)  ... 

Inductance  per  segment,  henry    ... 

Reactance  per  segment,  ohm 

Number  of  sets  of  brushes  employed 
(for  wave  winding)        

Minimum  series  reactance  of  short 
circuit  conductors  (for  wave  wind- 
ing)   

Reactance  voltage,  volts 


1200        1240        1050 


262 


3-54 


3 

5 

6 

7 

1 

1 

1 

1 

6 

10 

12 

14 

130 

123 

120 

120 

25-2 

16-5 

11^0 

8-2 

79-6 

92-0 

98-0 

103-6 

50-4 

310 

22-0 

16-4 

♦- 

Tiines  per  ampere  turn  for  ''free 

' 

length"  (MX «) 

64 

74 

78  . 

83 

Lines  per  ampere  for  "embedded 

length  "(vxO     

200 

124 

88 

66-5 

Lines  per  ampere  for  "  free  length  " 

680 


920 


1392    1610    1518    1500 
•0000139  •0000161  -0000152  '0000150 
•0229   '0266   -0250   '0247 


-0229 
160 


•0265 
1-75 


•0250   '0247 
1-70    1-71 
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Magnetic  CiBcmT. 

A 

Flux  entering  armature  per  pole,  full 

load,  megalines  3*94 

Corresponding  internal  voltage  ....  213*0 

Gorreaponding  terminal  voltage  ...  220 

Leakage  factor 1*2 

Flux   generated   per   pole,  full    load, 


2*46 

1*78 

1*41 

209*6 

202*1 

199*3 

220 

220 

220 

1*2 

1*2 

1*2 

megalines 

Armaiwre : — 
Gross  section  of  the  core,  square  centi- 
metres   

Density,  full  load,  c.g.8.  lines 

Ampere  turns  per  centimetre,  full  load 
Magnetic  length  per  pole,  centimetres 
Ampere  turns,  full  load 

Number  of  teeth  per  pole         

Number  of  teeth  directly  below  a  mean 
pole  arc  

Percentage  increase  allowed  for  spread 

Total  number  of  flux  carrying  teeth  per 
pole      

Cross  section  of  one  tooth  at  root,  square 
centimetres     

Total  cross  section  at  the  bottom  of  these 
teeth,  square  centimetres      

Density,  full  load,  c.g.8.  lines 

Ampere  turns  per  centimetre,  full  load 

Length,  centimetres       

Ampere  turns,  full  load 

Air  Oap : — 

Cross  section  at  pole  face,  square  centi- 
metres   

Density  at  pole  face,  full  load,  cg.s.  lines 

Length  of  air  gap,  iron  to  iron,  centi- 
metres   

Ampere  turns,  full  load... 


4*73   2*95   214   1*69 


312 

218 

160 

125 

12600 

11300 

11100 

11300 

8 

6 

6 

6 

10 

11 

12 

13 

80 

70 

70 

80 

11*3 

17*8 

14*3 

17-8 

7*9 

12*3 

100 

12-3 

V 

10  per  cent. 

^ 


8*7 

13*5 

11*0 

13*6 

28*0 

10-8 

10-4 

6.7 

241 

146 

116 

90 

16300 

16800 

15600 

15800 

29 

46 

21 

23 

2*8 

2*9 

3*0 

3*2 

80 

130 

60 

70 

600 

398 

314 

455 

6650 

6200 

5650 

5500 

0*4 


0*4 


0-4 


0-4 


2100   1980   1810   1770 


Magnet  Cere: — 

Cross  section,  square  centimetres        ...  315  190  132  103 

Density,  full  load,  c.g.8.  lines 15000  15500  16200  16400 

Ampere  turns  per  centimetre,  full  load  29  35  29  30 

Magnetic  length,  centimetres 10  10  14  14 

Ampere  turns,  full  load  290  350  410  420 

The  investigations  of  Professor  W.  F.  Barrett  have  already  shown  that 
aluminium  steel  and  silicon  steel  of  suitable  proportions  are  superior  in 

M 
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penneability  even  to  the  purest  charcoal  iron,  and,  since  the  amounts  required 
for  magnet  cores  in  designs  such  as  C  and  D  are  very  small,  a  considerably 
higher  price  could  be  economically  paid  for  such  material,  since  a  small 
reduction  in  the  mean  length  of  turn  of  the  field  spool  would  lead  to  a  more 
than  proportional  saving  in  copper.  (See  **  Researches  on  the  Electrical 
Conductivity  and  Magnetic  Properties  of  upwards  of  one  hundred  different 
Alloys  of  Iron,"  by  Professor  W.  F.  Barrett,  Jowmal  of  the  IfutittUe  of 
Electrical  Engineers,  vol.  xxxi.,  1901-1902,  page  674.) 


Yoke:— 
Cross  section,  square  centimetres 

Density,  full  load,  c.g.s.  lines 

Ampere  turns  per  centimetre,  full  load 
Magnetic  length,  per  pole,  centimetres 
Ampere  turns,  full  load  

Ampere  Turns  per  Spool : — 

Terminal  voltage  

Internal  voltage 

Armature  core 

Armature  teeth 

Air  gap 

Magnet  core        

Yoke        

Total  number  of  ampere  turns  per  spool 

Total  ampere  turns  to  be  provided  per 
spool 


A 

384 

12300 

13 

28 

360 


220 

213-0 

80 

80 

2100 

290 

360 

2910 


B 
238 
12400 
13 
29 
380 


220 

209-6 

70 

130 

1980 

360 

380 

2910 


C 
480 
4450 
19 
32 
610 


2021 

70 

60 

1810 

410 

610 

2960 


D 
364 
4650 
20 
33 
660 


220 

199-3 

80 

70 

1770 

420 

660 

3000 


3200 


SHUNT  SPOOL  WINDING  CALCULATIONS. 


Volts  available  at  shunt  terminals 
Residual  voltage  per  shunt  spool  at  60" 
Cent 

Internal  diameter  spool,  centimetres  ... 
Radial  depth  of  winding,  „ 
External  diameter  of  spool,  „ 
Internal  periphery  of  spool,  „ 
External  peripheiy  of  spool,  „ 
Mean  length  of  one  shunt  turn,  metres 

(a)        

Ampere  turns  per  shunt  spool  (b) 

ab  

•000176xa*b«      

Axial  length  of  shunt  spool,  centimetres 
Cross  section  of  shunt  spool  winding, 

square  centimetres  (r)  

"  Space  factor  "  of  shunt  spool  (s) 
Cross  section  copper  in    shunt   spool 

(t=rxs)  


220 


55 


200 

15-5 

13-0 

11-4 

4-5 

4-4 

2-6 

2-5 

290 

24-3 

18-2 

16-4 

62-8 

48-8 

410 

35-8 

91-0 

76-5 

57-2 

51-6 

•769 

•627 

•491 

•437 

3200 

3200 

3200 

3200 

2460 

2010 

1570 

1400 

1060 

710 

433 

345 

10 

10 

14 

14 

450 

44-0 

36-4 

35-0 

0-50 

0-50 

0-45 

0-45 

22-5 

22-0 

16-4 

15-8 
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Cubic  centunetres  copper  in  shunt  spool 
(100  at)  

Kilogrammes  copper  per  shunt  spool 
(1  cubic  centimetre  copper  weighs 
'0089  kilogramme)     

Watts  per  shunt  spool 

(Watto=-  .  ^^176xa«b»        ) 
\  weight  in  kilogrammes/ 

External  cylindrical  surface  per  spool, 
square  decimetres       ...        

Watts  per  square  decimetre  of  external 
cylindrical  spool  surface       

Amperes  per  shunt  spool  (watts -4- volts 
per  spool)        

Turns  per  shunt  spool 

Cross  section  copper  per  turn,  square 
centimetre       

Current  density  in  amperes  per  square 
centimetre       

Total  watts  in  shunt  circuit  at  60°  Cent. 

Weight  total  shunt  copper  in  kilo- 
grammes, all  spools 


A 

B 

0 

D 

1730 

1380 

806 

690 

16-4 

12-3 

7-16 

6-15 

690 

68-0 

60-6 

66-0 

910 

7-66 

800 

7-26 

7-6 

7-6 

7-6 

7-7 

1-26 

105 

110 

1-02 

2560 

3060 

2910 

3140 

0-0088 

0-0072 

0-0066 

0-006( 

142 

146 

196 

204 

276 

232 

242 

224 

62 


49  29 


26 


ARMATURK 
ArmaJtwe  Gopper  Lass : — 
Resistance  of  the  winding  from + to - 

at  60**  Cent,  ohm       0040 

Total  amperes  from  commutator         ...     131 
Watts  lost  in  armature  copper  at  OO*" 
Cent 680 


0-068   012 
132      136-6 


014 
138 


1180      2180      2600 


Cere  Loss : — 
Weight  of  the  armature  teeth,  kilogs. 
Weight  of  the  armature  core,  kilogs.     . . . 

Total  weight  of  armature  laminations, 

kilogrammes 

Flux  density  in  the  core,  kilolines  (D) 
Periodicity,  cycles  per  second  (N) 

DxN-MOO        

Watts   lost  in   iron   per   kilogramme 
(obtained  from  Fig.  21,  page  29)      ... 
Total  core  loss  (estimated),  watts 


Armature  copper  loss 
Armature  iron  loss 


31 

21 

18 

16 

93 

60 

66 

50 

124 

81 

73 

66 

12-6 

11-3 

111 

11-3 

20 

20 

20 

20 

2-52 

'2-26 

2-22 

2-26 

6-4 

5-6 

6-6 

5-6 

790 

460 

400 

370 

lONBTAl 

680 

JT8. 

1180 

2180 

2600 

790 

460 

400 

370 

Total  armature  loss 


1470   1640   2680   2970 
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Circumference,  decimetres       11*36 

Axial  length  of  the  winding,  decimetrea  4*6 
Peripheral  surface,  square  decimetres . . .  SS^O 
Watts  per   square   decimetre  of   per- 
ipheral surface           28 

COMMUTATOR. 

Current  strength  of  the  machine,  amperes  131 
Amperes  per  square  centimetre  of  brush 

contact  surface  

PR    loss  in  watts  per  ampere  (from 

Table  XVIIl.,  page  104)      

Total  1«R  loss  at  brush  contacts,  watts 
Peripheral    speed    of  commutator    in 

metres  per  second      

Brush  friction  loss  in  watts  per  ampere 
Brush  friction  loss  in  watts      


1-8 


7-85 

1-0 

131 


B 
12-45 
3-9 
48-5 

34 


1-8 
240 

9-42 

1-2 

160 


C 

13-60 
3-6 

48-6 

63 


1-8 
244 

110 
1-36 
184 


B 

14-60 
3-3 

48-0 


132        136-6      138 


4*86       4-90       4-96       4-80 


1-8 
260 

12-6 

1-6 

207 


COHHUTATOR  THERMAL  CONSTANTS. 

Total  commutator  loss,  watts 367  400      428        467 

Circumference,  decimetres        7-86  9*42     11-0       12-6 

Length  of  commutator  surface,  deci- 
metres    1-00  0-92       0-83       0-76 

Cylindrical     surface    of    commutator, 

square  decimetres       7-85  8*66       916       9*40 

Watts  per  square  decimetre  of  cylin- 
drical surface 46-5  46-0       46-8       48-6 


Eppicibncy  at  60*  Cent, 

Iron  loss,  watts 790        460        400 

Watts  lost  in  armature  copper 680        1180      2180 

Watts  lost  at  the  brush  contact  resist- 
ance at  the  commutator         240        240         240 

Brush  friction  loss  at  the  commutator  130        160         180 

Friction  loss  at  bearings  and  air  friction  400        400         400 
Watts  lost  in  shunt  winding    ... 


370 
2600 


280        230 


260 
210 
400 


240 


Constant  losses 

Variable  losses 

Total  of  all  losses 
Output  at  full  load,  watts 

Input  at  full  load,  watts 
Commercial  efficiency  at  1^  load 
full  load 
«  "  *       n 

»  >i  2  » 

n  »  4  II 


1,600      1,260      1,220      1,200 
920      1,420      2,420      2,860 


2,620      2,670      3,640      4,060 
26,200    26,200    26,200    26,200 


28,720  28,870  29,840  30,260 

91-4  90*6  86-8  86-2 

91-0  90-6  87-8  86-6 

90-3  90-6  88-1  87*4 

87-6  89-0  87-6  871 

79-7  83-0  82-7 
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WEIGHTS  AND  COSTS. 
WsiaHTS  OF  THE  EFFSonvK  Matbbiaijs  (in  kilogrammes). 


A 

.  B 

C 

D 

Armatuie  laminations 

...       124 

81 

73 

57 

Annature  copper           

34 

45 

44 

60 

Commutator  segments 

20 

21 

23 

24 

Magnet  cores      

...       118 

71 

70 

54 

Pole  shoes,  slieet  iron    

20 

12 

8 

6 

Yoke,  with  allowance  for  feet  ... 

...       335 

213 

508 

390 

Shunt  copper  on  magnet  spools 

62 

49 

29 

25 

Total  effective  material 

...     713 

492 

755 

616 

Effective  material  per  horse-power 

...     20-4 

14-1 

21-6 

17-6 

per  kilog] 

ramme) 

Armature  copper           

••■ 

24 

Commutator  copper       

••• 

24 

Spool  copper       

... 

24 

Laminations 

••• 

3-6 

Cast  iron 

... 

2-2 

Cast  steel 

... 

4-5 

Wrought  iron      

... 

3-0 

Total  Cost  or  Effbotiyb  Material  (shillings). 


Armature  copper  

Commutator  copper       ...  -     ... 

Spool  copper       

Armature  laminations  ... 

Pole  shoe  laminations 

Cast  iron 

Cast  steel 

Wrought  iron     

Total  effective  material 

Effective  material  per  horse-power 


68 

90 

88 

120 

40 

42 

46 

48 

124 

98 

58 

50 

37 

24 

22 

17 

6 

4 

3 

2 

... 

... 

^ 

72 

170 

107 

... 

... 

... 

... 

18 

14 

445 

365 

328 

323 

12-7 

10-5 

9-4 

9-2 

Estimate  of  the  Total  Weight  of  Materials. 
Weight  of  non-active   material,  kilo- 


grammes    250 

Total  weight       963 

Total    weight  per   horse-power,  kilo- 
grammes            27*5 


250 
742 


250 
1005 


250 


21-2       28-6       24-8 
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The  four  designs  are  illustrated  in  Figs.  212  to  219,  pages 
182  and  183. 

The  results  for  cost  and  efiBciency  are  of  assistance  in 
deciding  as  to  the  best  proportions  to  be  followed  in  making 
the  final  design.     . 


J4- 4P5 


Ukhjb.) 


Fias.  212,  213,  214  and  215.— Designs  for  35  Horse-power, 
600  Revolutions,  220-yolt,  Shunt  Motors. 


§  3.  The  Bating  of  these  Designs  when  totally 
Enclosed.  —  But  there  is  still  another  consideration,  namely, 
the  rating  and  performance  of  these  designs  when  totally 
enclosed.  It  will  be  practicable  to  allow  7*5  watts  of  total 
internal  loss  per  square  decimetre  of  external  surface  of 
case.  This  will  result  in  a  thermometric  temperature  rise 
of  not  over  60°  Cent.  The  following  calculation  is  on  this 
basis: — 
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Table  XXIX.— Estimation  for  Totally  Enclosed  Motors. 

A 

Width  over  end  shields,  decimetres    ...  6*4 

Diameter  of  case,  decimetre      7*6 

External  radiating  surfiGU^, sq.  decimetres  243 

Permissible  watts  per  square  decimetre  7*5 


B 

c 

D 

5-6 

5-2 

4-7 

7-6 

9-2 

9-2 

224 

285 

270 

7-6 

7-6 

A4it   

7-6 

FiQS.  216,  217,  218  and  219.— Designs  for  35  Horse-power, 
600  Revolutions,  220-volt,  Shunt  Motors. 


Total  internal  loss  (a) 1820 

Constant  loss  (6),  same  as  for  open  motor  1600 

Variable  loss  (a -6)        220 

Variable  loss  as  open  motor      920 

Ratio  of  variable  losses,  enclosed  and 

open       -238 

Square  root  of  above  ratio        '488 


1680 

2140 

2020 

1250 

1220 

1200 

430 

920 

820 

1420 

2420 

2850 

•225 

•381 

•288 

•475 

•618 

•537 
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Horse-power  rating  as  totally  enclosed 

motor...  

Cost  of  net  effective  material,  shillings 
Ditto  per  horse  power,  shillings 
Efficiency  as  totally  enclosed  motor  at 

^load 

>»  »  >»  s     »> 

«  »»  »>  4      »> 

„  »  ,»        full     „ 

n  »»  »  ^4      » 


17-1 
445 
260 

66-4 
79-4 
86-1 
87-4 
89-1 


16-6 
365 
22-0 

70-9 
82*5 
86-3 
88-1 
88-9 


21-6 
328 
15-2 

75-7 

84-7 
87-4 
88-2 
88-4 


18-8 
332 
17-2 

73-6 
83-4 
86-5 
87-5 
.87-6 


These  results,  plotted  in  Figs.  220  to  226,  p^s  184  to 
187,  show  that  the  best  design  for  600  revolutions  per  minute, 
when  cost,  eflSciency,  and  rating  and  performance  when  totally 

COST  OP  NET  CFPECTIVE  MA1ZRIALF0R  35  H.P.,eOO  R.P.M. 
¥ig.220.  280  VOLT,  OPEN  TYPE  SHUNT  MOTOR. 
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Fig.  220. 


enclosed,  are  considered,  should  have  a  magnetic  flux  of  about 
2  megalines  per  pole  face,  as  against  the  general  use  of  from 
3*5  to  5*0  megalines  in  motors  for  this  rating.  Hence  it  is 
evident  that  great  economy  over  present  practice  in  open  motors, 
and  especially  in  totally  enclosed  motors,  is  obtainable,  and  that 
the  totally  enclosed  motors  are,  at  the  same  time,  greatly  improved 
But  one  cannot  generally  consider  a  single  design  by  itself;  we 
must  keep  in  mind  ratings  for  other  speeds  and  voltages. 

§  4.  The  Adaptation  of  same  Designs  to  other  Speeds. 
— Having  for  a  motor  of  given  capacity  arrived  at  the  most 
economical  proportions  for  a  given  speed,  it  is  very  practicable  to 
use  the  same  design  for  other  speeds,  merely  changing  the  length 
of  laminations  between  flanges  in  inverse  proportion  to  the  speed 
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required.  This  is  a  much  better  plan  than  that  followed  by  some 
designers,  of  using  larger  diameters  for  lower  speeds.  This  latter 
plan  is  dictated  by  the  consideration  that  the  use  of  a  high 

CURVES  OF  COST  OF  NIT  EFFECHVE   MATERIAL 

Fig.2Z1.  '•*  220  VOLT,    eoo  ktm. 


SHUNT  MOTORS 
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CURVES  OF  COST 
OF  NKT  CFFKC.   MATERIAL  IN  S20  VOLT, 
600  R.RM,  SHUNT  MOTORS. 
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Fias.  221  and  222. 


peripheral  speed  is  associated  with  the  most  efficient  use  of  a 
given  amount  of  active  material.  But  the  attainment  of  the 
latter  result  is  in  practice  controlled  by  many  other  considerations, 
and  the  writer  is  of  opinion  that  the  best  commercial  results  will 
be  obtained  by  employing  the  same  diameters  for  all  rated  speeds, 
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the  peripheral  speed  thus  being  inversely  proportional  to  the 
angular  speed.  This  plan  is  in  accordance  with  the  requirements 
for  good  commutation.  Machines  for  high-rated  speed  must,  from 
commutating  considerations,  be  narrow,  but  the  lower  the  rated 
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Figs.  223  and  224. 


speed,  the  lower  will  be  the  frequency  of  commutation,  and  the 
wider  may  be  the  machine  without  obtaining  an  undesirably  high 
reactance  voltage. 

The  35  horse-power  motor,  recalculated  for   600  revolutions 
per  minute  in  column  B  of  the  following  table,  is,  in  column  A, 
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widened  out  100  per  cent,  for  a  speed  of  300  revolutions  per  minute, 
and  in  column  C  it  is  narrowed  up  33*3  per  cent,  for  900  revolutions 
per  minute.      These  three  motors  are  for  220  volts.      For  these 

Fi^,ZZ5,  EFnOIENCY  CURVES 

30BLHLR22OVDLT,  600  R.P.M.,OPEN  TYPE 
SHUNT  MOTOR. 


10  20  90  W   go  €0   fO  90  BO  100 -no  no  190 
(na^tO  PKRCmHT  OF  RATED  OUTPUT 

EFnClENCY  CURVES  OF  220  VOLT.  600  R.P.  M.  TOTALLY 
ENCLOSED  SHUNT  MOIDRS, 


I0j09040    506070e090  100ft0t20l90 
(**t9  0  PBUCEMr  or RATBD  OUTPUT 

FioB.  225  and  226. 


particular  designs  the  reactance  voltages  are  so  low  that  the  same 
cores  wound  with  two-turn  coils  would  give  good  440-volt  motors 
for  the  same  speeds.  Grenerally,  however,  it  is  preferable  to  use 
longer  armature  cores  and  weaker  armatures,  as  expressed  in 
ampere  J)ums  per  armature  pole,  for  higher  voltages. 
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Table  XXX.~Db8ign8  for  Four-Pole,  Open-Type,  Shunt  Wound,  35 
Horse-Power,  220-yoLT  Motors  for  300,  600,  and  900  Revolutions 
PER  Minute  (Figs.  227  to  230,  page  190). 


Normal  rating 

A 

B 

C 

Number  of  poles           

4 

Normal  rating  in  kilowatts,  kilowattf 

1     / 

h 

input  as  motor           

30-3 

29-7 

29-7 

Normal  rating  in  horse-power 

35 

35 

35 

Speed  in  revolutions  per  minute 

300 

600 

900 

Speed  in  revolutions  per  second 

5 

10 

15 

Periodicity  in  cydes  per  second 

10 

20 

30 

Terminal  voltage          

220 

Amperes  input,  full  load          

138-0 

135-0 

134-5 

Amperes  input,  no  load 

6-6 

57 

6-0 

Watts  input,  no  load     

1200 

1250 

1330 

(Dimensions  in  millimetres.) 

Armaiwre: — 

External  diameter        

410 

Axial  length  of  the  winding 

635 

385 

335 

Diameter  at  the  bottom  of  the  slots  ... 

338 

Internal  diameter  of  the  laminations ... 

200 

Depth  of  the  slot           

36 

Width  of  the  slot,  as  stamped 

8-3 

Width  of  the  slot  assembled 

80 

Number  of  slots 

51 

Width    of    tooth    at    periphery,    as 

* 

stamped          ...        ...        ...        ... 

16-9 

Minimum  width  of  tooth,  as  stamped 

12-5 

Average  width  of  tooth,  as  stamped   ... 

14-7 

Radial  depth  of  the  laminations 

105 

Radial  depth  of  the  laminations  below 

slots     

69 

Number   of   intermediate   ventilating 

ducts 

4 

2 

1 

Width  of  the  intermediate  ducts 

10 

10 

10 

Total  axial  length  occupied  by  ducb^... 

40 

20 

10 

Total  axial  length  occupied  by  insula- 

tion       

26 

13 

9 

Effective  length  of  magnetic  iron 

234 

114 

81 

300 

150 

100 

Ratio  axial  length  to  diameter 

0-73 

0-37 

0-24 
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Dvmentiom  of  ArmaJtwre  (hndvuStors : — 

Height  of  uniDBulated  conductor        ...  5*0 

Width  of  aninsalated  conductor         ...  2*7 

Height  of  insulated  conductor 6'3 

Width  of  insulated  conductor 3  '0 


"  Space  Factor  "  and  Current  Density  Calculations : — 

Cross  section  bare  conductor,  square 

centimetres *135 


Amperes  per  conductor 

69-0 

67-6 

67-3 

Amperes  per  square  centimetre 

510 

500 

500 

Conductors  per  slot       

10 

Total  copper  cross  section  per  slot 

1*35 

Width  X  depth   of  slot,  square  centi- 

metres          

2-99 

"Space  factor  "of  slot 

0-45 

Magnet  Care:— 

^ 

Length  of  the  pole  face  paraUel  to  the 

shaft           

300 

150 

100 

V 

J 

Diameter  of  the  bore  of  the  pole  face ... 

418 

Circumference  at  bore  of  the  pole  face 

1320 

Pitch  at  the  bore  of  the  pole  face 

330 

Mean  length  of  the  pole  arc    

230 

Ratio  of  pole  arc  to  pitch         

'695 

Thickness   of   the  pole    shoe  at    the 

centre  of  the  arc        

11 

Radial  length  of  the  magnet  core 

130 

Magnet  core,  diameter 

192 

137 

112 

> 

Radial  depth  of  the  air  gap     

4 

Distance  between  pole  tips      

100 

Yoke:- 

Extemal  diameter         

890 

Internal  diameter          

730 

Thickness  of  yoke         

80 

Axial  width       

310 

Radial  thickness  of  the  pole  seat 

15 

Material  of  yoke 

rCast 
1  steel 

Cast 
iron 

Cast 
iron 

NoTB. — ^Motors  for  300,  600,  and  900  revolutions  per  minute,  according  to 
these  dimensions,  are  sketched  in  Figs.  227  to  230,  except  that  in  so  far  as 
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relates  to  the  yoke,  the  three  motors  are  shown  as  of  cast  iron,  with  widths 
inversely  proportional  to  the  speeds,  whereas  the  yoke  dimensions  above  given 
are  identical  for  all  three  speeds,  the  first  being  of  cast  steel  and  the  other  two 
of  cast  iron.  From  commercial  considerations  this  might  be  the  best  plan 
to  adopt. 


FigMt 


SQOFms. 


Figs.  227,  228,  229  and  230.— Designs  for  36  Horse-power,  300,  600  and 
900  Revolutions,  220-volt  Shunt  Motors. 


Commutator :—                                        ^ 
Diameter...        

325 

Circumference 

1020 

Number  of  segments     

266 

Thickness  of    segments- insulation    at 

periphery        

4-00 

Thickness  of   the  insulation  between 

segments         

0-50 
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Cirmmutator — continued . 

Thickness  of  a  segment  at  the  periphery 
Length    from   external    end    to    com- 
mutator connection 

Brushes: — 

Number  of  sets 

Number  per  set 

Width  of  the  brushes    . . . 

Length  of  the  arc  of  contact 

Contact    surface    per    brush,    square 

centimetres     

Material  of  the  brushes... 

Amperes  per  set  of  brushes 

Amperes  per  brush 

Amperes  per  square  centimetre,  brush 

contact  


A 

B 

C 

T 

3-50 

86 

4 
3 
22 
21 

• 

4-6 
Carbon 

69-0 
23-0 

67-6 
22-5 

67-3 
22-4 

5-0 


4-9 


4-9 


Electrical  and  Magnetic  Data. 

Armaiure : — 

Terminal  voltage  

Number  of  face  conductors      

Number  of  slots 

Number  of  cond  uctors  per  slot 
Arrangement    of    the   conductors    in 

the  slot  

Style  of  winding  

Total  amperes  from  commutator 
Number  of  circuits  through  armature 

Amperes  per  circuit      

Mean  length  of  a  single  turn,   centi- 
metres   

Total  number  of  turns  

Number  of   turns  in    series   between 
brushes  

Total  length  of  conducting  path  between 
brushes,  centimetres 

Cross  section  of  one  conductor,  square 

centimetres 

Cross  section  of  all  parallel  conductors, 

square  centimetres 

Specific  resistance  at  60"  Cent.,  ohm  ... 


Resistance  of  winding  from + to  -  at  60"* 
Cent,  ohm      


220 
510 
51 
10 

1x10 
Two-circuit  single 

winding 

1380 

2 

690 

136-0 

2 

67-6 

134-6 

2 

67-3 

150 

120 

110 

1 

226 

127-5 

19100 

15300 

14000 

•136 

•270 
•0000020 

•141 


•113 


•104 
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ArmaJtwre—  contiiined. 

IR  loss  in  armature  at  60*"  Cent,  volts 
IR  loss  in  brush  contact  surfaces,  volts 

Total  internal  IR  loss,  volts    

Total  induced  voltage,  full  load 

CJOMKUTATOB  (SPABKINO  CONSTANTS). 


A 

B 

0 

190 

16-2 

13-9 

1-8 

1-8 

1-8 

20-8 

17-0 

16-7 

199*2 

203-0 

204-3 

Number  of  poles            

4 

Number  of  segmente     

255 

Number  of  segments  per  pole 

63*8 

Voltage 

220 

Volte  per  segment         

3*45 

Number  of  sloto 

51 

Number  of  slote  per  pole         

12-75 

Total  number  of  £ace  conductors 

510 

Number  of  conductors  per  slot 

10 

Armature  turns  per  pole          

63-7 

Armature  turns  per  segment 

1 

Total  current  strength 

138-0 

135-0 

134-5 

Style  of  winding           

Two-circuit 

single 

Number  of  circuits       

2 

Amperes  per  circuit      

690 

67-6 

67-3 

Armature  ampere  turns  per  pole 

4400 

4300 

4290 

Diameter  of  the  commutator,  metres  ... 

•325 

Periphery  of  the  commutator,  metres 

1-02 

Revolutions  per  second 5  10  15 

Peripheral  speed  in  metres  per  second 
(=A) 5-1  10-2  16-3 

Length  of  the  arc  of  contact  (>=B), 
millimetres     21 


.-A 


Frequency  of  commutation  (cycles  per 
eecond)(l^=n)  121 


242 


Width  of  a  segment  at  the  periphery 
(including  insulation),  millimetres...  4*00 

Maximum  number  of  coils  short  cir- 
cuited under  a  brush 6 

Turns  per  coil  (g)  1 

Maximum  number  of  simultaneously 
commutated  conductors  per  group  (r)  12 
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Mean  length  of  one  turn,  centimetres... 
Effective  length  of  core,  centimetres  ... 

"Free  length"  per  turn  («)      

"  Embedded  length  "  per  turn  {i) 

Lines  per  ampere  turn  per  centimetre 

of  "free  length "(i4) 

Lines  per  ampere  turn  per  centimetre 

of  "embedded  length ''(v) 

Lines  per  ampere  turn  for  "free  length  " 

(ttX«) 

Lines  per  ampere  turn  for  "  embedded 

length ''(rxO  

Lines  per  amperes  for  "free  length" 

(i'^«'<')=''       

Lines  per  ampere  for  "embedded  length  " 

(rxrxe)=:j? 

Total  lines  linked  with  short-circuited 
coil  per  ampere  (o+p),         

Inductance  per  segment,  iilJ^i£/=Z, 

henry 

Reactance  per  segment,  ohm  (2ir  n  Q  ... 

Number  of  sets  of  brushes  employed 
(for  wave  winding) 

Minimum  series  reactance  of  short- 
circuited  conductors  (for  wave  wind- 
ing)       

Reactance  voltage,  volts  


▲ 

B 

c 

150 

120 

110 

23-4 

11-4 

8-1 

103 

97 

94 

47 

23 

16 

0-8 

4-0 

82 

78 

75 

188 

92 

64 

492 


468 


450 


2260 

1102          765 

2762 

1570          1216 

•0000276 

•0000157    ^0000122 

•0209 

•0238         -0275 

•0209 
144 


•0238 
161 


•0275 
r85 


Magnetic  Cmcuir. 
Flux  entering  armature  per  pole,  full 


load,  megalines          

3^92 

200 

1-34 

Corresponding  internal  voltage 

199-2 

20'^0 

204^3 

Corresponding  terminal  voltage 

220 

220 

220 

Leakage  factor 

1-2 

1-2 

1-2 

Flux   generated  per   pole,    full  load. 

megalines        

4-70 

2^40 

1^61 

ArmaJture : — 

Cross  section  of  the  core,  square  centi- 

metres   

320 

165 

110 

Density,  full  load,  cg.s.  lines 

12300 

12900 

12200 

Ampere  turns  per  centimetre,  full  load 

7 

9 

7 

Magnetic  length  per  pole,  centimetres 

11 

Ampere  turns,  full  load            

80 

100 

80 

N 
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Number  of  teeth  per  pole        

Number  of  teeth  directly  below  a  mean 

pole  arc  

Percentage  increase  allowed  for  spread 
Total  number  of  flux  carrying  teeth  per 

pole     


Cross  section  of  one  tooth  at  root^  square 

centimetres      29'2 

Total  cross  section  at  the  bottom  of 

these  teeth,  square  centimetres        ...  283 

Apparent  density,  full  load,  cg.s.  lines  13900 

Corrected  density,  full  load,  c.g.s.  lines  13900 

Ampere  turns  per  centimetre,  full  load  13 

* 

Length,  centimetres      

Ampere  turns,  full  load  50 


Air  Gap : — 

Cross  section  at  pole  face,  square  centi- 
metres  

Density  at  pole  face,  full  load,  cg.8. 
lines 

Length  of  air  gap,  iron  to  iron,  centi- 


Ampere  turns,  full  load  

Magnet  Core : — 
Cross  section,  square  centimetres 

Density,  full  load,  cg.s.  lines 

Ampere  turns  per  centimetre,  full  load 

Magnetic  length  centimetres    

Ampere  turns,  full  load  

Yoke:— 
Cross  section,  square  centimetres 

Density,  full  load,  c.g.s.  lines  ... 
Material  of  yoke  


...     9500 
rCast 
•"  \  steel 
Ampere  turns  per  centimetre,  full  load    7 


12-75 

8-85 
10  per  cent 

9-7 


14-2 

138 
14500 
14500 
15 


3-6 


50 


495 


4850 
Cast 
iron 
21 


Magnetic  length,  per  pole,  centimetres  31 

. ^ 

Ampere  turns,  full  load  220  650 


7-7 

76 

17900 
17600 
80 


290 


690 

345 

230 

5680 

5800 

5820 

0-4 

1820 

1860 

1860 

290 

148 

100 

16200 

16200 

16200 

29 

29 

29 

13 

380 

380 

380 

3250 
Cast 
iron 

13 


400 
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Ampere  Twrne  per  Spool : — 
Terminal  voltage  

Internal  voltage  

Armature  core 

Armatnre  teeth 

Airgap 

Magnet  core        

Yoke       

Total   number  of  ampere   turns   per 

spool    ... 
Total  ampere  turns  to  be  provided  per 

spool 


199-2 


220 


203-0 


204-3 


80 

100 

80 

60 

50 

80 

1820 

1860 

1860 

380 

380 

380 

220 

650 

400 

2550 

3040 

2800 

2800 

3300 

3000 

Shunt  Spool  Winding  Calculations. 


Volts  available  at  shunt  terminals 
Residual  voltage  per  shunt  spool  at  60'* 
Cent 

Internal  diameter  spool,  centimetres  ... 
Radial  depth  of  winding,        „ 
External  diameter  of  spool,  centimetres 
Internal  periphery  of  spool,         „ 
External  periphery  of  spool,        „ 
Mean  length  of  one  shunt  turn,  metres 

(a)        

Ampere  turns  per  shunt  spool  (b) 

ab  

•000176  xa«b"     

Axial  length  of  shunt  spool,  centimetres 

Cross  section  of  shunt  spool  winding, 
square  centimetres  (r)  

**  Space  factor  "  of  shunt  spool  (s) 

Cross  section  copper  in  shunt  spool 
(t=rxs)         

Cubic  centimetres  copper  in  shunt  spool 
(100  at)  

Kilogrammes  copper  per  shunt  spool  (1 
cubic  centimetre  copper =-0089  kilo- 
gramme) 

Watts  per  shunt  spool 

fwatts= '-222M21i^M 
V  weight  in  kgs./ 

External  cylindrical  surface  per  spool, 

square  decimetres      


220 


55 


19-2 

13-7 

11-2 

2-4 

3-0 

25 

24-0 

19-3 

16-2 

60-3 

43-0 

35-2 

76-6 

62^0 

51-0 

•678 

•525 

•431 

2800 

3300 

3000 

1890 

1730 

1300 

628 

525 

296 

13 

13 

13 

31-2 

390 

325 

0-46 

0-45 

0-45 

14-0 

17-6 

14-7 

950 

925 

635 

8-45 

8-25 

5-65 

74-5 

63-5 

52-3 

9-80 

8-06 

665 
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Watts  per  square  decimetre  of  external 
cylindrical  spool  surface       7'60  7*90  7*86 

Amperes  per  shunt  spool  ( watts -r  volts 

per  spool)        1-36  116  0-96 

Turns  per  diunt  spool 2060  2840  3160 

Cross  section  copper  per  turn,  square 
centimetre      0"0068       0-0062       0*0047 

Current  density  in  amperes  per  square 
centimetre       200  187  205 

Total  watts  in  shunt  circuit  at  60**  Cent     298  254  209 

Weight  total  shunt  copper  in  kilo- 
grammes, all  spools   33'8  33*0  22*6 

Abmaturb  Losses. 
Armaiure  Copper  Loss : — 

Resistance  of  the  winding  from  +  to  -  at 

60**  Cent,  ohm  -141  -113  104 

Total  amperes  from  commutator         ...     1380         1350         134*5 
Watts  lost  in  armature  copper  at  60** 

Cent 2660  2060  1880 

Core  Loss:— 

Weight  of  the  armature  teeth,  kilo- 
grammes          50  24  17 

Weight  of  the  armature  core,  kilo- 
grammes          90  44  31 

Total  weight  of  armature  laminations, 
kilc^ammes 

Flux  density  in  the  core,  kilolines,  (D) 

Periodicity,  cycles  per  second  (N) 

DxN-rlOO        

Watts  lost  in  iron  per  kilogramme  *  ... 

Total  core  loss  (estimated),  watts 


Armature  copper  loss 

Armature  iron  loss        

Total  armature  loss       

Circumference,  decimetres      

Axial  length  of  the  winding,  decimetres 

Peripherial  surface,  square  decimetres 

Watts  per  square  decimetre  of  peripheral 

surfiace 


140 

68 

48 

12-3 

12*9 

12*2 

10 

20 

30 

1*23 

2*68 

3*66 

3-0 

6*5 

9*9 

420 

440 

480 

IJONSTAN' 

2660 

rs. 
2060 

1880 

420 

440 

480 

3080 

2490 

2360 

12-9 

5*4 

3-9 

3-4 

69 

50 

43 

45 

60 

65 

1  These  values  are  obtained  by  means  of  Fig.  21,  page  30. 
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Commutator  Lobsbb. 

A 

Ourrent    strength    of    the     machine, 

amperes  138'0 

Amperes  per  square  centimetre  of  brush 

contact  surface  5*0 

PR  loss  in  watts  per  ampere ' 1*8 

Total  PR  loss  at  brush  contacts,  watts  250 
Peripheral    speed    of   commutator    in 

metres  per  second      5*1 

Brush  friction  loss  in  watts  per  ampere '  06 

Brush  friction  loss  in  watts      80 


B 
135-0 

4-9 
1-8 
240 

10-2 

1-2 

160 


C 

134-5 

4-9 
1-8 
240 

15-3 

1-8 

240 


Commutator  Thermal  Constants. 
Total  commutator  loss,  watts 330  400 


Circumference,  decimetres       

Length  of  commutator  surface,  deci- 
metres   

Cylindrical  surface  of  commutator, 
square  decimetres      


Watts  per  square  decimetre  of  cylindri- 
cal surf  ace       37 


J  0-2 
0-85 
8-7 


46 


480 


55 


Efficiency  at  60*  Cent. 


Iron  loss,  watts 

420 

440 

480 

Watts  lost  in  armature  copper 

2660 

2050 

1880 

Watts  lost  at  the  brush  contact  resist- 

ance at  the  commutator        

250 

240 

240 

Brush  friction  loss  at  the  commutator 

80 

160 

240 

Friction  loss  at  bearings  and  air  friction 

400 

400 

400 

Watts  lost  in  shunt  winding 

300 

250 

210 

Constant  losses 

1200 

1250 

1330 

Variable  losses 

2910 

2290 

2120 

Total  of  all  losses 

4110 

3540 

3450 

Output  at  full  load,  watts        

26200 

26200 

26200 

Input  at  full  load,  watts          

30310 

29740 

29650 

Commercial  efficiency  at  full  load 

86-5 

880 

88-5 

»                       n                  ^4         >> 

85-3 

87-2 

87-6 

>»                         »                      4          >» 

87-4 

88-7 

88-7 

f>                    w                  in 

87-2 

87-8 

87-5 

n                     n                   4        » 

82-5 

82-5 

81-7 

These  values  are  taken  from  Table  XVilL,  pa^  104, 
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Weights  op  the  Effeotivb  Matsbialb  (in  kilogrammes). 

A  B               c 

Armature  laminationa 140  68             48 

Armature  copper          46  37             34 

Commutator  BCgments 22  22              22 

Magnet  cores,  wrought  iron    142  72              48 

Pole  shoes,  laminations 20  10               7 

Yoke,  with  allowance  for  feet 506  605            505 

Shunt  copper  on  magnet  spools          ...      34  33             23 

Total  effective  material            909  747            687 

Effective  material  per  horse-power    ...    25*9  21*3           19*6 

Specific  Costs  op  the  Effective  Materials  (pence  per  kilogramme). 

Armature  copper           24 

Commutator  copper       24 

Spool  copper       24 

Laminations  for  armature        3*6 

Cast  iron 2-2 

Cast  steel            4-5 

Wrought  iron 3*0 

Total  Cost  op  Effective  Materials  (shillings). 


Armature  copper 


74  68 


Commutator  copper      44  44  44 

Spool  copper       68  66  46 

Armature  laminations 42  20  14 

Pole  shoe  laminations 6  3  2 

Cast  iron •••      —  93  93 

Cast  steel            190  —  — 

Wrought  iron     35  18  12 

Total  effective  material     ...     477  318  279 
Effective    material    per    horse-power, 

shillings          13-7  9-1  8-01 

Estimate  of  the  Total  Weight  and  Cost  fob  Matebials. 

Weight  of  non-active  material,  kilo- 
grammes          250  250  250 

Total  weight  of  motor 1150  1000  946 

Total  weight  per  horse  power,  kilo- 
grammes          32-8  28-5  27-0« 

^  This  becomes  7  when  the  yoke  is  built  of  cast  iron  of  the  most  economi- 
cal section  for  a  motor  of  this  particular  speed. 

'  This  becomes  22*2  kilogrammes  when  the  yoke  is  built  of  cast  iron  of  an 
economical  section  for  a  motor  of  this  particular  speed. 
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§  5.  Totally  Enclosed  Ratings  at  other  Speeds. 

Tablv  XXXI.— Estimation  for  Totallt  Enclosed  Ratings. 

ABC 

Total  external  radiating  surface        320  265  250 

Watts  per  square  decimetre 7'5  7*5  7'5 

Total  internal  lofls  (a)             2400  2000  1880 

Constant  loss,  same  as  for  open  type  (6)      ...  1200  1250  1330 
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Variable  loss  (a-6)       

Variable  loss  as  open  motor 

Ratio  of  variable  losses,  enclosed  and  open 

Square  root  ditto        

Horse-power  rating  as  totally  enclosed  motor 
Cost  of  net  effective  material,  shillings 
Ditto  per  horse-power,  shillings       


1200        750 


550 


2910 

2290 

2120 

0-41 

0-33 

0-26 

0-64 

0-58 

0-51 

22-4 

20-3 

17-9 

477 

318 

279 

21-3 

15-7 

17-6 
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Figs.  233  and  234. 


In  Figs.  231,  232,  and  233  are  given  the  efficiencies  of 
these  three  motors  both  for  open  and  enclosed  types.  Fig.  234 
gives  a  curve  showing  the  rate  of  variation  of  the  cost  of  net 
effective  material  with  the  speed. 


CHAPTEE  XI 

YARUBLB  SPEED  MOTOBS 

§  1.  Methods  of  Obtaming  Variable  Speed  with  Oon- 
tiniious  Current  Motors. — With  respect  to  its  capacity  for 
economical  operation  throughout  wide  ranges  of  speed,  the  con- 
tinuous current  motor  is  not  equalled  by  any  type  of  alternating 
current  motor  as  yet  in  commercial  use  in  other  than  very  small 
sizes.  It  is  true  that  induction  motors  are  sometimes  employed 
for  variable  speed  work,  but  their  best  advocates  generally  admit 
their  decided  inferiority  for  such  purposes.  With  the  continuous 
current  motor,  on  the  contrary,  numerous  satisfactory  and  eco- 
nomical methods  of  operation  at  variable  speed  are  employed. 

Simply  by  means  of  a  rheostat  in  the  armature  circuit,  the 
speed  may  be  varied  from  full  speed  to  zero ;  but  this  is  a  most 
wasteful  method,  and,  furthermore,  for  a  given  position  of  the 
rheostat,  the  speed  will  vary  according  to  the  current  consumed 
— that  is,  in  proportion  to  the  torque.  If  the  torque  required  of 
the  motor  is  increased,  the  amperes  will  increase  and  the  speed 
will  diminish,  although  the  rheostat  position  remains  unchanged. 

A  far  more  efficient  method  of  speed  regulation  is  by  means  of 
a  rheostat  in  the  shunt  circuit,  involving  thus  only  the  very  slight 
rheostatic  loss  of  a  shunt-adjusting  rheostat.  This  method,  how- 
ever, has  generally  been  pronounced  unsatisfactory,  and  the  pre- 
valent opinion  is  that  a  motor  cannot  have  its  speed  varied  through 
a  range  of  more  than  30  or  40  per  cent,  without  encountering 
sparking  at  the  commutator,  unless  the  motor  is  large  and  expen- 
sive. This  is  doubtless  the  case  with  many  motors  designed  on 
the  customary  lines,  but  the  writer  would  point  to  the  methods 
which  he  has  advocated  in  these  articles  as  indicating  the  correct 
lines  for  the  design  of  variable  speed  and  reversible  motors.  It  is 
hard  to  see  how  this  can  be  otherwise  than  obvious ;  but  this  does 
not  appear  to  be  the  case,  as  the  most  curious  interpretations  of 
his  line  of  reasoning  have  appeared.    Almost  the  only  evidence  of 
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a  thorough  understanding  of  the  writer's  purpose  comes  from  Mr 
Esson,^  who  recently  put  the  case  as  follows : — 

"  So  far  as  I  am  aware,  fault  is  not  found  with  the  old  theory. 
The  argument,  I  take  it,  is  this :  You  probably  want  some  kind  of 
fringe  for  bringing  the  current  in  the  section  to  zero  and  reversing 
it,  but  the  magnitude  of  this  fringe  must  be  dependent  on  the 
reactance  voltage.  Make  the  reactance  voltage  negligible,  and 
then  you  can  be  independent  of  this  fringe ;  or,  in  other  words, 
you  can  do  without  a  positive  field,  and  work  even  with  a  n^ative 
one.  .  .  .  The  idea  of  reactance  is  not  new,  and  when  the  matter 
is  looked  carefully  into,  reducing  the  reactance  voltage  really 
means  making  the  commutator  sections  for  a  given  machine  as 
numerous  as  possible." 

And  it  could  well  be  added :  Making  the  cross  section  of  the 
magnetic  circuit  linked  by  each  turn  as  small  as  possible. 

Now,  the  reason  that  the  usual  types  of  design  of  motors  with 
high  reactance  voltage  generally  spark  when  the  field  is  weakened, 
ie.,  when  the  speed  is  increased  by  field  control,  is  that  they  are, 
in  virtue  of  their  high  reactance  voltage,  dependent  upon  electro- 
magnetic commutation — i.e.,  upon  a  sufficiently  strong  "  magnetic 
fringe."  At  increased  speed  for  a  given  current  such  motors  are 
more  than  ever  in  need  of  this,  because  of  the  increased  reactance 
voltage  due  to  the  increased  frequency  of  reversal  under  the  brush. 

§  2.  Essential  Conditions  for  Variable  Speed  Motors. 
— Hence  it  is  obvious  that  motors  for  speed  variation  by  shunt 
control  ought  to  be  designed  with  the  minimum  obtainable  react- 
ance volti^e,  i,e.,  with  so  low  a  reactance  voltage  that  they  are 
inherently  incapable  of  sparking  within  the  required  range  of  load 
and  speed,  for  by  this  method  of  control  we  cannot  depend  upon 
the  reversing  field  if  we  are  to  obtain  a  wide  range  of  speed 
control  Still  more  must  reversible  motors  be  independent  of 
magnetic  commutation,  since  the  brushes  must  remain  in  the 
neutral  position,  and,  obviously,  magnetic  reversal  is  absolutely 
wanting  in  this  case.  No  machine  designed  on  normal  lines,  and 
which  operates  satisfactorily  with  the  brushes  in  the  neutral 
position,  is  doing  so  in  virtue  of  electro-magnetic  commutation. 
By  carrying  far  enough  the  method  of  design  advocated  by  the 
writer,  the  commutation  is  rendered  absolutely  independent  of  the 
field  strength ;  such  a  motor  will,  nevertheless,  for  a  given  current 
input,  have  a  reactance  voltage  proportional  to  the  speed  in  virtue 
of  the  increasing  periodicity  of  commutation,  but  it  will  not  have 

^  Proceedings  of  the  Inditulion  of  Electrical  Engineers^  vol.  xxxii.,  p.  464. 
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the  superposed  handicap  of  the  customary  type  of  motors,  a  simul- 
taneous/aZZin^  off,  just  when  it  should  be  increased,  in  the  very 
factor  upon  which  reliance  is  placed  for  preventing  sparking — i.«., 
the  magnetic  field.  With  motors  designed  on  correct  lines,  the 
reactance  voltage  should  be  made  sufficiently  low  at  the  highest 
speed  and  load  required.  This  condition  fulfilled,  the  motor  will 
operate  satisfactorily  by  shunt  control  for  all  speeds  and  loads 
from  zero  up  to  that  limit,  and  in  either  direction,  and  with  the 
brushes  in  the  neutral  position. 

Were  these  arguments  better  grasped,  the  method  of  speed 
variation  by  shunt  control  would  generally  suffice,  and  there 
would,  probably,  rarely  be  sufficient  justification  for  resorting  to 
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Fig.  234a. 


the  next  method  to  be  described  for  obtaining  variable  speed, 
namely,  the  system  of  multi-voltage  control. 

§  3.  Multi-voltage  Control  of  Speed.— Several  forms  of 
this  system  are  in  wide  use,  especially  in  America.  The  under- 
lying principle  will  be  sufficiently  understood  by  reference  to  an 
interesting  three-wire  system,  described  by  Mr  N.  W.  Storer  in  a 
paper  presented  to  the  American  Institute  of  Electrical  Engineers, 
November  21st,  1902,  from  which  the  diagram  in  Fig.  234a  is 
taken.  The  250-volt  continuous  current  generator  from  which  the 
system  is  operated  is,  in  addition  to  a  commutator,  equipped  also 
with  four  slip  rings,  across  which  two  compensators  are  connected 
as  shown. 

(Of  course,  three  slip  rings  and  three  Y-connected  compensators 
could  equally  well  be  used,  as  well  as  various  other  similar  plans.) 
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The  four  slip  rings  are  tapped  into  the  armature  winding  at 
four  equidistant  points  per  pair  of  poles;  or,  for  a  two-circuit 
winding,  four  points  equidistantly  spaced  over  the  entire  winding. 
The  middle  points  of  these  two  compensator  coils  are  obviously  at 
zero  potential,  and  so  long  as  the  two  sides  of  the  three-wire 
system  are  equally  loaded,  no  current  is  carried  by  the  slip  rings 
or  compensator  coils,  which  simply  act  to  balance  the  circuit,  and 
carry  the  small  current  corresponding  to  the  inequality  in  the 
load  on  the  two  sides  of  the  system.  The  motor  is  provided 
with  a  controller,  arranged  to  throw  the  armature  across  either 
the  250-volt  outer  wires,  or  from  one  outer  wire  to  the 
neutral;  also  to  supply  its  shunt  circuit  with  either  250  volts 
or  125  volts;  and,  finally,  to  insert  more  or  less  resistance  in 
its  shunt  circuit. 

Suppose  first  that  the  field  is  excited  by  250  volts,  and  that 
the  armature  is  supplied  with  125  volts.  This  gives  the  slowest 
speed,  which  we  may,  for  example,  take  as  100  revolutions  per 
minute.  Neglecting  saturation,  the  speed  would  then  become  200 
revolutions  per  minute  by  transferring  the  armature  to  the  250- 
volt  circuit,  and  400  revolutions  per  minute  by  subsequently  trans- 
ferring the  field  to  the  125-volt  circuit.  By  then  weakening  the 
field  to  two-thirds  of  this  last  strength  by  means  of  the  shunt 
resistance,  a  speed  of  600  revolutions  per  minute  is  obtained. 
The  intermediate  speeds  are  also  obtained  by  rheostatic  control  of 
the  shunt  circuit,  hence  efficiently.  If  the  motor  is  built  normally 
for  operation  at  400  revolutions  per  minute  at  250  armature  volts 
and  125  volts  across  the  field,  and  if  under  these  conditions  the 
saturation  of  the  magnetic  circuit  is  low,  and  the  commutating 
properties  really  excellent,  its  normal  torque  may  be  developed  at 
any  speed  between  100  revolutions  per  minute  and  600  revolutions 
per  minute. 

A  double  commutator  motor  on  a  two-wire  system  may,  with 
series  parallel  control,  give  the  same  advantages  as  such  a  single 
commutator  motor  on  a  three-wire  system. 

§  4.  Series  Parallel  Control  of  Double  Oommutator 
Motors. — A  good  practical  example  of  the  skilful  application  of 
these  and  similar  principles  to  a  system  with  two  double  commu- 
tator motors  operated  with  series  parallel  control,  and  in  which 
compound  wound  fields  are  employed,  is  afforded  by  the  Johnson- 
Lundell  Electric  Traction  Company's  tramway  equipment,  which 
will  now  be  described 

The  drawings  in  Figs.  235  to  245  relate  to  the  35  horse-power, 
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compound  wound  4-pole  tramway  motor  of  the  Johnson-Lundell 
Electric  Traction  Company,  to  whom  the  writer  is  indebted  for 
permission  to  make  use  in  these  articles  of  the  data  and  tests  con- 


Fiff.237 


"^  ^^ 


-L_ 


— » — ^ 


J 


Figs.  237  and  238. — Sections  through  Field  Armature  and  Commutators. 


tained  in  the  following  description.  The  tests  were  made  by  the 
Johnson-Lundell  Company's  engineer,  Mr  Gustaf  Lang.  The 
motor,  designed  by  Mr  Robert  Lundell,  presents  numerous  interest- 
ing features,  notably  the  completely  laminated  magnetic  circuit,  the 
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two  commutators,  the  type  of  form-wound  coil,  and  the  employ- 
ment of  a  flat  strip  conductor,  not  only  for  the  series,  but  also  for 
the  shunt  winding,  in  the  interests  of  obtaining  a  high  ''space 
factor."  The  laminated  field  is  employed  not  only  as  leading  to 
an  economical  design,  but  also  from  the  requirements  of  the 
system,  one  feature  of  which  is  to  use  the  motors  as  generators  for 
braking  and  when  descending  grades,  a  very  material  amount  of 
energy  being  restored  to  the  Una 

Each  commutator  has  115  segments,  five  segments  per  slot, 
and  three  turns  per  segment.  Each  of  the  twenty-three  armature 
slots  contains  one  side  of   twenty-three,  three  turn  coils,  there 


Fig.  239.—  Brush-holder  for  35  Horse-power  Johnson-Lundell  Motor. 


thus  being  sixty  conductors  per  slot,  arranged  five  wide  and 
twelve  deep.  The  conductors  of  the  winding,  corresponding  to 
the  commutator  at  the  pinion  end,  are  located  in  the  lower  halves 
of  the  slots;  but  to  offset  their  less  favourable  position  with 
respect  to  the  magnetic  flux,  and  also  to  enable  the  coils  containing 
them  to  be  wound  upon  the  same  winding  form  as  the  coils  of  the 
winding  corresponding  to  the  other  commutator,  which  latter  coils 
are  located  in  the  upper  halves  of  the  slots,  the  lower  coils  span 
one  more  tooth  than  the  upper  coils.  The  motor  is  designed  to 
run  at  560  revolutions  per  minute  when  the  commutators  are 
connected  in  parallel,  and  at  a  terminal  potential  of  500  volts. 
The  double  armature  winding  has,  as  we  have  seen,  sixty  conduc- 
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tors  per  slot,  hence  30x23  =  690  total  turns,  or  345  turns  per 
commutator.  The  winding  being  of  the  two-circuit  type,  there 
are  172  turns  in  series  between  brushea 
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FiGB.  240  and  241.— Spool  for  Field  Coils  of  35  Horse-power 
Johnson- Londell  Motor. 


Bare  diameter  of  armature  conductor     ...     2*30  millimetres 

DCC  diameter       2*62  millimetres 

Copper  cross  section  of  armature  conductor    *0415  square  centimetre 

The  series  field  winding  consists  of   102  turns  per  spool  of 
flat  strip  conductor. 
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Dimensions  of  series  conductor    . . . 
Cross  section  of  series  conductor  ... 

Mean  length  of  one  turn 

Weight  of  series  copper  per  spool 
Total  weight  series  copper 
Resistance  per  spool  at  60"*  Cent. . . . 
„  of  four  spools  at  60"*  Cent. 

The  shunt  coils  were  woynd  with  1100  turns  per  spool  of  flat 
copper  strip. 


7*0  mm.  hy  1*9  mm. 

0*133  sq.  cm. 

105  centimetres 

12*3  kilogrammes 

49 

0*154  ohm 

0*62      „ 


Figs.  242  and 


COm^OUHD    WOUND  FIELD  COIL. 

\, — Field  Winding,  35  Horse-power  Johnson-Lundell  Motor. 


Dimensions  of  shunt  conductor    ... 
Cross  section  of  shunt  conductor  . . . 

Mean  length  of  one  turn 

Weight  of  shunt  copper  per  spool 
Total  weight  of  shunt  copper 
Resistance  per  spool  at  60°  Cent. 
„  of  four  spools  at  60"  Cent. 


7*0  mm.  by  0*30  mm. 

0*0210  sq.  cm. 

100  centimetres 

22  kilogrammes 

84 

11  ohms 

44      „ 


In  the  case  both  of  the  series  and  the  shunt  windings,  the 
turns  of  flat  strip  copper  were  insulated  from  one  another  with 
cotton  tape  10  millimetres  wide  and  0*06  thick. 

The  saturation  curve  taken  at  700  revolutions  per  minute  is 

0 
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given  in  Fig.  246,  and  the  approximate  curves  in  Fig.  247,  for  the 
core  loss  of  600  revolutions  per  minute  and  1000  revolutions 
per  minute  have  been  deduced  from  test  results. 

From  the  mean  of  a  number  of  tests,  the  friction  of  bearings, 
gearing,  and  windage  is  taken  at  2500  watts  at  700  revolutions 
per  minute. 

J5  MA  at.  eompouND  wouMo 

M0,!He.  TRAMWAY  MOTOR, 

BATURATIOR  eUR¥t  AT  700.  R.P.M. 
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Fios.  246  and  247. 

The  contact  surface  per  commutator  binish  is  13  millimetres, 
by  41  millimetres,  or  5-3  square  centimetres,  and  there  is  one 
positive  and  one  negative  brush  per  commutator ;  hence  there  are 
10*6  square  centimetres  of  brush-bearing  surface  per  commutator. 
At  0*2  kilogramme  brush  pressure  per  square  centimetre,  the 
total  brush  pressure  for  the  two  commutators  of  one  motor  is 
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2  X 10-6  X  0*2  =  4-3  kilogramraes.  The  commutator  diameter  is 
1025  ins.  =  26-0  centimetres;  its  periphery  is  2611  ins.  =  82 
centimetres.    Hence  the  brush  friction  loss  at  a  speed  of  1  revolu- 


tion per  minute  is 


0-82  X  4-3 


=  0*59  watt,  and  at  700  revolutions 


per  minute  it  is  700  x  0-59 =410  watts. 

For  the  purposes  of  the  subsequent  calculations  this  is  added 
to  the  other  friction  losses,  giving  a  total  friction  loss  per  motor 
of  2500+410  =  2910  watts  at  700  revolutions  per  minute. 

Table  XXXII.— Mean  Values  Employed  for  the  Resistances  in 
estimatino  the  characteristic  curvbs  of  the  johnson-lundell 
Compound  Wodnd,  Double  Commutator  Motor. 


Resistance  in  Ohms. 

FromMeMure- 
mentsat 
15-5*  Cent. 

Redneedto 
60*  Gent 

Series  field  winding  (4  spools  in  series) 

Shunt  field  winding  (4  spools  in  series) 

Armature  winding  corresponding  to  one  commu- 
tator          

Brush  resistance  corresponding  to  one  commutator 

Resistance  of  one  armature  wmding,  plus  one  set 
of  brushes            

0-63 
36- 

0-36 
0-08 

0-43 

0-62 
44- 

0-41 
0-08 

0-49 

The  friction  at  other  speeds  has  been  taken  directly  proportional 
to  the  speed,  as  a  rough  but  nevertheless  sufficient  approximation ; 
but  a  strictly  correct  treatment  of  the  friction  for  a  variable  speed 
geared  motor  should  be  based  on  much  more  thorough  tests. 

The  brush   resistance  may  be  taken  at  0*2  ohm  per  square 

0*2 
centimetre  of  brush-bearing  surface,  hence  at  ^^    x  2  =  008  ohm 

per  commutator. 

The  gear  ratio  is  69  :  14,  or  4*93,  and  car  wheels  of  33  ins. 
diameter  are  assumed  to  be  employed. 

From  the  basis  of  this  test  data  and  the  controller  diagrams 
of  Fig.  248,  Plate  12,  the  writer  has  calculated  for  a  tempera- 
ture of  60''  Cent.,  the  results  set  forth  in  Table  XXXIII.,  pages 
214  and  215,  from  which  the  performance  of  the  motor  on  any 
controller  point  may  be  obtained. 

The  nine  sets  of  curves  in  Figs.  249  to  257,  Plates  13  to 
16,  show  these  characteristics  of  the  equipment  for  the  nine 
controller  points   for  all  values   of   current  input   up   to   200 
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Fig.  248. — Controller  Diagram  for  Johnson- Lundell  Double  Equi 


[Plate  12. 


W£U   DOUBLE    £qulPM£NT  WITH    TWO  3S  tP., 
,    MOTORS. 


POSITIONS. 


PARALLEL     POSITIONS- 


ShunJU  Shunt/ 

FUOdboT      FuBldbof 
Motor  S^l.    Motor  N?Z 


Resis.'^ 
P^Ohnuf. 


Rests.' 
UOhma. 


^POLLER      POINT 


■m^ 


Series  FieCd/ 

oT  Motor  N?l 


-ns^ — ' 


+  — 


Screes'  FtelxC 

of  Motor  N?Z 


Shunt         Shunt 
FCeUioT     Fieldbof    ResLsoT 

Rests.-        Rests.' 


Rests.- 
44  Ohms 

'     POINT 


Rests- 
UOhm^ 


Rests  oTO'ZlOhms 


SertesFieLdb 
or  Motor  Nfl 

Rests,  of  Q-inChms. 

l/^J^JNl 1 

Serves  Fvelot 
of  Motor  NfZ. 


Shunt  Shunt 

FuBUlef     Fields  of    n^^.^^r 
Motor N?L    ^oecrN?Z^^^ 

Resis.of     Rests.of 
44  Ohms:     44  Ohms 

CP    POINT. 
Rests  of  0-27  Ohms. 


— ^TJH 


Serves  Fieldb 

ofMotorlfn 


Bests.  ofO-nOhms. 

— i^M^j — I 

Serves  Ptetdi 
of  Motor  N'Z 


ShujnJb  CurrenJb  -J- 7  Amps. 


ShurU/  *   Shunlf 
PUijL  of    Field  of 
Motor  N?t  Motor  y?Z. 


Rests       Rests.  ^ 

44  Ohms    44  Ohms. 


SEVENTH     CONTROLLER    POINT 


ArmMtuLreof 

MotorN^l 


Serves  Fvelob 
ofMotorN?!. 


ArmxUure  of 
MotorNfZ. 


-ns^ — ' 


Serves  Field/ 
of  Motor  N?Z, 


Shjunt        Shunt 
FieUbof    Fveld/or   ^UfLf  of 
Motor  N-fl.  Motor J^Z  ^^Zc 

Resis.oT    Resis.of 
44  Ohms     44  Ohms. 

EIGHTH      CONTROLLER    POINT. 


+       - 


Rests  of  0-70 Ohms 


rAWV\r-| 

r^te W^ 

^-^1    ^-^J  Series  Field/ 


ArmjoJjure  of 
Motor  Nfl 


SeriesField/ 
ofMotorNfl 
Rests,  of  070  C 


^IS— St" 


+ 


ArmeUjure  of 
MotorNfZ 


Shunt  Current  - 19  Amps 


Sertesl 

of  MotorNfZ. 


Shunt       Shunt/ 
Fieldof    Field/of  „     ,      ^ 
Motor N?l    MotorNrzResvRof 


+      - 


-"^m-^^^^ 


Rests,  of    Resis.of 
UOhnvs.     44  Ohms. 
NINTH     CONTROLLER     POINT. 


Rests,  of  0.4S  Ohma. 

SerijesFte< 
of  Motor  h 

Rests  of  0.4SOhmk * 


ArmjoUiire  ol 
Motor  m  Z 


ServesFietd 
of  Motor  N?Z 
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amperes.  This  series  of  curves  brings  out  many  points  of  interest, 
and  constitutes  an  exceptionally  thorough  study  of  the  occurrences 
in  a  compound  wound  motor  under  various  conditions.  It  should 
also  be  noted  from  what  a  very  small  amount  of  experimental 
data  one  may,  with  a  few  reasonable  assumptions,  very  ex- 
haustively study  the  performance  of  such  a  motor.  For  obtaining 
this  series  of  curves,  all  that  was  available  was  a  saturation  curve, 
some  approximate  core  loss  measurements,  a  few  measurements  of 
the  friction  loss,  measurements  of  the  resistances  of  the  windings 
and  a  knowledge  of  the  number  of  turns  in  the  windings,  and  the 
dimensions  of  the  motor.  From  these  data  a  systematically 
tabulated  calculation  leads  to  a  knowledge  of  the  performance  of 
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the  motor  under  all  conditions  of  service.  As  a  matter  of  interest, 
the  observed  speed  reading  from  Mr  Lang's  tests  on  some  of  the 
controller  points  have  been  plotted  on  these  sheets  of  estimated 
curves.  The  agreement  is  very  fair,  but,  as  a  matter  of  fact,  results 
carefully  estimated  in  the  manner  set  forth  in  Table  XXXIII.  are 
more  reliable,  owing  to  the  fact  that,  for  really  accurate  measure- 
ments under  load  conditions,  much  more  care,  time,  and  expense  are 
necessary  than  manufacturing  companies  care  to  incur ;  and  owing  to 
the  satisfactoriness  of  curves  estimated  from  a  few  simple  measure- 
ments, it  is  hardly  to  be  expected  that  this  should  be  otherwise. 

In  Figs.  258  to  261,  Plate  15  and  page  213,  curves  relating 
to  the  same  properties  are  brought  together,  and  the  results  are 
very  interesting  and  instructive. 
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XIII.— Rbsults  oivsn  bt  a  Johnbon-Lundell  Double  Equipment,  with 

•  HOBSE-POWSR,   600-VOLT  MOTORS,  CALCULATED  FOB  A  TeMPERATUBE  OP  60" 
SHOWING  THE  PeRPORMANOE  OP  THE  MoTOB  ON  ANT  CONTBOLLEB  POINT. 
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Mr  Gustaf  Lang  has  kindly  furnished  the  writer  with  a  series 
of  curves  representing  the  performance  of  a  standard  plain  series 
wound  motor  of  about  the  same  capacity,  and  these,  which  are 
reproduced  in  Figs.  262  to  274,  Plates  13  to  15,  and  page  216, 
afford  means  of  comparing  the  characteristics  of  these  two 
different  types  of  traction  motor. 

Setuming  to  the  compound  wound  Johnson-Lui;dell  equipment, 
it  may  be  added  that  it  is  proportioned  for  operating  a  12i-ton 
tramcar  under  the  ordinary  conditions  of  urban  service.  Owing 
to  the  special  features  of  the  Johnson-Lundell  system  of  motor 
control,  whereby  rheostatic  losses  are  minimised,  all  the  controller 
points  are  relatively  fairly  efficient,  as  may  be  seen  from  Fig.  258, 


^     TO      ZS    ~M     I^    iito     f4o    ISO 
Ampares     Mpujt  per  Equxpnttnt^. 

Fig.  274. 
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and  it  is  of  much  less  importance  than  with  the  older  and 
cruder  methods  of  series  parallel  control,  to  run  on  any  particular 
controller  points ;  in  other  words,  all  the  points  may  be  regarded 
as  fairly  efficient  running  points,  and  the  car  may  be  run 
economically  on  whichever  points  lead  to  the  desired  speed  at  any 
particular  instant,  this  depending  on  the  state  of  the  surrounding 
traffic,  the  load,  the  gradient,  and  the  local  regulations.  Now  these 
restrictions  render  it  rather  important,  with  the  older  types  of  series 
parallel  control,  to  instal  the  particular  type  of  motor  with  the 
particular  windings  adapted  to  give  the  maximum  all-day  economy, 
and  these  conditions  are  exceedingly  difficult  to  determine,  even  after 
the  road  has  been  in  operation  for  some  time — much  more  so,  how- 
ever, for  projected  roads — and  as  a  consequence  the  wrong  motor  is 
generally  at  first  installed.     But  with  the  system  in  which  these 
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compound  wound  motors  are  employed,  it  suffices  to  instal  a  motor 
capable  of  giving,  on  the  top  controller  notch,  the  maximum  speed 
which  will  ever  be  required  for  the  heaviest  load.  The  equipment 
will  then  be  operated  most  of  the  time  on  lower  controller  notches, 
but  nevertheless  with  high  economy,  owing  to  the  small  amount 
of  the  resistance  losses  as  compared  with  the  older  systems.  Thus 
a  considerably  increased  adaptability  to  urban  service  is  obtained ; 
the  tramcars  may  be  operated  at  will,  and  irrespective  of  the  load, 
at  high  speeds  in  the  outlying  districts,  and  at  very  low  speeds  in 
congested  centres,  and  with  fairly  good  economy  in  all  cases,  as 
may  be  seen  from  Figs.  258  and  259,  Plate  15. 

The  other  features  of  this  interesting  system  relating  to 
regenerative  braking  hardly  come  within  the  scope  of  this  series 
of  articles,  but  it  may  be  stated  that  these  features  lead  to  very 
considerable  additional  economies,  so  that,  what  with  the  savings 
due  to  dispensing  with  the  customary  series  resistances  during 
acceleration,  and  to  restoring  to  the  line  the  energy  of  momentum 
of  the  car  during  braking,  and  the  stored  potential  energy  during 
down-hill  runs,  a  very  much  higher  economy  per  ton-mile  is 
obtained  than  by  the  ordinary  type  of  series  parallel  equipment. 
While  not  specifically  alluded  to  above,  it  is  self-evident  that  the 
use  of  two  commutators  per  motor,  thus  a  total  of  four  com- 
mutators, by  permitting  of  three  stages  of  paralleling  (see  Fig. 
248,  Plate  12) — i.«.,  first,  the  series  stage  (corresponding  to 
controller  points  1,  2,  and  3) ;  secondly,  the  series  parallel  stage 
(points  4,  5.  and  6);  and  thirdly,  the  full  parallel  stage  (points 
7,  8,  and  9) — together  with  the  relative  adjustments  of  the 
strengths  of  the  shunt  and  series  excitation,  are  the  main  elements 
which,  supplemented  by  the  shunt  winding,  render  it  practicable 
to  dispense  with  wasteful  series  resistances.  The  attainment  of 
the  very  even  gradations  of  speeds,  shown  in  Table  XXXIII.  and 
in  Fig.  259  to  have  been  attained  for  successive  contact  points, 
required  an  exhaustive  and  painstaking  study  of  the  conditions 
to  be  fulfilled,  and  the  results  appear  to  the  writer  to  reflect 
great  credit  on  Mr  Lang,  to  whom  the  preparation  and  execution 
of  this  part  of  the  final  design  are  due.  It  is  not  at  a  glance 
apparent  that  this  should  require  so  very  much  care,  nor  would 
it  for  any  single  particular  value  of  the  current  input ;  but  to 
arrange  such  an  adjustment  of  the  shunt  and  series  windings  and 
of  the  final  resistance  adjustments,  that  these  shall  all  best 
co-operate  under  the  most  frequently  recurring  conditions,  to 
accomplish  their  purpose,  and  give  fairly  even  acceleration   in 
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operating  the  controller  from  the  start  to  the  last  notch,  not 
for  one  particular  load,  but  for  all  loads  requiring  to  be  provided 
for,  is  a  problem  to  which  a  good  deal  of  study  can  be  devoted  to 
advantage  before  the  windings  for  such  a  motor  are  finally  decided 
upon. 

Mr  Lang's  test  results  relating  to  speed  and  amperes  input  per 
equipment  are  set  forth  in  Table  XXXIV. 


Table  XXXIV.— Obsebvbd  Rebultb  for  Spbkd  Cubves  from  Tests  on 
▲  johnson-lundbll  equipment,  consisting  of  two  36  hobse-powsb, 
Compound- Wound,  Double  Commutator  Tbamwat  Motors. 

Measurements  made  on  3rd,  6th,  6th,  7th,  8th,  and  9th  controller  points. 
Date  of  tests,  March  1903. 

Natch,  3  on  Johnson- Lunddl  Controller. — Commutaiors  in  series;  terminal 
voUage^  260  volts  per  motor  ;  shunt  fieldy  1  "9  amperes  constant ;  series  field  siiunted 
by  0*27  ohm;  constant  of  tachometer,  1036. 


Revolutloni 

Speed  in  MUea 

Volte 

Amperes 

Tacho- 

ReTolutlona 

per  Minute 

per  hour  on 
ttin.Wheeb 

•tTer- 

Input  per 
Equipment. 

meter 

per  Minute 
of  Armature. 

minalB. 

Reading. 

250  Volts 

with  Gear 

per  Motor. 

Ratio  of  4M». 

604 

481 

166 

161 

161 

3-22 

606 

43-2 

162 

168 

167 

3-34 

600 

36-8 

173 

179 

179 

3-68 

601 

32*2 

182 

188 

188 

3-76 

600 

23-2 

204 

211 

211 

4-22 

600 

17-6 

224 

232 

232 

4-64 

Notch  6  on  Johneon-Lundell  Controller. — Commutaiors  in  series  paraUel; 
terminal  voltage,  600  voUs ;  shunt  fiMy  3*6  amperes ;  series  field  shMnted  by 
0*27  (^im ;  constant  of  tachometer,  1*036. 


Volte 

Amperes 

Tacho- 

Rerolntions 

Revolutions 

per  Minute 

Reduced  to 

600  Volte. 

Speed  in  Mfles 
per  Hour  on 

at  Ter- 

Input per 
Equipment. 

meter 

per  Minute 

88  in.  Wheels 

minate. 

Reading. 

of  Armature. 

with  Gear 
Ratio  of  4-88., 

606 

104-5 

283 

293 

290 

5-8 

606 

86-8 

296 

306 

303 

61 

606 

73-7 

304 

315 

312 

62 

603-6 

67-6 

310 

321 

319 

6-4 

608 

57-6 

317 

328 

383 

6-6 

605 

41-5 

330 

342 

338 

6-7 

604 

32-6 

336 

348 

346 

6-9 

605 

23-8 

345 

357 

263 

7-1 

VARIABLE  SPEED  MOTORS 


219 


Notch  6  on  Jchruon-Lundell  ConiroUer.— Commutators  in  series  parallel 
terminal  voUagSj  600  volts ;  shunt field^  1*9  avyperes  constant;  series fM  shunted 
by  0*27  ohm  ;  constant  of  tachometer,  2*055. 


Volto 
minals. 

Ampem 
Equipmeiit. 

TAcho- 

meter 

Beijing. 

KeToluUons 
per  Hlnate 
of  Annatare. 

BevolaUons 

per  Minate 

Seduced  to 

600  Volts. 

Speed  in  MUes 
per  Boor  on 
83  in.  Wheels 

with  Gear 
Ratio  of  4-0S. 

503 

503 

503 

505 

605-6 

604 

503 

504 

505 

99-9 
89-0 
82-6 
62*6 
55-9 
49*5 
44-3 
34-3 
15-8 

172 
178 
184 
198 
206 
214 
220 
234 
268 

354 
366 
378 
407 
424 
440 
452 
481 
550 

353 
364 
376 
403 
419 
436 
450 
478 
545 

7-0 
7-3 
7-5 
81 
8-4 
8-7 
90 
9-6 
10-9 

Notch  7  on  Johnsor^LunMl  Controller, — Commutators  in  parallel ;  terminal 
voltage,  500  volts ;  shunt  field,  5-75  amperes  constant ;  series  fi^ld  not  shunted  ; 
constant  of  tachometer,  2*055. 


Volte 

Amperes 

Tacho. 

Bevolutions 

Bevolutions 

per  Minute 

Reduced  to 

600  Volts. 

Speed  hi  Miles 
per  hour  on 

at  Ter- 

Input per 
Bqnipment. 

meter 

per  Minute 
of  Armature. 

88  in.  Wheels 

minals. 

Beading. 

with  Gear 
Batio  of  4-93. 

510 

217-6 

178 

368 

361 

7-2 

510 

189-8 

187 

384 

376 

7-5 

511-5 

171-3 

193 

396 

387 

7-7 

512 

150-7 

203 

417 

407 

8-1 

512 

133-6 

210 

431 

421 

8-4 

513 

109-5 

225 

426 

450 

9-0 

513 

86-8 

237 

486 

474 

9-5 

512 

69-2 

251 

515 

503 

101 

513 

31-1 

280 

675 

560 

11-2 

514 

19-4 

291 

698    ' 

582 

11-6 

Notch  8  09i  Johnson-LundeU  Controller, — Commutators  in  parallel ;  terminal 
voltage,  500  voUs ;  shunt  field,  3*5  amperes  constant;  series  field  shurUed  by 
0-7  ohm ;  constant  of  tachometer,  2*056. 


Volts 

Amperes 

Tacho- 

Berolutions 

Bevolutions 

per  Minuto 

Beducedto 

600  Volts. 

Speed  in  Miles 
per  Hour  on 

at  Ter- 

Input per 

meter 

per  Minuto 

88  in.  Wheels 

minals. 

Equipment. 

Beading. 

of  Armature. 

with  Gear 
Batio  of  1-98. 

570 

193*4 

243 

499 

489 

9*7 

510 

177*2 

247 

508 

498 

9*9 

511 

156*5 

256 

526 

515 

103 

512 

107*0 

280 

575 

562 

11*2 

512 

92-7 

290 

596 

583 

11-7 

610 

82-2 

298 

613 

600 

12-0 

512 

72-2 

305 

627 

612 

12-2 

513 

34-8 

335 

689 

671 

13*4 
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Notch  9  on  Johnson-Lundell  Controller. — Gommutators  in  parallel ;  teriM/nal 
voltage^  500  voUs ;  skuid  field,  1*9  amperes  constant ;  series  fiM  shunted  vnth 
0*45  ohm  ;  constant  of  tachometer,  2*055. 


Volto 

Amperes 

Tacho. 

ReToluUons 

at  Ter- 

Input  per 
Equipment. 

meter 

per  BdUnute 
of  Armature. 

minalfl. 

Keading. 

483-5 

200*0 

269 

632 

485 

187*6 

267 

649 

486-5 

176*7 

276 

566 

487-6 

149-9 

290 

696 

488-6 

1211 

312 

641 

489-5 

1070 

326 

670 

489-6 

87*6 

345 

709 

489-5 

70-7 

366 

762 

489*6 

36-6 

434 

891 

Speed  in  MUes 
per  Hour  on 
83  in.  WheelB 

with  Gear 
Ratio  oC  4-98. 


11*0 
11*3 
11*6 
]2-2 
131 
13*7 
14*5 
15*4 
18*2 


The  teet  resalts  of  Table  XXXIY.  are  indicated  by  small  circles  on  the 
sheets  of  estimated  curves  in  Fig.  251,  and  Figs.  253  to  257,  Plates  13  to  16. 

The  following  is  a  record  of  the  heat  tests  of  these  motors. 
A  measurement  of  the  resistances  when  cold  gave  the  results 
in  Table  XXXV. 


Table  XXXV.— Measured  Resistances. 
Armature : — 

Opposite  pinion  end,  resistance  at    ... 
Pinion  end,  resistance  at       


Shunt  field,  resistance  at       

„               „ 
Shunt  field  current — 1*9  amperes  constant 
Series  field,  resistance  at        


The  combined  resistance  measures 


Two  heat  tests  were  made,  the  first  at  a  load  corresponding  to  a 
mean  input  of  65*2  amperes  (35  horae-power)  per  motor,  and  with  a 
room  temperature  of  15*  Cent. ;  the  results  of  which  are  set  forth  in 
Table  XXXVI.,  and  the  second  at  a  load  corresponding  to  a  mean 
input  of  45*7  amperes  (23  horse-power)  per  motor,  and  with  a  room 
temperature  of  14°  Cent. ;  giving  the  results  set  forth  on  page  222. 
For  both  tests  the  connections  were  equivalent  to  those  given  in 
Fig.  248,  Plate  12,  for  the  ninth  controller  point 
'  For  the  increase  of  resistance  of  the  nickelin  shunt  no  corrections  are  made. 


Degi.Cent. 

Ohms. 

15 

0-349 

14 

0-348 

15 

0-364 

14 

0-353 

15 

36-25 

...     14 

36-11 

15 

0-560 

14 

0-648* 

elin  resistance. 

at  15 

0-247 

„  14 

0-246 
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Table  XXXVI.— Temperaturb  Tests  on  a  35  Hobse-Poweb  Johmsok- 

LtTNDELL   TbAMWAT    MOTOR  (TtPE   "U")  WITH  AN  AVERAGE  LOAD  OP 

65-2  Amperes  (35  Horse-Power). 


I 


9-55 
10-03i 
10-07 
10-10 
10-12 
10-16 
10-17i 
10-22 
10-29 
10-37 
10-47 
10-52 
10-65 


II 


8i 
12 
15 
17 
21 
224 
27 
34 
42 
52 
57 
60 


lis 

Hi 


30 

30-8 

31-2 

30-7 

30-5 

31*3 

31-4 

31-8 

32-0 

31-6 

31-8 

320 


34 

33-65 

34-9 

34-3 

33-7 

33-8 

341 

33-8 

33-5 

33-5 

33-8 

34-0 


III 


64-0 

64-45 

661 

65-0 

64-2 

65-1 

65-5 

65-6 

65-5 

65-0 

65-6 

66-0 


16-4 
16-9 

l'6-6 

16-8 

17-0 

17-15 

170 

17-1 

17-4 

17-6 


0-247 
0-254 
0-256 

0-259 

0-259 

0-260 

0-2615 

0*262 

0-263 

0-2655 

0-267 


0-549 
0-583 
0-594 

o-'eio 

0-610 
0-616 
0-624 
0-627 
0-633 
0-646 
0-666 


6-2 
8-2 

I'l'l 
111 
12*2 
13-7 
14*2 
15-3 
17-7 
18-9 


it 


n 


15-6 
20-5 

27-'8 
27-8 
30-5 
34*3 
36-5 
38-3 
44-3 
47-3 


Temperature  bt  Thermometer. 


Armature  

Commutator  opposite  pinion  end 

Commutator  at  pinion  end       

Armature  bearing  opposite  pinion  end 

Armature  bearing  at  pinion  end 

Axle  bearing  (both  sides)         

Hot  Resistance  Measurements  hade  Immediately  after  the  Run. 


MeMored. 

TemDentara  Rite. 
l>egB.  Cent. 

65 

60 

71 

66 

83 

68 

50 

35 

54 

39 

30 

15 

winding. 

VoltB. 

Amperes. 

Increase 
per  Cent. 

Tempen- 
tnreRiM 

Shnnt  winding 

77-7 

1-9 

40-9 

12-8 

32-0 

Armature  opposite  pinion  end 

15-40 
1615 
15-60 
13-55 
14-46 
13-56 

30-0 

30-5 

30-75 

30  20 

29-75 

30-75 

... 

... 

... 

Mean  values     

14-12 

30-32 

0-466 

33-6 

84-0 

Armature  at  pinion  end 

13-52 

30-76 

•  .• 

... 

... 

13-50 

30-25 

... 

... 

... 

13-02 

3000 

... 

... 

13-18 

30*50 

... 

... 

... 

Mean  values 

13-305 

30-375 

0-439 

24-0 

60-0 

Mean  resistance,  increase  and 

temperature  rise      

... 

... 

... 

28-8 

72-0 
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Tabls  XXXVll.— Tbmpkraturb  Tbsts  on  ▲  35  Hobse-Powbb  Johnson- 
LuNDELL  Tramway  Motor  (Type  "U*^  with  an  Averaob  Load  op 
45*7  Amperes  (23  Horse-Power). 


I 


8-40 

8-45 

9-25 

10-40 


5 

45 

120 


ill 
III 


21-6 
20-3 
20-4 


I 


23'1 
25-3 
26-5 


44-7 
45-6 
46-9 


5  111 


o 


11-2 

11-78 

12-65 


PI 


0-246 
0-251 
0-258 
0-270 


0-548 
0-568 
0-605 
0-675 


3-((5 
10-4 
23-2 


hi 
hi 


9-2 
26-0 
68-0 


Temperature  by  Thbrmometbr. 


HeMured. 

Tempermfcnre  Rise 
Id  DegB.  Oeni. 

Armature 

69 

55 

Commutator  oppoaite  pinion  end 

77 

63 

Commutator  at  pinion  end      

81 

67 

Field  coils          

43 

29 

Hot  Resistanob  Mbasurbments  made  Immediately  after  the  Run. 


Winding. 

VoltB. 

Ampeiw. 

B«sirtuioe. 

Increaie 
per  Oent. 

Ttomperm- 
tare  Rite. 

Shunt  winding 

80 

1-91 

41-95 

15-4 

38-5 

Armature  opposite  pinion  end 

13-36 
12-92 

28-4 
28-5 

... 

... 

... 

13-2 

28-1 

... 

... 

... 

13-2 

28-0 

... 

13-35 

28-7 

... 

Mean  values     

13-20 

28-34 

0-466 

33-9 

84-8 

Armature  at  pinion  end 

12-66 
12-86 
12-52 
1312' 

27-94 
2805 
28-32 
28-50 

... 

... 

... 

Mean  values     

12-79 

28-20 

0-454 

28-6 

72-5 

Mean  resistance,  increase  and 

temperature    rise    for    both 

armature  windings 

... 

... 

31-25 

78-6 

§  5.  Speed  Control  by  Oommutating  Potential  Regu- 
lators.— The  principal  remaining  methods  of  varying  the  speed  of 
continuous  current  motors  consist  in  the  employment  of  a  oom- 
mutating potential  regulator  ;  this  is  generally  a  motor-driven 
dynamo  with  armature  interposed  in  the  circuit  supplying  the 
motor,  the  speed  of  which  is  to  be  varied.     If  the  potential 
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r^ulator  is  driven  at  a  constant  speed,  the  voltage  induced  in  its 
armature  will  be  dependent  upon  its  field  strength,  which  is 
arranged  to  be  regulated  from  maximum  in  one  direction  through 
zero  to  maximum  in  the  other  direction.  Thus,  if  its  range 
of  voltage  is  from  +300  volts  to  —300  volts,  and  it  is  interpolated 
in  a  600-volt  circuit,  the  potential  at  the  armature  of  the 
driven  motor  may  be  varied  from  600  +  300  =  900  volts  down 
to  600  —  300  =  300  volts,  and  hence  a  wide  variation  of  speed 
may  be  obtained  with  constant  excitation  of  the  driven  motor, 
as  this  latter  may  have  its  field  connected  across  the  constant 
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m£TMOD  OF  OPERAnOM  miTH 
VUhABLE  SPEED,  BYMEMMS  OF 
mOT0li-Otfl¥EM  POTENTIAL 
PEWUfTOR  m  THE  MAIN 
CIRCUIT 


Fig.  275. 


600-voIt  supply.  This  arrangement  is  shown  diagrammatically 
in  Fig.  275.  The  method  is  capable  of  numerous  modifications ; 
the  speed  of  the  motor  driving  the  potential  regulator  may 
be  varied  by  shunt  regulation,  or  otherwise;  a  variation  in 
the  shunt  field  of  the  driven  motor  may  be  superposed  upon 
the  variation  in  the  terminal  voltage  at  its  armature;  the 
different  machines  may  have,  double  commutators  and  series 
parallel  control,  or  they  may  be  compound  wound.  By  combina- 
tions of  these  and  other  principles,  the  continuous  current  motor 
may  be  arranged  to  operate  with  great  economy  over  a  wide  range 
of  speeds  and  loads.    The  application  of  electric  driving  to  iron 
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and  steel  works,  to  the  operation  of  large  high-speed  hoists  in 
mining  work,  and  even  to  the  lighter  requirements  of  machine 
tool  driving,  has  led  to  the  inception  of  many  ingenious  systems 
of  motor  control  on  these  lines,  and  the  choice  amongst  them 
is  generally  a  question  of  balancing  up  the  factors  of  first 
cost,  in  economy  operation,  and  simplicity  and  reliability  of 
controL 

§  6.  Porty-flve  Horse-power,  550-volt,  4-pole  Geared 
Railway  Motor. — ^The  drawings  in  Figs.  276^  and  277,  Plate 
16,  and  the  photographs  of  Figs.  278  and  279,  Plate  17,  have 
been  supplied  to  the  writer  by  Mr  A,  V.  Clayton,  and  relate 
to  a  motor  designed  by  him,  for  the  Elektriska  Aktiebolaget 
Magnet,  of  Ludvika,  Sweden.  These  motors  were  in  the  first  case 
specially  designed  for  use  on  an  abeady  existing  narrow-gauge 
(0*891  metre)  road,  and  this,  together  with  the  fact  that  they  had 
to  be  used  on  the  old  bogies,  left  the  space  at  disposal  very  limited. 
l*he  over-all  axial  length  of  the  motor  is  therefore  but  800 
millimetres. 

One  of  the  chief  points  of  novelty  about  the  motor  is  the  use 
of  triple  silk  insulated  conductors  for  the  armature  winding,  it 
being  the  designer's  opinion  that  the  usual  cotton  covering  is  not 
sufficiently  durable  under  the  high  temperatures  attained  in  the 
armature  winding  of  railway  motors.^ 

In  railway  motors  an  especially  heavy  charge  to  maintenance 
expenses  is  caused  by  brush  and  commutator  wear,  and  the 
frequent  renewals  thereby  occasioned,  and  with  the  object  of 
reducing  this  expenditure,  especial  attention  has  been  devoted  to 
the  commutating  qualities  of  the  design  (the  number  of  s^- 
ments,  165,  being  much  more  liberal  than  is  generally  the  case 
in  4-pole  tramway  motors),  and  to  the  selection  of  a  suitable 
grade  of  carbon  for  the  brushes,  with  a  view  to  the  reduction 
of  wear. 

^  The  mechanical  design  of  this  motor  is  due  to  Mr  Sylvander. 

>  Prior  to  the  construction  of  these  motors,  some  interesting  tests  as  to 
the  insulating  qualities  of  the  silk-covered  wire  were  made,  and  it  was  found 
that  the  breiJcdown  pressure  for  two  conductors,  laid  beside  each  other,  and 
either  tightly  screwed  together,  as  with  wires  in  jointing,  or  clamped  together 
in  a  wood  vice,  was  1300  volts  to  1500  volts  alternating,  with  no  insulating 
varnish.  (The  writer  would  not  be  of  opinion  that  the  use  of  silk-covered 
wire  was  justified  in  this  case,  for  substantially  these  same  insulation  values 
are  obtained  with  an  equal  thickness  of  cotton  covering.  Silk  covering  is 
more  suitable  for  exceedingly  fine  wire  where  a  higher  "space  factor"  is 
obtained  by  its  use.) 
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Table  XXXVIIT. — Dimensions  and  Data  of  45  Hobse-Powbr 
Railway  Motor. 


Armature  speed,  revolutions  per  minute  . 

Ratio  of  gear  reduction 

Diameter  of  car  wheels 

Speed  of  car,  kilometres  per  hour 

Horse-power  output      

Efficiency     at     full     load,     exclusive 
gearing  


of 


750 

4tol 

800  millimetres 

28-2 

45 

88  per  cent 


(The  actual  efficiency,  exclusive  of  gearing,  was  89^  per  cent,  hut  88  per 
<ccnt.  was  taken  as  a  hasis  for  the  calculations.  The  gearing  friction  in  tram- 
way motors  generally  ranges  from  5  per  cent  to  7  per  cent,  of  the  full  load 
rating.) 


Amperes  input  at  550  volts      

Armature  diameter  (outer)       

Armature  diameter  (inner),  punchings  as- 
sembled direct  on  axle         

Number  of  slots 

Effective  conductors  per  slot 

Style  of  winding  

Turns  in  series 

Flux  (510  volts  internal)         

Armature  ampere-turns  per  pole        

Size  of  conductor,  bare 

Size  of  conductor,  insulated  with  triple  silk 
covering  

Density  in  conductor,  amperes  per  square 
centimetre      

Measured  resistance  of  winding  at  20° 
Cent 

Size  of  slot         

Width  of  tooth  at  face 

Width  of  tooth  at  root 

Width  of  tooth,  mean 

Ratio  width  of  tooth  to  slot     

Length  of  pole  arc        

•Gross  length  armature  laminations     

Net  length  armature  laminations       

Average  density  in  teeth         

J>en8ity  pole  face  

Density  magnet  core  (part  cast  steel  and  part 

laminated)      

Density  magnet  frame  (cast  steel)      

Density  armature  core 


68 

330  millimetres 

75 
55 
12 

2-circuit  single 
165 

3*1  m^alines 
2800 

2  mm.  diameter,  two 
in  parallel 

2'25  millimetres 

540 

0-223  ohm 

24*5  mm.  by  lO'l 

millimetres 
8'75  millimetres 
6-0 
7-35 
0-73 
168 
210  millimetres  (no 

vent  ducts) 
190 
22,000 
8,800 

16,000 
16,000 
8,100 
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Calculation  of  Magnetic  Circuit. 


Length. 

Density 
(KUoUnes). 

Amperes 
Tunis. 

Armature  core 

Armature  teeth 

Air  gap  average            

Magnet  core       

Magnet  yoke      

8-5  cm. 
2-45  cm. 
3  6  mm. 
8  cm. 
22  ciii. 

8-1 
20-5 

8-8 
16-0 
16-0 

40 

1300 

2500 

500 

1000 

Sum        

Allowance^        

Total       

... 

... 

5340 
1600 
6940 

Spool : — 
All  4  poles  carry  windings,  two  spools  being  small  and  two  large. 

Side  spools  winding  space        50  mm.  by  75 

Size  conductor  bare       5*4  mm.  by  5*4 

Size  conductor  insulated  with  doubled  cotton 

covering  6*0  mm.  by  60 

Turns  in  series 84 

Top  and  bottom  spools  winding  space  ...  66  mm.  by  75 

Size  conductor  bare       5*4  mm.  by  5*4 

Size  conductor,  insulated  with  double  cotton 

covering  6*0  mm.  by  6*0 

Turns  in  series 120 

^20+84_  ^^2 


2 


Mean  turns  per  pole  - 

Ampere  turns  per  pole,  full  load,  68  x  102=6940 

Density  in  conductor     ■ 2'3  amperes  per  millimetre 

Resistance  of  whole  field  winding  at  20"*  Cent.    0'23  ohm 


CommutcUor : — 

Diameter  

Number  of  segments     

Effective  length  of  segments     

Number  of  brush  studs  

Brushes  per  stud  

Brush  dimension  

Density  brushes,  amperes  per  square  mm 

Brush  quality     

1  One  of  the  motors  was  first  tested  with  temporary  field  spools  to  ascertain 
the  correct  value  for  field  excitation.  The  large  discrepancy  between  the 
calculated  and  the  actual  values  is  probably  due  to  the  steel  castings,  which,, 
owing  to  their  being  so  thin,  have  been  cast  of  a  steel  containing  a  high  per- 
centage of  silicon,  to  ensure  freedom  from  blow-holes.  It  is  also  probable  that 
in  such  a  confined  space,  and  with  such  high  densities,  the  leakage  factor  is- 
much  more  than  1*28,  the  value  used  in  the  oaloulations. 


280  millimetres 

165 

70  millimetres 

2 

2 

13  by  32  mm. 

^ ^8-1 

2  (1-3  X  3-2) 

medium  hard  carbon 
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TetU  (C^Miiu^ion).— The  machine  has  been  tested  up  to  double  nonnal 
load  in  both  directions  of  rotation,  and  runs  quite  sparklessly.  Different 
qualities  of  carbons  have  been  tested,  from  the  very  hardest  retort  carbon  to 
the  softest  vegetable  carbons  and  also  brushes  of  pure  graphite,  and,  while  all 
run  sparklessly  up  to  the  overload  mentioned,  the  softest  sorts  of  carbon  get 
very  hot  after  even  a  few  minutes'  nm.  A  fairly  hard  grade  of  retort  carbon 
appears  to  be  most  satisfactory  for  tramway  motors. 
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r«nperatwc  jBtw : — 


Armature 
Field  spool 
Commutator 


Br  Thermometer. 


After  1  Hour 
Full  Load. 
DegB.  Cent. 

56 

46 

53 


After  lifHours 
Full  Load. 
Degs.  Cent. 

78 

65 

75 


By  Resistance. 


After  40  Minutes    After  1  Hour 
Full  Load.  Full  Load. 

41-5  63 


Armature  winding      

Curves  of  iron  and  friction  losses,  excitation,  torque  efficiency,  etc,  are 
given  in  Figs.  280,  281,  and  282. 

Mr  Clayton's  ingenious  arrangement  of  the  curves  in  Fig.  280  is  worth 
especially  noting.  Had  the  gear  losses  been  included  in  his  curve  of  "  char- 
acteristic losses,"  the  results  would  have  been  still  more  interesting. 
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Efficienqf : — 
At  full  load,  with  motor  hot,  at  end  of  one  hour's  full  load  run. 

Iron  and  friction  losses  (measured) 
Armature  PR=68«x  0-28 
Field  PR  =  682x0-292      ... 
Commutator  I'-'R  (calculated) 


Total  losses 

Output  45  horee-power 


IVj, 
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Fios.  281  and  282. 


40         eo 
Amperes  £rqnU>. 


Commercial  efficiency  89*4  per  cent^  exclusive  of  gearing.    No  measure- 
ments could  be  made  of  loss  in  gearing. 

WexahU  :— 

Kilograinmei. 

Of  motor  complete  with  pinion,  oil  boxes,  car  axle  bearings,  etc.       864 

Gearwheel 67 

Gear  case       43 


Part   II.— ALTERNATING  CURRENT 
MOTORS 

CHAPTER  XII 

DESIRABIUTY  OP  USING  POLYPHASE  CURRENTS 

§  1.  Introductory. — In  the  first  article  of  Chapter  I.  on  con- 
tinuous current  motors,  the  relative  advantages  of  continuous 
current  motors  and  induction  motors  were  briefly  mentioned,  and 
the  opinion  expressed  that  the  merits  of  the  latter  had  in  general 
been  overrated,  and  that  the  continuous  current  motor  would  not 
only  hold  its  own,  but  would  gradually  come  to  be  recognised  as, 
on  the  whole,  better  adapted  for  many  classes  of  work,  and  for 
many  conditions  where  it  is  now  considered  good  practice  to 
employ  induction  motors.  These  opinions  are  at  present  not 
generally  held,  and  the  wide  interest  now  taken  in  the  numerous 
large  power  distribution  plants  at  present  being  constructed  in 
England  will  inevitably  be  accompanied  by  a  temporary  increase 
in  the  use  of  induction  motors  in  the  districts  supplied  by  these 
plants.  From  the  present  outlook  there  will  be  many  very 
extensive  areas  where  alternating  current  alone  will  be  available. 
For  these  large  power  distribution  plants  it  is,  of  course,  quite 
correct  to  generate  the  electric  power  in  the  first  instance  in 
the  polyphase  form,  since  this  permits  of  economical  distribution 
at  high  tension  over  great  distances;  moreover,  the  polyphase 
generator  may,  under  most  conditions,  be  designed  for  a  high  out- 
put per  unit  of  material  employed  in  its  construction,  and,  through 
the  absence  of  a  commutator,  and  the  use  of  an  external  stationary 
armature,  the  I^S  and  friction  losses  at  the  brushes  are  avoided, 
and  the  machine  requires  somewhat  less  attention.  For  very 
large  generators  these  are  distinct  advantages.  Polyphase 
generators  may  be  said  to  have  a  greater  advantage  over  con- 
tinuous current  generators,  the  higher  the  normal  speed  and  the 
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higher  the  rated  output  of  the  machines  compared.  For  a  high- 
speed continuous  current  generator  requires  as  much  commutator 
surface,  for  a  given  capacity,  as  a  low-speed  generator,  and  hence 
requires  practically  the  same  amount  of  active  material  in  the 
conmiutator.  For  mechanical  strength,  the  high-speed  commutator 
requires  even  more  material.  Hence  it  is  only  in  the  iron  of  the 
magnetic  circuit  and  in  the  copper  of  the  windings  that  saving 
is  effected  in  continuous  current  generators  by  an  increase  in  rated 
speed.  In  addition  to  these  considerations,  departures  from  the 
otherwise  most  economical  proportions  have  to  be  made  in  con- 
tinuous current  generators,  out  of  regard  for  the  requirements  for 
good  commutation,  and  these  departures  have  to  be  greater  the 
higher  the  rated  speed,  output,  and  voltage.  Indeed,  at  the  speeds 
required  for  direct  connection  to  steam  turbines,  the  design  for  a 
large  continuous  current  generator,  when  not  altogether  out  of 
the  question  in  a  single  unit,  becomes  very  abnormal,  expensive, 
and  generally  unsatisfactory.  But  polyphase  generators  of  fairly 
good  design  are  practical  even  at  steam  turbine  speeds. 

Granting  the  desirability  of  employing  polyphase  generators 
in  these  cases  (large  consumers  still  have  the  alternative  of  in- 
stalling a  motor  generator,  and  operating  continuous  current 
motors  from  its  secondary),  and  that  this  will  lead,  whether 
advisedly  or  otherwise,  to  a  rather  general  employment  of  poly- 
phase motors  on  the  consumer's  circuits,  it  becomes  desirable  to 
investigate  the  conditions  leading  to  the  most  satisfactory  design 
of  polyphase  motors.  These  will  generally  be  found  to  consist  in 
the  adoption  of  low  frequencies  and  of  high  speeds  for  the  motors. 
Up  to  the  speeds  corresponding  to  direct  connection  to  high-speed 
engines,  the  design  and  the  subsequent  operation  of  the  polyphase 
generator  are  also  more  satisfactory  the  lower  the  periodicity, 
especially  in  large  units. 

§  2.  Periodicity  of  Steam  Turbine  Alternators.— The 
same  cannot  be  said  without  reservation  for  polyphase  generators 
for  direct  connection  to  steam  turbines,  where  even  fairly  high 
periodicities  lead  to  6  or  4-pole  designs  for  the  generators;  and 
the  2-pole  polyphase  generators,  which  become  necessary  at  low 
periodicities,  while  by  no  means  out  of  the  question,  are  much  less 
satisfactory  designs. 

Thus  for  25  cycles  per  second,  750  revolutions  per  minute 
would  have  to  be  the  corresponding  speed  for  a  4-pole  design,  and 
even  the  largest  turbines  are  generally  rated  at  rather  higher 
8peed& 
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Although  turbine  generating  sets,  as  built  on  the  lines  of  the 
Parsons  type  by  various  manufacturers,  are,  for  a  given  output,  to 
be  found  in  operation  at  widely  different  rated  speeds,  the  curve 
of  Fig.  283  may  be  taken  as  fairly  representative  of  the  average 
practice  with  this,  the  type  of  large  turbine  at  present  in  most 
extensive  use.    (Nor  do   the  speeds  of    the    recently-developed 
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Figs.  283  and  284. 

turbines  of  other  types  fall  suflBciently  below  the  curve  in  Fig.  283 
to  modify  the  general  conclusions  here  set  forth.  The  speeds  of 
the  Curtis  and  Rateau  types  of  turbine  are  compared  with  the 
speeds  of  the  Parsons  type  of  turbine  in  an  article  by  the  writer 
in  the  Light  Railway  and  Tramway  Journal  for  June  5th,  1903, 
pi^  377.)  In  Fig.  284  are  given  three  curves  of  the  periodicities 
corresponding  respectively  to  2,  4,  and  6  poles  at  the  speeds  of  the 
curve  of  Fig.  283. 
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When,  for  a  given  rated  output,  the  speed  most  favourable  to 
the  turbine  design  falls,  as  will  frequently  be  the  case,  a  good 
deal  away  from  that  corresponding  to  either  2  or  4  poles,  it  will, 
from  almost  all  standpoints  except  that  relating  to  the  advantages 
of  low  frequency,  tend  to  a  preference  for  a  4-pole  design ;  and 
for  a  6-pole  design  when  the  choice  lies  between  4  and  6  poles, 
and  consequently  a  tendency  toward  higher  frequencies.  The 
many  economies  incidental  to  the  use  of  steam  turbine  driven  sets 
for  a  generating  plant  will  thus  stand  considerably  in  the  way  of 
the  introduction  of  lower  frequencies,  and  even  with  the  gradual 
lowering  of  turbine  speeds  for  large  imits  of  the  Parsons  and  other 
types,  will  make  it  very  probable  that  frequencies  lower  than  25 
cycles  per  second  will  rarely  be  employed.  There  is  the  further  cir- 
cumstance that  25  cycles  per  second  is  about  the  lowest  periodicity 
as  yet  consistent  with  satisfactory  lighting  by  vacuum  incan- 
descent lamps.  A  precise  statement  of  the  minimum  periodicity 
for  satisfactory  operation  of  incandescent  lamps  is  impracticable, 
since  lamps  of  large  candle-power  and  low  voltage  will  give  satis- 
faction at  a  periodicity  much  lower  than  would  be  permissible 
with  low  candle-power  or  high  voltage  lamps.  The  wave-shape 
supplied  is  also  not  without  effect.  It  may  therefore  be 
concluded  that  25  cycles  is  the  lowest  likely  to  be  adopted  as 
standard,  and  this  only  in  the  case  of  large  central  generating 
plants  for  systems  designed  mainly  for  power  distribution. 
An  additional  reason  for  not  employing  very  low  frequencies 
at  the  low-tension  distribution  network  in  the  case  of  lighting 
systems  lies  in  the  very  greatly  decreased  life  of  the  Nemst 
lamp  when  operated  on  circuits  of  low  frequency.  Mr  A.  J. 
Wurts  has  conducted  comparative  life  tests  on  the  Nemst 
lamp,  which  have  shown  as  average  results  a  life  of  1200  hours 
at  133  cycles,  800  hours  at  60  cycles,  and  400  hours  at  25 
cycles.  Owing  to  its  high  first  cost,  the  life  is  a  more  im- 
portant factor  in  the  Nemst  than  in  the  vacuum  incandescent 
lamp.  The  use  of  133  cycles  at  the  generator  is  generally 
altogether  out  of  the  question  for  many  reasons,  but  there 
remains  the  very  practical  alternative  of  generating  at  low 
periodicity  and  supplying  the  low-tension  lighting  networks  from 
the  secondaries  of  motor  generator  sets. 

It  is,  however,  at  last  beginning  to  be  generally  recognised 
that  low  frequency  is  distinctly  preferable,  and  there  is  rarely 
sufficient  reason  for  compromising  on  intermediate  values  such  as 
40  or  30  cycles  per  second. 
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§  3.  Increase  in  Size  of  Transformera — Of  course  the 
increased  cost  of  stationary  transformers  with  lowered  periodicity 
has  always  been  a  leading  factor  in  preventing  the  adoption  of 
low  frequencies,  for  before  the  great  increase  in  size  of  individual 
units  in  transformers,  and  the  introduction  of  artificial  cooling, 
the  cost  of  transformers  represented  a  far  greater  percentage  of 
the  total  cost  of  plant  than  it  does  now. 

In  1890,  transformers  had  rarely  been  built  of  a  capacity  of 
over  30  kilowatts  each,  and  there  was  in  operation  probably  no 
single  stationary  transformer  of  over  75  kilowatts  capacity.  In 
1894,  capacities  of  300  kilowatts  eiwjh  were  beginning  to  be  used. 
In  1898,  single  transformers  of  850  kilowatts  capacity  were  in 
operation  at  Niagara  Falls.  In  1902,  several  single  transformers 
of  2750  kilowatts  rated  capacity,  and  weighing  about  11  tons  each, 
had  been  installed;  and  these  large  artificially  ventilated  trans- 
formers are  so  much  cheaper  per  kilowatt,  and  of  so  high  efficiency 
(the  efficiency  above  half  load  lying  above  98  per  cent.),  as  to  have 
quite  altered  the  circumstances,  and  to  have  rendered  the  item  of 
increased  cost  of  transformers  for  low  periodicities  of  considerably 
less  importance.  A  still  further  very  substantial  decrease  in  cost 
and  increase  in  economy  in  transformers  is  resulting  from  the 
more  general  employment  of  one  large  three-phase  transformer 
in  the  place  of  three  single-phase  transformers.  This  was  the 
practice  on  the  Continent  from  the  earliest  days  of  polyphase 
working,  but  is  only  just  beginning  to  be  generally  customary  in 
England  and  America. 

§  4.  Permissible  Speed  Variation  in  Alternators  De- 
signed to  Bun  in  Parallel. — The  higher  the  speed,  and  the 
lower  the  periodicity,  the  more  satisfactory  becomes  the  parallel 
running  of  polyphase  alternators,  and  a  less  expenditure  need  be 
entered  into  for  fly-wheels  and  auxiliary  governing  apparatus. 
This  is  for  the  reason  that  in  parallel  running  the  limiting  factor 
depends  upon  the  instantaneous  relation  to  one  another  of  the 
rotors  of  the  different  machines,  which  should  never  differ  in  their 
relative  displacement  by  more  than  a  certain  percentile  (say  1  per 
cent.),  not  of  the  circumference,  but  of  that  portion  of  the  circum- 
ference occupied  by  one  pair  of  poles,  which  corresponds  to  360 
magnetic  degrees,  or  1  cycle.  Thus  if  a  60-cycle  generator  runs  at 
120  revolutions  per  minute,  it  must  have  60  poles  (30  pairs  of  poles), 
and  its  rotor  should  at  no  time  during  one  revolution  depart  more 
than  ^th  of  1  per  cent,  from  perfectly  uniform  speed  of  rotation. 
Had  the  speed  been  360  revolutions  per  minute  (i,e.  three  times 
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as  great),  20  poles  only  would  have  been  required,  and  the  same 
degree  of  electro-magnetic  uniformity  as  before  (1  per  cent.)  would 
have  been  secured,  even  when  the  departure  from  uniform  speed  of 
rotation  was  three  times  as  great — that  is,  ^th  of  1  per  cent. 

There  is  now  in  many  quarters  a  reaction  towcurd  allowing  a 
considerably  greater  speed  variation,  as  the  expense  of  obtaining 
so  close  regulation  by  fly-wheels  is  now  fully  realised,  and  not 
much  confidence  is  felt  in  the  alternative  plan  of  employing  lighter 
fly-wheels  and  relying  upon  special  governing  devices.  But  for 
systems  with  sub-stations  employing  synchronous  motors,  and 
more  especially  those  employing  rotary  converters,  close  speed 
regulation  is  imperative,  but  it  is  obtained  most  economically  and 
satisfactorily  by  means  of  low  frequencies  and  fairly  high  speeds 
for  .the  generating  sets. 

Now  if,  in  addition  to  this  higher  speed,  the  frequency  had 
been,  say,  half  as  great — ie.,  30  cycles  per  second,  only  10  poles 
would  have  been  required,  and  ^\h  of  1  per  cent,  departure  from 
uniform  angular  rotation  would  still  have  given  1  per  cent,  electro- 
magnetic regulation.  It  is  obvious  from  the  consideration  just 
explained,  that  for  direct  connection  to  gas  engines,  low  frequency 
is  of  still  more  vital  importance,  the  more  especially  so  in  large 
slow-speed  gas  engines,  and  in  such  cases  a  lower  frequency  than 
25  cycles  per  second  would  generally  be  very  desirable,  or  even 
absolutely  necessary,  in  order  to  secure  satisfactory  electro-mag- 
netic uniformity  in  spite  of  the  very  uneven  turning  moments. 
It  must  be  remembered  that  it  is  not  alone  the  parallel  running 
of  the  generators  which  we  have  to  consider,  but  also  the  obtaining 
of  satisfactory  operation  of  synchronous  apparatus  at  subnstations. 
Suppose  large  slow-speed  gas  engines  and  direct  connected  high- 
tension  generators  for  5  or  10  cycles  per  second  were  adopted,  this 
would  in  no  wise  detract  from  the  eflBciency  or  satisffWJtoriness  of 
the  system  up  to  the  sub-stations,  at  which  points  the  voltage  and 
periodicity  most  suitable  for  the  distribution  system  would  be 
obtained  from  the  secondaries  of  motor  generator  sets.  This 
example  should  suflBciently  illustrate  this  very  important  advan- 
tage of  high  speed  and  low  frequency  so  far  as  it  relates  to  the 
generating  units.  It  will  subsequently  be  shown  that  high  speed 
and  low  frequency  are  also  very  essential  to  obtaining  good  and 
cheap  results  in  induction  motor  design*  A  very  low-speed,  high 
frequency  induction  motor  is  inevitably  poor  unless  of  a  dispro- 
portionately expensive  design,  and  often  even  in  spite  of  being 
thus  disproportionately  expensive. 
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§  5.  Relation  between  Good  Design,  High  Speed,  and 
Low  Frequency  in  Alternating  Motors. — We  have  seen  in 
Part  I.  that  the  designing  of  continuous  current  motors  for  high 
speeds  is  beset  with  difficulties,  and  especially  for  large  machines 
of  high  voltage.  We  shall,  with  the  induction  motor,  find  pre- 
cisely the  opposite  state  of  affairs — namely,  that  the  lower  the 
speeds  the  poorer  is  the  design,  and  that  these  difficulties  are  the 
more  accentuated  the  higher  the  frequency  of  the  motor. 

The  three-phase,  150  brake  horse-power,  36-pole,  68  revolutions 
per  minute,  21-cycle,  350-volt  mining  pump  motor  described  in  the 
Electrical  Review  for  June  26th,  1903  (page  1078),  excellently 
illustrates  this  point.  In  spite  of  its  great  size  (the  rotor  diameter 
is  2-92  metres,  the  air-gap  1*8  millimetres)  and  large  output,  the 
maximum  efficiency  is  but  88  per  cent.,  and  the  power  factor  at 
quarter,  half,  and  full  load  respectively  is  but  0*60,  080,  and  0*88. 
Eunning  unloaded,  the  motor  consumes  32  per  cent,  of  its  full 
load  current;  the  no  load  power  factor  is  0*15.  The  motor  is 
of  good  design,  but,  nevertheless,  cannot  compare,  in  cost  or 
economy,  with  a  good  continuous  current  motor  for  the  same 
rating.  Had  the  periodicity  been  high,  the  result  would  have  been 
correspondingly  worse. 

For  large  power  distribution  schemes  it  should  not  be  at  all 
impracticable,  and  would,  in  the  writer's  opinion,  lead  ultimately 
to  the  most  economical  and  satisfactory  results,  to  employ  for 
the  generating  plant  the  periodicity  most  suitable  according  to 
whether  the  prime  movers  are  steam  turbines,  water  wheels,  or 
gas  engines.  This  periodicity  will  generally  be  as  low  as  25  cycles 
per  second,  and  may  sometimes  and  for  large  slow-speed  gas 
engines  preferably  should  be  very  much  lower.  Unless  the  dis- 
tance over  which  it  is  required  to  transmit  the  power  is  such  as 
to  require  more  than,  say,  12,000  volts,  the  generators  should 
generally  be  wound  for  the  line  voltage.  At  the  end  of  long 
transmission  lines,  unless  an  uneconomical  amount  of  copper  is 
employed  in  the  cables,  it  is  impracticable  to  attempt  to  secure 
any  reasonably  close  inherent  regulation,  and  the  use  of  stationaiy 
step-down  transformers  would  require  to  be  supplemented  by  con- 
siderable auxiliary  apparatus  such  as  potential  regulators,  induct- 
ance gear  for  variable  ratio  of  transformation,  etc.,  and  even  then 
the  regulation  of  the  secondary  system  would  be  but  poor — gen- 
erally quite  unsatisfactory  for  lighting.  But  with  motor  generator 
sets  the  regulation  of  the  primary  voltage  is  comparatively 
unimportant,  as  synchronous  motors  can  generally  be  economically 
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designed  to  carry  heavy  overloads  even  at  considerably  reduced 
terminal  voltage,  and  the  speed  of  the  primary  (the  motor)  is  held 
perfectly  uniform  by  the  constant  peripdicity  of  the  generating 
station,  and  the  secondary  generator  may  be  for  continuous  current 
or  for  polyphase  current,  and  for  any  desired  voltage  and  period- 
icity, and  the  regulation  of  the  secondary  circuit  supplied  from  it, 
will  be  precisely  as  perfect  as  if  supplied  from  an  independent 
installation.  In  fact,  the  regulation  will  be  better,  since  it  will  be 
the  close  regulation  corresponding  to  a  large  central  station  engine 
instead  of  that  customary  with  the  small  engines  of  private 
installations.  This  is  of  especial  importance  in  the  interests  of 
securing  satisfactory  lighting.  Where  power  is  required,  the 
decision  as  to  whether  the  secondary  generator  at  the  sub-station 
should  be  a  continuous  current  or  a  polyphase  dynamo  would 
depend  upon  the  special  requirements  of  the  work.  Thus,  if  much 
of  the  work  were  required  to  be  done  at  varying  speeds,  continu- 
ous current  motors  would  generally  be  used.  When  other  con- 
siderations should  not  definitely  determine  the  choice,  oiie  should 
by  no  means  overlook  the  point  already  referred  to — ^namely,  that 
continuous  current  motors  are  far  better  suited  for  low  speeds,  and 
polyphase  motors  for  high  speeds.  A  clear  realisation  of  the 
importance  of  this  point,  which  unfortunately  is  seldom  obtained 
except  by  the  designers  of  the  motors,  would  often  show  it  to  be 
worthy  of  receiving  consideration  in  the  arrangement  of  a  distri- 
bution system.  The  high-speed,  low  frequency  induction  motor 
may  economically  be  so  designed  as  to  be  characterised  by  high 
power  factor  (even  at  considerably  less  than  full  load),  low  current 
when  running  light,  high  overload  capacity,  and  greater  economy 
of  material  and  labour  in  construction.  Here,  however,  there  is 
also  a  limit,  for  2-pole  windings  are  distinctly  inferior  for  induc- 
tion motors,  and  hence  for  a  given  periodicity  the  speed  corre- 
sponding to  4  poles  is  generally  the  highest  desirable  speed.  For 
25  cycles  per  second  this  would  be  750  revolutions  per  minute, 
which,  while  a  very  moderate  speed  for  small  motors,  is  generally 
considered  a  rather  high  speed  for  motors  of  over  50  horse-power 
rated  capacity.  Where  steam  turbines  are  to  be  employed,  the 
frequency  chosen  must  correspond  to  either  2,  4,  or  6-pole  gen- 
erators at  the  speeds  the  turbine  manufacturers  are  prepared  to 
furnish  for  the  required  capacities.  This  is  important  to  keep 
in  mind,  since,  the  choice  being  between  2  and  4,  and  4  and  6 
— i.e.  100  per  cent,  and  50  per  cent  respectively — the  choice  of 
periodicity  is  much  more  dependent  upon  the  practicable  speeds 
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than  in  the  case  of  piston  engines,  where  a  pair  of  poles  more  or 
less  is,  for  a  given  periodicity,  associated  with  but  a  comparatively 
small  percent^e  change  in  the  required  speed. 

§  6.  The  Inferiority  of  the  Single  Phase  Induction 
Motor. — It  no  longer  needs  to  be  stated  that,  unless  possibly  for 
locomotive  purposes,  single-phase  motors  and  generators  are  almost 
invariably  very  undesirable.  Single-phase  generators  and  motors 
are  far  less  economical  with  respect  to  first  cost  and  operation,  the 
generators  are  much  less  satisfactory  in  matters  of  regulation  and 
eflftciency,  the  motors  less  satisfactory  with  respect  to  no-load 
current,  power  factor,  overload  capacity,  and  starting  torque.  The 
apparently  hopeless  inferiority  of  the  single-phase  induction  motor 
is,  indeed,  now  a  matter  of  practical  experience.  None  of  the 
innumerable  types  which  have  been  placed  upon  the  market  has 
come  into  really  extensive  use.  The  inferiority  of  the  single- 
phase  generator  is ,  strikingly  illustrated  in  the  annexed  Table 
XXXIX.,  taken  from  page  150  of  vol.  xxxi.  (1901)  of  the  Journal 
of  the  Proceedings  of  the  InstUtUion  of  Electrical  Engineers  from 
Mr  M.  B.  Field's  paper  on  "  The  Eelative  Advantages  of  Three, 
Two,  and  Single-phase  Systems  for  Feeding  Low-tension  Net- 
works." The  table  gives  the  prices  quoted  by  three  different 
firms  for  three-phase  and  single-phase  generators  to  comply  with 
the  following  specification : — 

Output 

Voltage 

Efficiency,  full  load     %.. 

„         tbree-quarter  load 

„         half  load 

Speed 

Cycles 

Fall  of  prefiBure  between  full  load  and  no  load,  at  constant  speed  and 
excitation,  and  power  factor  unity,  to  be  not  more  than  7  per  cent 

Generator  to  be  supplied  without  outboard  bearing  or  shaft,  but  with  bed- 
plate rheostat,  etc. 


..     2500  kilowatts. 

..     6600  volts. 

..    96  per  cent 

..    96      „ 

..     93      „ 

..     76  revolutions. 

..    26  per  second. 

Table  XXXIX.— Weight  and  Cost  op  Qeneratobs  Compared. 


Three  Phase. 

single  Phaae. 

Weight  (Tons). 

Cost. 

Weight  (Tone). 

Coet. 

1 

2 
3 

123 
120 
110 

^^6000 
5400 
4600 

184 
140 
125 

;£8900 
6200 
6200 
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Quite  independent  of  this  data  of  Mr  Field's,  it  may  be  said  to 
be  the  practice  of  most  experienced  manufacturing  companies  to 
rate  a  generator  of  a  given  design  and  weight,  when  specially 
arranged  for  single-phase  working,  at  about  70  per  cent,  of  its 
rating  as  a  polyphase  generator. 

§  7.  Three-Phase  SyBtem  Prefbrable  to  Two-Phase.— 
There  remains  to  mention  that  a  three-phase  system  is  preferable 
to  a  two-phase  system,  not  from  any  considerations  relating  to 
the  generating  units,  which  are  practically  of  equal  cost  and 
weight  for  a  specified  performance,  but  on  account  of  the  trans- 
mission system,  which  for  a  given  RM.S.  voltage  between  lines, 
and  a  given  line  loss,  requires  but  75  per  cent,  as  much  weight  of 
copper  as  with  a  two-phase  system,  and  &as  the  further  advantage 
of  employing  three  wires  of  equal  cross  section  instead  of  four, 
or  instead  of  three,  one  of  which  may  be  of  different  cross  section 
from  the  other  two.  A  three-phase  wound  induction  motor  is 
decidedly  superior  to  one  for  two  phases,  ultimately  on  account 
of  the  greater  "breadth  coeflScient"  of  three-phase  windings  as 
compared  with  two-phase  windings. 

Thus,  while  the  generators  may  be  wound  for  three-phase  or 
quarter-phase  with  equally  good  results,  the  transmission  line 
should  be  for  three  phases,  and  three-phase  induction  motors 
should  be  employed  on  the  receiving  circuits. 

§  8.  Single-Phase  Commutator  Motors. — With  very  low 
frequencies,  however,  good  single-phase  commutator  motors  may  be 
designed  which  will  have  the  speed-torque  properties  of  the 
continuous-current  series  motor.  In  such  motors  the  magnetic 
circuit  must  be  laminated  throughout,  the  reactance  voltage  per 
segment  and  the  voltage  induced  by  the  primary  alternating 
current  must  be  maintained  low.  Means  must  be  provided  for 
minimising  the  sparking  ensuing  in  consequence  of  secondary 
induced  currents  in  the  short-circuited  turns  at  starting,  and  in 
general  for  reducing  the  inductance  of  the  motor  in  order  to  obtain 
a  high-power  factor.  Even  the  perfection  and  successful  introduc- 
tion of  this  type  of  motor  will  not  mean  a  reversion  to  single-phase 
generators,  as  the  generation  and  transmission  will  be  more  economi- 
cally accomplished  by  polyphase  energy,  the  motors  being  single- 
phase,  just  as  incandescent  lighting  is  provided  from  polyphase 
systems. 


CHAPTEE  XIII 

METHODS  OF  STARTING  INDUCTION   MOTORS 

§  1.  FortnB  of  Induction  Motors. — In  the  inodem  induc- 
tion motor  the  primary  winding  is  almost  invariably  upon  the 
external  stator,  and  the  secondary  upon  the  internal  rotor. 
Formerly  the  reverse  arrangement  was  occasionally  adopted,  the 
internal  rotor  carrying  the  primary  windings.  The  chief  advan- 
tage of  having  the  primary  upon  the  rotor  consisted  in  the 
reduced  amount  of  iron  subject  to  hysteresis  and  eddy  current 
loss,  for  this  loss  is  almost  entirely  confined  to  the  iron  of  the 
primary  member,  the  secondary  iron  only  being  subjected  to  the 
slow  rate  of  reversal  corresponding  to  the  percentage  "slip"  of 
the  motor,  and  as  much  less  than  half  of  the  total  length  of  the 
magnetic  circuit  is  in  the  rotor,  a  motor  so  an^anged  will  have 
lower  "  constant "  losses,  hence  a  higher  efficiency  at  light  loads. 
Secent  investigations  point,  however,  to  the  presence  of  a  very 
considerable  additional  core  loss  in  the  secondary  member,  not 
dependent  upon  the  "  slip,"  but  probably  largely  upon  local  high 
periodicity  variations  in  the  reluctance  of  the  magnetic  circuit  as 
the  relative  positions  of  stator  and  rotor  teeth  change  with  refer- 
ence to  one  another  as  the  rotor  revolves.  See  also  Mektrotech- 
nische  ZeUschrifC  for  March  7th,  1901,  "  Uebererhohte  Eeibungs 
und  Hysteresisverluste  bei  Drehstrommotoren,"  by  J.  Hissink. 
But  the  type  required  the  use  of  collector  rings  in  all  cases,  and 
as  the  primary  winding  is  often  for  much  higher  voltage  than  the 
secondary,  the  type  had  the  additional  disadvantage  of  requiring 
further  outlay  for  material  and  space,  for  insulating  and  securing 
this  higher  voltage  winding  on  the  rotor.  Somewhat  less  space 
and  much  more  reliable  results  can  be  obtained  when  the  higher 
voltage  windings  are  stationary.  In  the  application  of  three- 
phase  motors  to  railway  work,  the  diameter  is  limited  by  the 
space  available  on  the  trucks,  and  it  would  at  first  appear  of 
advantage  to  let  the  rotor  carry  the  primary  winding.     This  plan 
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was  followed,  and  for  the  above  reason,  by  the  firm  of  Siemens  & 
Halske  in  their  first  equipment  for  the  Berlin-Zossen  high-speed 
railway  tests,  as  this  equipment  carried  step-down  transformers 
reducing  the  10,000  volts  at  the  trolleys  to  1150  volts  at  the  slip 
rings  of  the  motors.  But  subsequently  this  firm  supplied  another 
equipment,  in  which  the  motors  were  wound  directly  for  10,000 
volts,  thus  avoiding  the  necessity  of  having  transformers.  The 
primary  windings  of  the  motor  were,  of  course,  in  this  case,  placed 
upon  the  stator.  In  the  equipment  which  the  AUgemeine  Elek- 
tricitats-Gesellschaft  supplied  for  these  Berlin-Zossen  tests,  the 
primary  windings  were  placed  on  the  stator,  although  the  primary 
voltage  was  only  435  volts.  In  traction  work,  slip  rings  must  be 
employed  in  any  case,  as  starting  resistances  are  necessary,  hence 
this  consideration  does  not  enter  into  the  choice  of  arrangement. 


Fig.  286. 

So  nowadays  the  rotor  generally  carries  the  secondary  winding, 
which  sometimes  consists  in  a  so-called  "  squirrel  cage  "  construc- 
tion, which  is  merely  a  series  of  bars  laid  with  but  light  insulation 
in  the  slots  or  holes,  and  soldered  or  otherwise  secured  to  short 
circuiting  rings  at  the  ends.  This  is  the  ideal  construction,  but 
it  has  one  great  disadvantage — ^viz.,  that  the  squirrel  cage  motors 
have  but  very  little  starting  torque,  and  nevertheless  consume  a 
large  current  at  starting.  One  can  only  increase  the  "  specific " 
torque  (the  torque  per  ampere)  in  the  motor  at  starting,  by 
increasing  the  resistance  of  the  face  conductors  and  end  rings  of 
the  rotor,  but  this  to  a  certain  extent  injures  the  good  properties 
of  the  motor  with  respect  to  eflftciency,  overload  capacity,  and 
heating. 

§  2.  The  Compensator. — One  may,  however,  largely  relieve 
the  line  of  the  heavy  starting  current  by  employing  a  so-called 
compensator    or    "auto-transformer."      In    Fig.    285    is   shown. 
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diagrammatically,  a  plain  squirrel  cage  motor,  arranged  to  be 
switched  directly  upon  the  line,  and  such  a  motor  would,  at  the 
instant  of  switching  on,  take  several  times  full  load  current  from 
the  line,  and  for  a  motor  of  any  considerable  size,  the  regulation 
of  the  system  would  be  deleteriously  affected.  Such  a  construc- 
tion is  generally  only  used  in  comparatively  small  motors,  but 
could  often  be  employed  to  advantage,  even  with  larger  motors, 
when  any  considerable  number  of  motors  should  be  required,  since 
they  could  be  grouped  together  upon  the  secondary  of  a  motor 
generator  set  devoted  exclusively  to  them,  and  designed  with  this 
end  in  view — i,e.  for  reasonably  good  r^ulation  on  inductive  load. 

1^  ^  «^-  ^  fir* : 
I 

Startma  Si^'d^ 


Fig.  280. 


Fig.  286  gives  a  diagram  of  connections  for  employing  a  compen- 
sator for  starting  a  squirrel  cage  motor.  By  this  arrangement, 
provided  the  motor  can  start  practically  free,  it  will  be  fed  from 
taps  into  the  compensator  at  such  points  as  to  give  only  enough 
voltage  to  start  it  against  the  friction  of  its  bearings.  Suppose 
this  requires  but  33  per  cent,  of  the  terminal  voltage,  and  that  the 
motor  then  requires  2*0  times  full  load  current.  There  will  then, 
at  starting,  be  drawn  from  the  line  but  0*33  x  2*0  =  0-66  times 
full  load  current.  If,  however,  the  motor  would  not  start  till 
tapped  oflf  at  50  per  cent,  of  full  load  voltage,  and  then  took  3  0 
times  full  load  current,  it  would,  at  starting,  draw  from  the  line 
0-50x3-0  =  1-5   times  full   load  current.    The  motor   might  be 
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required  to  start  against  still  more  torque,  and  to  be  fed  from  taps 
at  67  per  cent,  of  the  terminal  voltaga  It  would  then  absorb, 
say,  4*0  times  full  load  current,  and  the  current  from  the  line 
would  be  0-67x4= 27  times  full  load  current.  When  thrown 
directly  on  the  line  without  the  intervention  of  a  compensator,  the 
motor  used  for  the  purposes  of  this  explanation  would  take  about 
six  times  full  load  current,  and  might  give  one  and  a  half  times 
full  load  torque,  or  even  more.  This  illustrates  the  principle  of 
the  compensator  method  of  connection.  In  practice,  starting 
compensators  are  generally  provided  with  a  number  of  sets  of 
taps,  and  that  particular  set  is  employed  which  corresponds  to  the 
lowest  voltage,  which,  after  the  motor  is  installed,  is  found  suffi- 
cient to  start  it  under  the  required  conditions. 

For  modern  squirrel  cage  motors,  the  values  given  in  Table 
XL  (from  page  77  of  Oudin's  Standard  Polyphase  Apparaius 
and  Systems,  third  edition,  1902.  Sampson  Low,  Marston  &  Co., 
London)  are  representative  of  the  current  in  motor  and  in  line, 
torque  of  motor  and  percentages  of  full  load  voltage  corresponding 
to  the  various  sets  of  compensator  taps. 

Table  XL.— Values  for  Squirrel  Cage  Motors. 


Voltage  at  Motor     '  Line  Starting  Current    Motor  Starting  Current 
In  Per  Cent,  of  in  Per  Cent,  of  Full         in  Per  Cent,  of  Full 

Line  Voltage.        |         Load  Current.  LoadCuirent. 


40 

112 

280 

32 

60 

250 

420 

72 

80 

450 

560 

128 

100 

700 

700 

200 

Starting  Torque  of 
Motor  In  Per  Cmt. 

ofFuULoad 
Running  TOrque. 


Motors  intended  to  be  operated  from  compensators  should  be 
designed  with  fairly  low  reactance  in  order  that  they  may  take 
the  current  required  for  starting  with  the  necessary  torque  with 
the  smallest  practicable  percentage  of  line  voltage,  i.c.  when  con- 
nected to  the  lowest  compensator  taps,  since,  for  a  given  current 
taken  by  the  motor,  the  line  current  will  be  less  the  lower  the 
voltage  at  the  motor  terminals. 

In  Figs.  287  to  290  are  illustrated  several  types  of  squirrel 
cage  motors  which  have  been  built  by  different  firms. 

In  Fig.  291,  page  244,  is  seen  another  type  of  squirrel  cage 
construction,  namely,  that  of  the  Allmanna  Svenska  Elektriska 
Aktiebolaget,  of  Westeras,  Sweden.  As  shown  in  Fig.  291  and 
in  Fig.  292,  the  rotor  conductors  are  inter-connected  at  their  ends 
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by  means  of  a  series  of  high  resistance  wires  systematically  inter- 
woven. This  construction  permits  of  securing,  when  required,  a 
high  rotor  resistance,  and,  as  we  shall  see  later,  a  higher  specific 
starting  torque.    At  the  same  time  it  avoids  the  possibility  o( 


t 

( 

_ 

„ 

, 

Fig.  290.— Squirrel  Cage  Rotor. 

undue  heating,  since  although  the  rate  of  heat  generation  in  the 
end  connections  is  high  at  starting,  so  is  also  the  radiating  surface ; 
hence  no  considerable  rise  of  temperature  will  occur.  The  indi- 
vidual wires  constituting  the  end  connections  are  of  such  small 


Fig.  291. — Squirrel  Cage  Rotor  (Almanna  Svenska 
Elektriska  Aktiebolaget). 


Fig.  292.  — Detail  of 
Squirrel  Cage  Rotor, 
Fig.  291. 


cross  section  that,  although  they  are  sometimes  proportioned  for 
a  current  density  of  over  2500  amperes  per  square  centimetre, 
there  is  no  undue  heating.  The  method  of  winding  is  sketched 
in  Fig.  292. 

In  Figs.  293  and  294  are  shown  types  of  compensator  pi-o- 
vided  for  starting  squirrel  cage  induction  motors  by  the  method 
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illustrated  diagrammatically  in  Fig.  286.  The  compensator  shown 
in  Fig.  293  is  that  employed  by  the  British  Thomson-Houston 
Company;  it  is  an  auto-transformer  with  oil-break  switch,  and  is 
for  a  three-phase  induction  motor;  the  compensator  shown  in 
Fig.  294  is  made  by  the  British  Westinghouse  Company.  As  the 
compensator  is  only  in  circuit  during  the  fraction  of  a  minute 
necessary  to  start  the  motor,  its  core  and  windings  may  be  run  at 
high  densities,  and  hence  it  may  be  made  very  compact  and 


Fio.  293.— Starting  Com- 
pensator (British  Thom- 
son-Houston Company). 


Fio.  294. — Starting  Compensator  (British 
Westinghouse  Company). 


inexpensive.  Owing  to  the  superposition  and  partial  neutralisa- 
tion of  the  primary  and  secondary  currents  in  the  coil  of  a 
compensator,  it  is  in  any  case  materially  cheaper  than  the 
equivalent  transformer,  with  its  independent  primary  and  secondary 
windings,  especially  when  only  required  in  circuit  for  a  fraction  of 
a  minute. 

The  low  specific  torque  at  starting  has  hitherto  generally 
limited  the  use  of  squirrel  cage  designs  to  comparatively  small 
motors.     But  it  is  the  writer's  opinion  that  their  superiority  in 
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all  other  respects,  and  their  more  satisfactory  and  cheaper  con- 
struction, justify  arranging  for  their  use  whenever  the  conditions 
can  economically  be  arranged  to  permit.  This  is  probably  much 
oftener  than  would  be  inferred  from  present  practice. 

§  3.  Devices  to  Enable  Motors  to  Start  Light — Special 
friction  clutch  devices  could  often  be  employed,  enabling  the 
motor  to  start  light,  and  only  take  up  its  load  after  having 
acquired  a  suitable  speed. 


Fig.  296. — Hydraulic  Coupling  for  Induction  Motors. 


A  hydraulic  coupling  for  this  purpose,  as  employed  by  the 
Schuckert  Company  for  use  with  squirrel  cage  induction  motors, 
is  illustrated  in  Fig.  295.  By  means  of  this  hydraulic  coupling 
the  motor  is  started  up  light  and  the  load  thrown  on  automatically 
when  full  speed  is  attained,  and  is  thrown  off  automatically  also 
when  the  speed  has  fallen  to  a  very  low  value  or  to  zero.  The 
starting  up  thus  becomes  a  quick  and  simple  operation,  and  the 
motor  is  also  freed  when  it  pulls  up  through  the  application  of 
too  heavy  an  overload.  The  device  consists  essentially  of  a  friction 
clutch  automatically  operated  by  the  centrifugal  force  of  a  heavy 
whirling  liquid  acting  on  a  flexible  diaphragm.    The  sectional 
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sketch  in  Fig.  295  shows  the  design  of  the  coupling  as  arranged 
for  driving  a  belt  pulley.  The  coupling  consists  essentially  of  a 
casting  a  keyed  fast  to  the  shaft  w,  and  carrying  the  friction  plate 
d,  which  has  a  small  end  play.  The  disc  /,  loose  on  the  shaft,  is 
rigidly  coupled  or  cast  in  one  piece  with  the  pulley  ti,  and  has  no 
end  play. 

Two  concentric  channels,  h  and  c,  are  cast  in  cu  The  channel 
h  is  fiUed  with  glycerine,  and  is  connected  with  c  by  a  series  of 
holes  fitted  with  stop  screws,  as  at  k,  by  which  the  rate  of  out- 
ward flow  may  be  accurately  regulated. 

The  sliding  disc  d  padded  with  a  leather  ring  m  is  held  up 
against  a  by  a  series  of  adjustable  spiral  springs,  as  at  i.  The 
disc /is  usually  cast  in  one  piece  with  the  pulley,  and  is  bronze 
bushed.  The  concentric  pinching  rings,  p  and  q,  tighten  the 
flexible  diaphragm  against  a,  thus  preventing  leakage. 

On  switching  in  the  motor,  a  begins  to  revolve,  the  centrifugal 
force  drives  the  glycerine  past  k  into  c\  the  pressure  on  the 
diaphragm  gradually  increases,  bulging  it  and  pressing  d  up  against 
/.  By  adjusting  the  rate  of  flow  at  k  the  disc  d  may  be  made  to 
couple  up  only  when  a  certain  desired  speed  is  attained. 

Should  the  motor  become  overloaded  or  be  shut  down,  the 
speed  falls,  the  centrifugal  force  decreases,  and  at  a  certain  point 
the  springs  i  are  able  to  overcome  the  pressure  in  c,  and  force  the 
glycerine  back  into  h  through  spring  traps,  as  at  I,  the  action 
instantly  uncoupling  the  pulley,  etc.,  and  freeing  the  motor. 

The  use  of  this  or  any  other  form  of  automatic  coupling  secures 
the  advantages  incident  to  starting  a  motor  light,  in  which  case 
the  heavy  current  consumption  necessary  for  starting  against  load, 
with  the  attendant  and  undesirable  reaction  on  the  generator  and 
prime  mover,  and  the  undue  drop  of  volts  in  the  line,  are  obviated. 
Couplings  of  this  type  are  especially  beneficial  when  the  motor  is 
difficult  of  access. 

Arrangements  which  allow  the  rotor  to  make  a  complete 
revolution  before  taking  up  the  load,  relieve  the  line  of  any  very 
excessive  rush  of  current.  Mr  Eoslyn  Holiday  has  introduced  an 
arrangement  of  this  kind,  in  applying  induction  motors  to  drive 
coal-cutters.  For  this  work,  2 : 1  gearing  is  used,  in  order  to 
obtain  the  required  lower  speed  at  the  cutter,  and  the  rotor  may 
make-nearly  two  complete  revolutions  before  taking  up  any  load 
.  beyond  its  own  bearing  friction.  A  motor  may  sometimes, 
especially  if  of  large  capacity,  have  its  own  step-down  transformer 
or  group  of  transformers,  in  which  case,  instead  of  having  a 
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compensator  in  addition,  taps  may  be  taken  out  at  suitable  points 
of  the  secondary  windings.  Such  an  arrangement  is  illustrated 
diagrammatically  in  Fig.  296.  An  interesting  system  of  connections 
for  this  purpose  is  that  devised  by  Mr  H.  S.  Meyer  ("Some  Notes 
on  Induction  Motors,"  London  Eledi^idan,  June  13th,  1902,  page 
308),  and  illustrated  in  Fig.  297.  This  diagram  shows  the 
advantage  of  the  "  delta "  connection  in  such  arrangements,  since 
a  double-pole,  double-throw  switch  suffices  to  enable  half  voltage 
to  be  obtained  at  the  motor.  Not  only  50  per  cent,  but  any  other 
desired  proportion  of  normal  voltage  may  be  provided  by  this 
arrangement.  With  a  Y  connection,  a  triple-pole,  double-throw 
switch  would  have  been  required. 


SyiurreL  Caffe^. 
y  —  Motor 

Fio.  296.— Diagram  of  Induction  Motor  Starter  (Holiday). 

An  exceedingly  simple  and  satisfactory  method  of  operating 
squirrel  cage  motors  without  incurring  heavy  current  at  starting, 
and  which  avoids  the  necessity  of  a  compensator  or  of  taps  from 
a  transformer,  consists  in  designing  the  motors  for  operation  under 
running  conditions  with  delta-connected  stator  windings,  these 
windings  being,  at  starting,  temporarily  switched  over  to  Y  connec- 
tion. This  reduces  the  starting  current  drawn  from  the  line  by  a 
given  motor  to  one-third  only  of  what  it  would  be  were  it  switched 
directly  upon  the  line  with  its  permanent  "  delta  "  connection. 

The  Schuckert  Company,  who  employ  this  method  with  their 
squirrel  cage  motors,  find  that  a  starting  current  of  from  one  to 
one  and  a  half  times  full-load  current  suffices  to  start  up  fairly 
large  motors  without  load,  and,  in  the  case  of  small  motors,  to 
obtain  starting  torques  up  to  as  much  as  three-quarters  of  full 
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load  running  torque.  The  connections  employed  by  the  Schuckert 
Company  for  starting  squirrel  cage  motors  by  this  "star 
mesh"  method  are  shown  in  Fig.  298,  where  the  two  ends  of 
each  of  the  three  windings  of  the  stator  are  brought  to  the 
terminals  p^p^,  p^^?  ^^^  jPsPr  Before  throwing  the  motor  on  the 
line  by  means  of  the  triple-pole,  single-throw  switch  A,  the 
triple-pole,  double-throw  switch  B  must  be  thrown  over  into  the 
left-hand  position,  thus  connecting  the  stator  windings  in  ''  star," 

so  that  the  voltage  per  phase  is  only  —y^,  or  58  per  cent.,  of  the 
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Fig.  297. — Diagram  of  Induc- 
tion Motor  Starter  (Meyer). 


Fig.  298.— Diagram  of  Induction 
Motor  Starter  (Schuckert). 


voltage  between  lines,  and  the  current  drawn  from  the  line  at 
starting  is  correspondingly  reduced.  On  closing  the  switch  A, 
the  motor  starts  with  a  low  t.orque.  After  it  has  acquired  speed, 
the  switch  B  is  thrown  quickly  over  to  the  right-hand  position, 
connecting  the  windings  in  "  mesh  "  so  that  the  windings  of  each 
phase  have  the  full  load  voltage. 

It  is  frequently  desirable  to  instal  a  motor  large  enough  not 
only  for  immediate,  but  for  prospective  requirements.  A  dis- 
advantage in  so  doing  is  that  the  motor  must  meanwhile  operate 
at  a  small  percentage  of  full  load,  and  the  power  factor  and 
eflBciency  are  thus  low.    But  by  installing  the  motor  with  the 
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connections  shown  in  Fig.  298  it  may  be  comparatively  economically 
operated  at  light  loads  with  the  switch  B  in  the  left-hand  position, 
not  only  for  starting  but  during  normal  running.  When  later  justi- 
fied by  the  heavier  requirements,  the  right-hand  position  may  be 
used  for  normal  running.  One  objection  of  installing  motors  of 
too  large  capacity  for  the  load  at  first  required  is  thus  overcome. 

Cases  arise  where  a  single  large  motor  is  driven  from  an 
independent  generator,  in  which  case  motor  and  generator  may  be 
run  up  to  speed  together.  Motors  even  of  the  squirrel  cage  type 
require  but  little  current  when  thus  started.  When  large  motors 
have  to  be  started  but  once  in  a  day,  running  thereafter  without 
interruption,  it  can  often  be  arranged  to  employ  the  squirrel  cage 
type,  the  starting  occurring  at  stipulated  times,  when  a  minimum 
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Fig.  299.— Wound  Rotor  without  Slip  Rings. 


of  inconvenience  will  be  thereby  occasioned.  The  disfavour  with 
which  squirrel  cage  motors  have  until  recently  been  r^arded  is 
largely  due  to  a  lack  of  clear  appreciation  of  their  failings  and  of 
the  means  for  overcoming  them,  and  to  their  use  in  cases  for 
which  they  are  not  suited.  Some  corporation  engineers  now 
demand  squirrel  cage  motors  even  in  the  largest  sizes,  only 
employing  wound  rotors  for  special  cases. 

§  4.  Wound  Rotors  without  Slip  BiDgs. — Some  makers 
have  used  rotors  without  collector  rings,  but  with  distinct  wind- 
ings, internally  short  circuited,  instead  of  squirrel  cages.  This 
arrangement  is  distinctly  inferior  to  squirrel  cage  rotors;  the 
construction  is  less  simple  and  robust,  the  I'B  loss  greater,  the 
power  factor  lower,  and  the  efficiency  and  overload  capacity 
are  less.  Such  wound  rotors  without  collector  rings  must,  how- 
ever, be  resorted  to  for  the  arrangement  illustrated  in  Fig.  299, 
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page  250,  where  a  starting  resistance  is  located  within  the  rotor 
spider  for  the  purpose  of  increasing  the  specific  starting  torque. 
This  resistance  is  subsequently  cut  out  by  operating   the   lever 


Fig.  300.— Diagram  of  Connections  for  Fig.  299. 

shown  in  the  figure,  which  engages  with  a  collar  free  to  slip 
longitudinally  on  the  shaft.  The  collar  is  forced  by  the  motion 
of  the  lever  into  contact  with  three  spring  clips  connected  at  the 


Fig.  301. — Three-phase  Motor  with  Switch  in  Rotor  Spider. 

point  of  junction  of  the  windings  and  resistances.  The  arrange- 
ment is  shown  diagrammatically  in  Fig.  300.  Fig.  301  shows  a 
rotor  with  still  another  arrangement  for  the  same  purpose.  In 
this  case,  in  order  to  close  the  switch  in  the  armature  spider,  a 
knob,  within  which  the  end  of  a  rod  is  free  to  turn,  is  pressed  by 
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hand  when  the  rotor  has  attained  sufficient  speed,  and  thereby 
causes  the  rod,  which  has  a  free  longitudinal  movement  through  a 
hole  in  the  shaft,  to  transmit  the  movement  by  suitable  levers  to 
the  switch  within  the  rotor  spider. 

§  5.  Rotors  with  Slip  Bing& — ^The  plan  of  arranging 
starting  resistances  within  the  rotor  spider  was  much  more 
customary  in  the  earlier  days.  It  is  now  generally  regarded  as 
an  undesirable  method,  and  motors  requiring  starting  resistances 
are  preferably  provided  with  slip  rings,  thus  enabling  the  starting 
resistance  box  to  be  external  to  the  motor,  as  in  Fig.  302.  In 
the  earlier  days  water  rheostats  were  sometimes  employed,  but 
nowadays  cast-iron  grids  and  other  modem  constructions  are 
almost  invariably  used,  just  as  for  continuous  current  motors. 
Even  when  slip  rings  and  external  resistances  at  starting  are 
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Fio.  302. — Diagram  of  Connections  for  starting  Slip  Ring  Motor. 


used,  it  is  -at  present  quite  general  practice,  at  any  rate  on  large 
motors,  to  apply  in  addition  a  device  equivalent,  so  far  as  concerns 
the  result  to  be  accomplished,  to  that  indicated  in  Fig.  299,  or 
that  in  Fig.  301,  to  short  circuit  the  slip  rings  internally  when  the 
motor  has  acquired  speed,  and  thus  avoid  the  I^R  loss  which 
would  occur  at  the  brush  contacts  were  the  short  circuiting  switch 
located  externally  to  the  motor,  as  shown  diagrammatically  in  Fig. 
302.  Besides  thus  internally  short  circuiting  the  rings,  motors 
are  often  provided  with  devices  for  afterwards  lifting  the  brushes 
from  the  slip  rings,  thus  avoiding  the  useless  friction  loss  which 
would  occur  were  they  allowed  to  remain  in  rubbing  contact,  and 
also  avoiding  the  wear  of  brushes  and  rings.  While  these  devices 
impose  additional  complications,  they  are  the  inevitable  conse- 
quence, when  due  regard  is  paid  to  economy  in  energy  con- 
sumption, of  resorting  to  other  than  squirrel  cage  rotors.    Their 
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complete  avoidance  is  another  advantage  of  the  squirrel  cage 
rotor.  It  would  seem  just  as  good  practice,  in  a  large  number 
of  cases  where  squirrel  cage  motors  are  at  present  Twt  employed, 
to  incur  some  expense  in  adopting  suitable  methods  for  permitting 
of  starting  the  motor  without  load,  and  throwing  on  the  load  after 
starting,  as  to  introduce  these  expensive,  complicated,  and  trouble- 
some devices  for  obtaining  economical  performance  in  a  motor 
capable  of  starting  efficiently  t^inst  load.  Moreover,  the  squirrel 
cage  motor  is  in  every  respect,  except  in  its  low  starting  torque 
per  ampere  (its  "specific"  starting  torque),  superior  to  the  slip 
ring  motor.  When  slip  rings  are  used,  the  necessity  for  the 
devices  just  described  is  the  greater  because  the  practical  con- 
clusion has  now  been  generally  arrived  at  that  carbon  brushes  are 
as  indispensable  for  slip  rings  as  for  commutators.  (Slip  rings  are 
practically  as  troublesome  as  good  commutators.)  This  is  the 
generally-accepted  result  of  experience.  Brushes  on  slip  rings, 
whether  of  copper,  brass,  or  iron,  have  been  found  to  lead  to  a 
rapid  deterioration  both  of  slip  ring  and  brush,  and  have  been 
quite  generally  abandoned  for  carbon  brushes,  which,  of  course, 
require  a  much  greater  contact  surface,  hence  larger  slip  rings  and 
greater  friction  losses,  and  there  is  even  then  a  much  higher  I^E 
loss  at  the  brush  contacts. 

Figs,  303  and  304,  page  254  (from  Prof.  Dr  Klingenberg's 
MektromecJianische  Kimdruktionsdemente,  Sixth  Part,  sheets 
58  and  59.  Julius  Springer:  Berlin,  1902)  show  an  instance  of 
the  complications  which  have  been  resorted  to  in  order  to  arrange 
means  for  internally  short  circuiting  the  slip  rings,  and  sub- 
sequently raising  the  brush  gear.  Figs.  305  and  306,  page  255 
(from  Mr  Eborall's  paper,  entitled, "  Some  Notes  on  Polyphase 
Machinery,"  read  before  the  Manchester  Section  of  the  Institution 
of  Electrical  Engineers,  1902),  illustrate  a  somewhat  less  com- 
plicated device  for  accomplishing  the  same  purpose,  and  suitable 
for  a  50  brake  horse-power  motor. 

In  Figs.  307  and  308,  page  256  (also  from  Prof.  Dr 
Klingenberg),  is  shown  a  plan  by  the  Lahmeyer  Company  for 
short  circuiting  the  rings  and  raising  the  brushes. 

Figs.  309  and  310,  page  257,  illustrate  a  design  for  a  brush 
holder,  slip  rings,  and  short  circuiting  device,  by  Mr  A.  P.  Zani,  as 
fitted  to  Messrs  Dick  Kerr  &  Co.'s  5  horse-power  induction  motor. 
Where  slip  ring  motors  must  be  used,  it  is  desirable  that  they 
should  carry  a  fairly  large  current,  since  otherwise  the  rotor  is 
less  efficiently  designed,  and  also  more  expensive,  because  of  the 
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great  number  of  smaller  individual  conductors  for  which  space 
must  be  provided.  Mr  Zani  has  foimd  200  amperes  to  be  often 
desirable  even  in  fairly  small  motors,  and  as  this  would  make  an 
efficient  low  resistance  contact  rather  difiBcult  to  obtain  in  con- 
tinuous running,  this  short  circuiting  device  is  employed,  thus 
enabling  comparatively  small  slip  rings  to  be  used,  as  they  are 
only  in  circuit  for  the  short  time  required  for  starting.  In  this 
design  it  has  not  been  considered  worth  while  to  combine  the  short 
circuiting  of  the  collector  rings  with  the  lifting  of  the  brushes,  as 
it  was  considered  that  this  would  only  add  a  complication  without 
any  actual  advantage,  since,  on  account  of  the  small  diameter  of 
the  slip  rings  and  the  high  density  at  which  the  carbon  brushes 
may  be  temporarily  worked,  the  friction  loss  is  in  any  case  small, 
and  there  is  no  harm  done  if  the  attendant  forgets  to  lift  the 
brushes  when  the  rings  are  short  circuited.  Moreover,  the 
lubricating  effect  of  carbon  brushes  prevents  any  considerable 
wear  of  the  slip  rings  when  the  tension  on  the  brushes  is  carefully 
adjusted.  The  main  features  of  this  short  circuiting  device  are 
standard  for  all  sizes  of  motors,  the  design  shown  in  Figs.  309 
and  310  corresponding  to  sizes  up  to  30  horse-power.  The  lifting 
of  the  brushes  is  done  by  means  of  the  handle  shown,  which  is 
arranged  to  lock  the  brushes  in  the  two  positions  by  means  of  a 
pin.  The  brushes  are  made  of  special  low  resistance  carbon,  and 
are  capable  of  carrying  for  a  short  time,  and  without  appreciable 
heating,  current  up  to  20  amperes  per  square  centimetre. 

The  Schuckert  Company  (D.E.P.  114,828  of  November  6th, 
1900,  also  D.E.P.  116,267  of  December  21st,  1900)  has  employed 
an  arrangement  by  which  it  is  not  alone  rendered  impossible  to 
raise  the  brushes  before  the  rings  are  short  circuited,  but  by  which, 
in  the  event  of  the  motor  stopping,  the  brushes  are  automatically 
replaced  and  the  resistances  inserted.  One  type  of  this  device  is 
shown  in  Fig.  311,  in  which,  of  the  two  halves  a  and  6  of  a 
coupling,  a  is  keyed  to  the  shaft,  and  h  is  free  to  move  in  the 
direction  of  rotation.  The  contact  blocks  c  are  mounted  opposite 
one  another  on  a  and  h.  The  springs  d  tend  to  bring  a  and  h  into 
such  relative  positions  as  to  break  the  contact  at  c.  When,  after 
starting  up,  it  is  desired  to  short  circuit  the  secondary  windings, 
this  is  accomplished  by  applying  the  brake  lever  e,  thus  holding 
back  h  with  respect  to  a,  and  thus  bringing  the  contact  blocks 
together.  In  this  position  a  and  h  are  held  together  by  means  of 
a  latch  /,  which,  thrown  outward  by  the  centrifugal  force  of  the 
weight  g,  engages  with  a  corresponding  lock.     The  weight  g  also 
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carries  a  stud  A,  which  now  projects  from  h,  and  in  turning, 
releases  a  lever  ft,  carried  by  an  extension  of  the  brush  holder  *, 
out  of  its  engagement  through  the  stud  n  and  the  recess  /.  The 
brushes  may  now  be  raised  by  a  downward  movement  of  the  brake 
lever  «,  and  against  the   tension   of   the  spiral  spring  m  on  the 
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Fig.  311.^The  Scliuckert  Compjiny's  Arrangement  for  Rciising  Brushes. 


extension  of  the  brush-holder.  The  stud  n  of  the  lever  Ic  springs 
into  the  recess  o,  and  the  brush -holder  is  thereby  held  in  the 
raised  position.  This  position  of  the  coupling,  the  contacts,  and 
the  brushes  corresponds  with  normal  running.  Should  a  sufficient 
fall  in  speed  occur,  the  spiral  spring  jp  draws  the  weight  g  inward, 
and  the  stud  ^,  which  revolves  normally  in  a  surface  of  smaller 
radius  than  the  stud  li,  projects  through  ft,  and,  by  lifting  the  lever 
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k,  releases  the  brush-holder,  which,  under  the  influence  of  the 
spiral  spring  m,  brings  the  brushes  to  bear  on  the  slip  rings,  the 
brake  lever  e  being  also  brought  from  the  running  to  the  starting 
position.  The  weight  g  falls  still  further  back,  withdrawing  the 
latch  /  from  engagement  with  a,  and  permitting  the  spiral  spring 
d  to  draw  the  contact  blocks  c  apart,  thus  cutting  in  the  resistances 
ready  for  starting  the  motor  again. 

§  6.  Gtdrges'  Method  for  Starting  Induction  Motors. — 
A  most  interesting  method  of  starting  induction  motors  has  been 
devised  by  Gorges  (British  Patent  21,141  of  1894,  Siemens  Bros. 
&  Co.,  German  Patent  No.  82,016,  of  1894,  Siemens  &  Halske). 
The  fundamental  idea  consists,  not  in  limiting  the  secondary 
currents  at  starting  by  resistances  in  series  with  them,  but  in  so 
arranging  the  secondary  windings  that  the  electro-motive  force 
in  some  of  them  shall  oppose  that  in  others  in  the  same  series 
circuit,  thus  leaving  a  residual  electro-motive  force  only  sufficient 
to  send  a  suitably  small  current  through  the  total  resistance  per 
winding.  As  soon  as  the  motor  has  attained  sufficient  speed,  the 
separate  windings  are  so  connected  that  the  full  electro-motive 
force  of  each  winding  is  utilised  for  producing  current.  As  actually 
carried  out  in  a  30  horse-power  Siemens  &  Halske  motor,  very 
fully  described,  with  drawings,  by  Kapp,  in  Elektromeclianische 
KondruktwTien,  second  edition,  1902,  page  261,  this  basic  idea 
is  combined  with  the  introduction  of  resistances  to  secure  still 
smoother  starting ;  but  as  this  non-essential  modification  only  serves 
to  complicate  the  explanation,  it  will  not  here  be  introduced. 

In  its  simplest  form  a  rotor  arranged  by  Gorges*  method  has 
two  separate  three-phase  windings,  A  and  B  of  Fig.  312,  page  261. 
The  three  component  windings,  a,  6,  and  c,  of  the  three-phase 
winding  A  are  located  respectively  in  the  same  position  (or  in 
equivalent  positions)  on  the  rotor  as  a\  6^,  c^,  so  that  the  electro- 
motive forces  induced  in  a  and  a^  are  in  the  same  phase,  as  also 
are  those  in  h  and  6^,  and  c  and  c^.  But  a},  6\  and  c^  have,  say, 
twice  as  many  conductors  as  a,  6,  and  c.  The  connections  are  at 
first  arranged  as  shown  in  Fig.  313,  page  261,  or  at  least  equivalent 
to  the  connection  there  shown  diagrammatically.  Obviously  the 
electro-motive  force  in  a  is  opposed  to  that  in  a\  6  to  6^,  etc.,  and 
the  resultant  electro-motive  force  is  but  one-third  of  the  sum  of 
the  two  electro-motive  forces  in  a  a^,  6  6^,  and  c  e\  Thus  the 
current  is  sufficiently  small  to  prevent  undesirable  rotor  reaction 
upon  the  magnetic  field,  anA  the  motor  starts  up  with  suitable 
torque.     When  sufficient  speed  is  attained,  a  connection  is  made 
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which  in  its  result  is  equivalent  to  re-connecting  the  windings,  as 
shown  in  Pig.  314,  page  261,  so  that  the  electro-motive  forces  of 
the  two  sections  co-operate  with  one  another,  and  the  motor 
operates  normally. 

The  ingenuity  of  the  scheme  is  largely  due  to  the  simplicity  of 
the  change  actually  made  in  the  connections. 

This  is  shown  in  Figs.  316  and  317,  pages  261  and  263,  the 
former  of  which  shows  the  connection  suitable  for  starting,  the 
latter  corresponding  to  the  final  connection.  The  two  diagrams 
are  evidently  the  equivalent  of  Figs.  31  and  32,  except  that  in 
these  latter  the  neutral  points  of  the  star  connection  were  left 
unconnected  for  the  sake  of  clearness. 

It  is  immaterial  whether  the  windings  are  arranged  with  two 
independent  neutral  points,  as  in  the  diagrams  of  Figs.  315  and 
316,  or  whether  these  are  connected  together  as  one  neutral  point. 
The  one  short  circuiting  connection  at  the  other  end  of  the  two 
sets  of  windings  also  suffices.  Nothing  would  be  gained  by 
providing  a  separate  short  circuiting  connection  for  each  of  the 
two  sets  of  windings,  for  when  they  are  short  circuited,  corre- 
sponding to  the  permanent  running  condition  (Fig.  316),  the 
current  per  conductor  is  determined  simply  by  the  volts  and 
reactance  per  conductor.  Hence  the  single  alteration  required 
for  obtaining  from  the  starting  connections  the  connections 
suitable  for  permanent  running  is  to  connect  together  the  three 
points  ^,  r,  s  of  the  diagram,  as  in  Fig.  316.  In  the  Siemens  & 
Halske  motor,  above  referred  to,  this  connection  is  automatically 
effected  by  a  centrifugal  governor.  It  could,  when  desired,  be 
done  by  a  hand-actuated  switch  of  the  type  illustrated  in  Fig. 
299,  or  that  of  Fig.  301,  for  the  purpose  of  cutting  out  internal 
resistances  after  starting  (see  page  251). 

The  problem  of  centrifugal  governors  for  circuit  changing 
purposes  in  the  rotors  of  induction  motors  has  received  con- 
siderable attention.  Two  centrifugal  devices,  as  applied  to  the 
rotors  of  induction  motors,  but  employed  respectively  for  taking 
up  the  load  after  starting  and  for  short  circuiting  the  slip  rings 
after  starting,  have  been  illustrated  in  Figs.  295  and  311,  on  pages 
246  and  259.  The  arrangement  devised  by  the  Siemens  &  Halske 
Company  (German  Patent  No.  91,135  of  1896,  subsidiary  to  No. 
82,016  of  1894),  in  connection  with  the  application  of  the  Gorges 
starting  method,  is  set  forth  in  British  Patent  No.  21,668  of  1896, 
from  which  Figs.  317  and  318,  page  263,  and  the  following  descrip- 
tion have  been  taken. 
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By  this  arrangement,  instead  of  connecting  together  the  points 
q,  r,  and  s  of  Fig.  315,  as  shown  in  Fig.  316,  the  corresponding 
points  in  Fig.  317,  denoted  by  A^,  A*,  and  A',  are  connected  re- 
spectively, A^  and  A*  to  separate  contact  plates,  C  C,  and  the  point 
A*  to  two  other  contact  plates,  D  D,  arranged  opposite  C  C,  and 
a  centrifugal  governor  is  made  to  close  the  contacts  by  movable 
contact  pieces  as  soon  as  the  motor  has  attained  the  required 
speed. 

Fig.  318  shows  a  plan  of  the  centrifugal  governor  with  the 
cover  removed,  and  a  cross  section  on  line  X  T. 

The  operative  parts  are  enclosed  in  a  cylindrical  casing  T, 
which  is  fixed  on  the  shaft  of  the  motor  so  as  to  rotate  therewith. 
C  C  and  D  D  are  the  contact  plates  above  referred  to.  The 
necessary  four  supply  leads  to  these  pass  from  the  armature  of 
the  motor  through  the  back  of  the  casing  T,  two  of  them  being 
led  to  the  contact  plates  C  C,  and  the  other  two  to  the  connecting 
blocks  K  E.  As  the  two  sets  of  these  parts  are  identical  with 
each  other,  they  are  indicated  by  the  same  letters  of  reference, 
and  in  the  following  description  only  those  belonging  to  one  pair 
of  contacts  will  be  referred  to. 

From  E  the  flexible  conductor  B  passes  to  the  contact  plate  D, 
which  is  secured  to,  and  insulated  from,  the  centrifugal  body  M 
pivoted  at  Z  to  the  casing.  As  this  body  is  unsymmetrical 
relatively  to  the  radius  of  the  motor  shaft  passing  through  Z,  on 
the  rotation  of  the  motor  shaft  the  resulting  centrifugal  action 
will  produce  a  turning  moment  in  M  around  Z.  A  coiled  spring 
F  acts  in  opposition  to  this  moment ;  it  is  connected  at  the  one 
end  by  a  bar  P  to  a  pin  S  on  the  body  M,  while  the  other  end  is 
connected  by  the  screwed  adjustable  rod  H  to  the  casing.  The 
bar  P  passing  through  the  spring  serves  to  maintain  this  in  a 
stra^ht  line  when  the  centrifugal  force  tends  to  bend  it  trans- 
versely outwards. 

The  pull  of  the  spring  is  so  adjusted  that  its  moment  holds  the 
moment  of  the  centrifugal  body  M  in  equilibrium  until  the  speed 
is  attained  at  which  the  contacts  are  required  to  be  closed.  On 
this  speed  being  attained  the  body  M  will  consequently  move 
outward  from  its  original  position. 

As  the  elasticity  of  the  spring  is  so  proportioned,  by  giving  it 
a  sufficient  number  of  convolutions,  that  the  moment  of  the  spring 
power  increases  more  slowly  than  the  centrifugal  force  of  the  mass 
M,  which  increases  proportionately  to  the  increase  of  the  radius, 
the  body  M  after  once  leaving  the  original  position  will  move 
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outward  with  increasing  acceleration  so  as  to  effect  the  contact 
between  C  and  D  with  suddenness  and  with  a  surplus  of  energy. 

The  two  contacts  are  required  to  close  simultaneously.  This 
could,  however,  not  always  be  ensured  if  the  two  contact  devices 
were  quite  independent  of  each  other,  even  with  great  accuracy 
of  adjustment  of  the  two  springs,  on  account  of  possible  unequal 
variations  in  the  friction  of  the  parts.  On  the  other  hand,  the 
pairs  of  contacts  must  arrive  independently  of  each  other  at  their 
end  position  in  order  to  ensure  a  reliable  contact  in  both.  In 
order  to  fulfil  both  conditions  there  is  provided  loose  on  the 
central  boss  of  the  casing  a  disc  W  having  radial  slots  KK  with 
which  are  engaged,  with  a  certain  amount  of  play,  pins  s  fixed  to 
the  bodies  M. 


Figs.  319  and  320.— Suggested  Winding  for  the  Qoi-ges  Method 
of  Starting. 


If  now  the  one  body  starts  from  its  original  position  sooner 
than  the  other  one,  it  wiU,  after  moving  to  the  extent  of  the  play 
of  4  in  the  slots,  transmit  its  motion  to  the  other  body  M,  and  as 
it  will  then  have  already  attained  an  excess  of  energy,  any 
difiference  between  the  tension  of  the  two  springs  will  thereby  be 
prevented  from  detrimentally  affecting  the  simultaneous  closing 
of  the  two  contacts,  while,  on  the  other  hand,  the  play  of  the 
pins  8  in  the  slots  R  will  render  the  contact  positions  of  the 
plates  independent  of  each  other. 

It  has  occurred  to  the  writer  that  a  symmetrical  two-circuit 
triply  re-entrant  triple  winding  would  adapt  itself  excellently 
to  the  requirements  of  the  Gorges  method.  One  would  break 
up  into  three  sections  each  of  the  three  independent  windings, 
A,  B,  and  C  (see  Fig.  319),  and  regroup  them  as  indicated 
diagrammatically  in  Fig.  320,  where  the  full  lines  represent  the 
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connections  for  starting.  After  attaining  speed,  the  only  change 
requiring  to  be  made  is  to  add  the  connections  indicated  by  the 
dotted  lines.  A  triple  winding,  giving  a  reduction  of  electro- 
motive force  at  starting  to  that  of  one-third  of  the  total  number 
of  conductors,  has  been  taken  as  representing  the  simplest  case. 
Other  ratios  could  be  obtained  by  other  windings.  The  Gorges 
patent  also  describes  arrangements  for  obtaining  more  than  two 
steps,  and  thus  preventing  sudden  and  considerable  changes. 

§  7.  Boucherot's  Methods  for  Starting  Induction 
Motors. — M.  Boucherot  was  one  of  the  earliest  workers  in  the 
devising  of  methods  of  starting  induction  motors.  Of  the  three 
types  into  which  his  motors  may  be  divided,  none  can  afiford  to 
be  overlooked,  as  the  underlying  principles  may  well  be  kept  in 
mind  in  induction  motor  work.  The  earliest  types  were  devised 
in  1894  and  1895,  and  had  for  their  object  the  securing  of  motors 
with  good  specific  starting  torque  and  without  slip  rings.  The 
first  idea  was  to  employ  an  ordinary  stator  as  primary,  and  to 
provide  the  rotor  (secondary)  with  several  independent  closed 
circuits  of  graded  resistances  and  inductances,  ranging  from  low 
resistance  and  high  inductance  to  high  resistance  and  minimum 
inductance.  The  latter  only  are  traversed  by  any  considerable 
secondary  currents  at  the  instants  of  throwing  the  motor  on  the 
circuit,  since  the  rotor  having  the  full  primary  periodicity,  the 
secondary  circuits  of  high  inductance  also  have  high  reactance, 
the  reactance  being  equal  to  2'7r  X  periodicity  x  inductance.  But 
as  the  rotor  gathers  speed  the  periodicity  of  the  currents  in  its 
windings  decreases,  and  hence  also  the  reactance,  and  at  full 
speed,  when  the  periodicity  is  very  small  indeed,  all  the  circuits, 
especially  that  of  the  highest  inductance  (because  it  is  the  circuit 
of  lowest  resistance),  carry  considerable  proportions  of  the  total 
current.  Hence  the  motor  is  more  efficient  at  normal  running 
than  would  be  the  case  were  its  rotor  merely  provided  with  a 
single  winding  of  sufficiently  high  resistance  to  secure  a  satisfactory 
specific  torque  at  starting,  for  such  a  motor  has  high  slip,  low 
efficiency,  and  high  heating. 

As  this  conception  developed,  it  was  embodied  by  M.  Boucherot 
in  a  rotor  furnished  with  a  series  of  squirrel  cages,  an  end  view 
of  the  core  for  which  is  illustrated  diagramatically  in  Fig. 
321.  The  outer  squirrel  c£^e,  having  fairly  high  resistance  and 
minimum  inductance,  is  most  effective  at  starting,  when  the 
secondary  periodicity  is  high.  The  next  inner,  after  some  speed 
has  been  attained,   then   the   third,  and  ultimately,  at  normal 
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running  conditions,  all  the  windings  contribute  to  furnish  the 
torque,  the  much  lower  resistance  of  the  most  remote  winding 
making  up  for  its  higher  inductance,  which  higher  inductance, 
in  virtue  of  the  low  secondary  periodicity  at  normal  speed,  is 
accompanied  by  a  moderate  reactance  only. 

In  practice,  two  component  squirrel  cages  are  generally  found  to 
be  sufficient  Fig.  322,  page  268,  shows  a  longitudinal  section  and 
an  end  view  of  such  a  rotor.  In  these  figures  T^  represents  a  series 
of  slots  at  the  periphery  of  the  laminations,  as  in  the  ordinary 
motor.  Lower  down  is  a  second  series  of  slots,  Tg,  connected  with 
the  first  by  radial  openings,  designed  to  increase   the  mt^etic 


Fig.  321.— Core  Disc  of  Boucherot  Rotor. 

reluctance  of  the  annular  space  between  the  two  series  of  slots, 
and  thus  to  diminish  the  magnetic  leakage  of  the  inner  squirrel 
cage. 

In  the  outside  series  of  slots  copper  bars  are  placed,  and  these 
are  soldered  to  end  rings  C^  C^  of  high  resistance,  the  end  rings 
being  usually  constructed  of  iron,  German  silver,  or  other  high 
resistance  material.  In  the  second  series  of  slots  are  placed  copper 
bars  generally  of  larger  cross  section  than  those  in  the  outer  series, 
and  these  are  soldered  at  their  ends  to  the  copper  rings  Cg  Cj  of 
low  resistance.  A  view  of  the  parts  of  a  5  horse-power  motor  of 
this  type  is  shown  in  Fig.  323,  Plate  18.  A  3  horse-power  motor 
assembled  is  shown  in  Fig.  324,  Plate  18. 


^      6 


v^-    pf  r.» 


rUNWERSlTY 

^  OF         ,,K 


Electric  Motors.'] 


Fig.  323.— Component  Parts  of  5  Horse-power  Boucherot  Motor  (see  page  267). 


Fio.  325. — 8  Horse-power  Boucherot  Motor  (see  page  270). 


[Plate  18. 


Fig.  324.—  3  Horse-power  Boucherot  Motor,  Assembled  (see  page  267). 


Fig.  326. — 20  Horse-power  Boucherot  Motor  (see  page  270). 
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The  action  is  clearly  illustrated  by  the  curves  in  Fig.  328.  On 
using  in  the  ordinary  way  a  high  resistance,  low  inductance, 
squirrel  cage  rotor  winding,  like  C^  C^  of  Fig.  322,  one  may  obtain 
the  curve  of  torque  and  speed  marked  I.  In  this  case,  double  full 
load  torque  is  obtained  at  starting,  and  full  load  torque  corresponds 
to  about  75  per  cent,  of  synchronous  speed,  hence  the  "  slip "  at 
full  load  is  25  per  cent.,  and  such  a  motor  is  very  inefficient. 
Were  the  rotor  provided,  instead  of  with  C^  Cj,  with  the  winding 
Cg  Cj  of  low  resist-ance  and  high  inductance,  curve  II  of  Fig.  328 
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Fig.  a28.— Chaiacteristic  Curves  of  Motor  with  Rotor  Winding  on 
the  Boucherot  Method. 


would  represent  the  relation  of  torque  and  speed.  There  is 
practically  no  starting  torque,  and  the  maximum  load  is  but  62 
per  cent,  of  the  normal  load  of  the  motor.  But  at  this  load  the 
slip  is  but  6  per  cent.,  and  the  motor  then  operates  at  a  much 
higher  efficiency.  Now,  in  M.  Boucherot's  motor  the  windings 
CjL  Ci  and  C^  C^  co-operate  to  give  curve  III,  which,  compared  with 
curve  I,  shows  the  slip  at  full  load  to  be  reduced  from  25  per  cent, 
to  6  per  cent.,  while  a  starting  torque  of  double  the  full  load 
torque  is  obtained,  thus  combining  high  efficiency  with  effective 
starting.    M.  Boucherot  summarises  its  good  features  as  follows : — 

(1)  For  starting  and  stopping,  the  mere  closing  and  opening  of  the  main 
switch  suffices. 
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(2)  When  pulled  up  by  a  heavy  load  it  only  takes  a  current  equal  to  that 
consumed  at  starting,  and  as  soon  as  the  overload  is  removed  the  motor  starts 
up  again  of  itself.  It  is  thus  peculiarly  fitted  for  operation  at  a  distance, 
such  as  for  motors  in  mines  and  for  operating  swing-bridges  and  draw-bridges 
of  various  types.  The  addition  of  variable  resistances  in  the  primary  allows 
the  speed  to  be  varied  according  to  the  requirements. 

M.  Boucherot  reports  of  such  a  motor  of  8  horse-power  rated 
output  that  it  starts  with  twice  full  load  torque,  requiring  two  and 
a  half  times  full  load  current.  The  only  objection  would  be  that 
its  full  load  power  factor  is  some  10  per  cent,  lower.  (See  also 
Bulletin  de  la  SociStS  IntenuUionale  des  Eledricims  for  February 
1898.) 

M.  Boucherot  next  devised  the  type  of  motor  of  which  the  8 
horse-power  and  20  horse-power  sizes  are  illustrated  in  Figs.  325 
and  326,  Plate  18.  In  this  type  the  stator  consists  of  two  identical 
parte,  the  one  fixed  immovably  to  the  base  of  the  machine,  the 
other  capable  of  a  certain  annular  movement,  either  with  reference 
to  the  first,  by  a  lever  in  the'  smaller  sizes,  as  in  Fig.  325,  or  by 
a  hand  wheel,  as  in  Fig.  326,  for  the  larger  sizes.  The  rotor, 
although  also  a  double  structure,  has  a  single  squirrel  cage  winding, 
the  face  conductors  of  which  extend  straight  through  the  two 
halves.  These  conductors  are  short  circuited  at  their  ends  by  two 
low  resistance  copper  rings,  and  at  the  middle,  between  the  two 
halves  of  the  rotor,  by  a  high  resistance  ring  of  German  silver,  or 
of  other  high  resistance  material.  Such  a  rotor  is  shown  in  Fig. 
327,  Plate  19,  this  being  for  a  motor  of  30  horse-power. 

The  movable  half  of  the  stator  is,  for  starting,  so  placed  with 
reference  to  the  immovable  half  that  electro-motive  forces  in 
opposite  directions  are  induced  in  the  two  halves  of  each  rotor 
bar;  hence  the  resulting  currents  must  complete  their  circuit 
through  the  intermediate  high  resistance  ring.  Consequently  the 
motor  starts  with  a  high  specific  torque,  as  in  an  ordinary  in- 
duction motor  with  a  high  resistance  squirrel  cage.  As  the  motor 
acquires  speed,  the  stators  are  gradually  brought  into  the  normal 
running  position,  where  they  induce  electro- motive  forces  in  the 
same  direction  in  the  two  halves  of  the  rotor  bars,  and  rotor 
currents  no  longer  traverse  the  high  resistance  intermediate  ring, 
but  complete  their  circuit  by  the  two  low  resistance  copper  rings 
at  their  extreme  ends.  The  advantage  of  this  motor  is  that,  by 
the  correct  adjustment  of  the  angular  position  of  the  movable 
half  of  «the  stator,  it  is  possible  to  limit  the  starting  current  to 
the  value  required  for  the  particular  load  and  acceleration.  In  an 
ordinary  squirrel  cage  motor,  a  current  of  a  given  strength  flows 
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at  the  instant  of  clewing  the  switch,  irrespective  of  the  load  on  the 
motor.  If  the  load  is  small  the  motor  accelerates  quickly;  if 
great,  it  accelerates  slowly,  but  the  starting  current  is  the  same. 
With  the  Boucherot  motor,  however,  the  starting  current  will  be 
great  or  small,  according  to  the  relative  angular  positions  at  which 
the  component  stators  are  set,  and  during  normal  running  the 
motor  has  the  good  properties  of  a  low  resistance  squirrel  cage 
motor.  M.  Boucherot  also  mentions  that  rearrangements  of  the 
windings  by  changes  in  the  connections  are  sometimes  preferable 
to  the  mechanical  adjustment. 

M.  Boucherot's  third  type  of  motor  (British  Patent  No.  9534 
of  1900)  is  just  like  the  second  type,  the  one  last  described,  except 
that  boJ)h  elements  of  the  stator  remain  fixed;  but  the  system 
requires  at  the  switch-board,  or  at  the  point  from  which  the  motor 


Fig.  331. — Diagram  of  350  Horse-power  Boucherot  Motor. 


is  controlled,  a  "phase  transformer,"  by  means  of  which  a  high 
specific  starting  torque  is  obtained,  together  with  a  high  efficiency 
at  normal  running.  The  motor  is  illustrated  diagrammatically  in 
Fig.  331,  in  which  S  S^  are  the  two  stators,  R  and  E^  the  rotors, 
M  the  high  resistance  intermediate  ring,  and  C  G^  the  low  resist- 
ance end  rings,  the  face  conductors  K  extending  the  full  length  of 
both  rotors,  being  soldered  to  these  three  rings.  If  the  currents 
sent  into  the  windings  on  the  two  stators  S  S^  have  a  phase 
difference  of  180*"  from  one  another,  the  currents  induced  in  the 
two  halves  of  the  rotor,  being  opposed  to  one  another,  must 
complete  their  circuits  through  the  high  resistance  ring  M;  the 
motor  is  then  equivalent  to  a  high  resistance  squirrel  cage  motor, 
and  has  a  high  starting  torque,  but  is  badly  suited  for  permanent 
running.  When  currents  of  the  same  phase  are  sent  into  the  two 
stator  windings  the  motor  operates  like  a  low  resistance  squirrel 
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cage  motor.  Hence  one  stator  is  supplied  directly  from  the  line 
and  the  other  from  the  secondary  of  a  "  phase  transformer  "  from 
which  currents  differing  by  180°  in  phase  from  the  primary 
currents  are  obtained  for  starting,  this  phase  difTerence  being 
gradually  reduced  as  the  motor  acquires  speed,  until  at  full  speed 
the  phase  difference  is  zero. 

By  means  of  the  "  phase  transformer "  any  intermediate  phase 
difference  may  be  obtained  at  starting  according  to  the  load  against 
which  the  motor  must  start  and  the  ratio  of  acceleration  desired. 
A  350  horse-power  motor  of  this  type  is  shown  in  Fig.  329,  Plate 
19.  The  rotor  of  a  200  horse-power  motor  is  shown  in  Fig.  330, 
.Plate  19.  In  Fig.  332  this  mode  of  operation  is  indicated  as 
applied  to  three  motors.    These  may  be  supposed  to  be  located  at 
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YiQ,  332. — Diagram  of  Connections  of  Three  Boucherot  Motors. 

some  point  difficult  of  access,  and  have  to  work,  therefore,  without 
slip  rings  or  other  moving  contacts.  They  must  yet  be  capable 
of  a  high  starting  torque.  Each  has  two  stators  carrying  the 
windings  Bj,  Bj,  Bj,  and  B},  BJ,  BJ.  These  two  sets  of  windings 
are  permanently  connected  respectively  to  a  line  fed  directly 
from  the  source  and  to  a  secondary  line  fed  from  the  secondary 
windings  Sj,  Sj,  S,,  of  the  "phase  transformer,"  situated  at  the 
distant  point  from  which  the  motors  have  to  be  controlled.  For 
normal  running,  it  is  permissible  to  switch  out  the  phase  trans- 
former, and  supply  both  sets  of  stator  windings  from  the  primary 
source,  as  indicated  by  the  three  dotted  lines  jp,  y,  r.  The  con- 
struction of  the  phase  transformer  may  be  explained  by  reference 
to  Fig.  333.  It  is  in  principle  practically  an  ordinary  polyphase 
motor,  but  it  is  only  required  to  be  arranged  for  a  small  angular 
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movement  of  the  internal  secondary  S,  with  respect  to  the  external 
primary  P.  The  primary  carries  the  windings,  Wp,  which  are 
connected  to  the  source  of  supply.  From  the  secondary  windings, 
W,^  the  motor  windings  B},  BJ,  BJ  of  Fig.  332  are  supplied  over 
the  secondary  line.  When  the  windings  of  the  phase  transformer 
occupy  the  relative  position  to  one  another  shown  in  Fig.  333,  the 
phase  difference  between  primary  and  secondary  currents  is  zero ; 
by  turning  the  secondary  member  S,  until  point  m  comes  opposite 
point  n  of  the  primary  member  P,  the  phase  difference  is  180°, 
and  this  latter  is  the  position  required  to  obtain  maximum  torque 
at  starting.  This  method  was  proposed  by  M.  Boucherot  for 
operating  the  moving  sidewalk  at  the  Paris  Exposition,  but  was 
not  adopted,  as  continuous  current  motors  were  finally  resorted  to. 

Many  motors,  some  of  fairly  large  capacity,  built  on  these 
various  principles,  are  in  operation  in  France,  and  it  would  appear 
that  the  increased  expense  of  production  is  often  justified  by  the 
results  which  they  give  in  special  cases,  where  otherwise  the  in- 
duction motor  would  be  unsatisfactory. 

In  the  Bulletin  de  la  SodMS  l7Ue7'nation<ile  des  Electiiciens  for 
June  4th,  1902,  M.  Boucherot  describes  installations  in  which 
owing  to  the  necessity  for  very  frequent  starting  and  stopping, 
and  for  quick  acceleration  of  apparatus  of  great  momentum,  it  has 
been  found  economical  to  have  supplies  of  current  at  several 
frequencies,  the  induction  motor  during  acceleration  being  gradually 
switched  upon  circuits  of  higher  frequency. 

On  slowing  down,  instead  of  wasting  the  very  considerable 
energy  of  momentum  of  the  driven  apparatus,  this  is  restored 
gradually  to  the  supply  of  circuits  of  decreasing  frequencies,  and 
thus  transferred  to  the  supply  of  other  apparatus  which  may 
at  the  time  be  requiring  to  be  accelerated,  the  induction  motor 
thus  acting  as  a  generator.  M.  Boucherot  has  calculated  the 
saving  possible  by  the  use  of  one,  two,  three,  and  four  different 
frequencies  to  be  as  set  forth  in  Table  XLI. 


Tablh  XLI. — Energy  Saved  by  Boucherot's  Method  of  Rbgbnbrative 
Control  of  Induction  Motors. 

Net  Consumption  of 

Power  during  Starting 

and  Stopping. 

1 

0-56 
0-38 
0-27 


Number  of  Fre- 
quencie*  Provided. 

Power  Required 
during  Accelerating. 

Power  Restored  ou 
Slowing  down. 

1 
2 
3 
4 

1 

0-75 
0-67 
0-C2 

0 

0-19 
0-29 
0-35 
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It  is  evident  that  for  certain  special  processes,  when  frequent 
starting  and  stopping  is  required,  the  saving  set  forth  by  this  table 
would  justify  the  increased  expense  of  the  installation. 

§  8.  Hobaxt's  Method  of  Starting  Induction  Motors. — 
A  method  which,  electrically,  is  rather  similar  to  the  Gorges  method 
for  starting  induction  motors  has  been  suggesced  by  the  writer 
(British  Patent  No.  25,744  of  1897).  Two  component  windings,  A 
and  B,  Fig.  334,  are  wound  on  the  secondary  element  (in  this  case 
the  rotor  R)  in  a  double  spiral,  so  that  they  may  be  considered  to 
be  practically  superposed   so  far  as  relates  to  their  position  in 


Fig.  334. — Suggested  Method  of  Winding  for  Starting  Induction  Motors. 

regard  to  the  stator  S.  These  two  component  windings  are 
represented  diagrammatically  side  by  side.  The  winding  A  is 
permanently  tapped  off  to  a  common  connection  from  three  points 
a,  a,  a  (the  diagram  is  for  2  poles ;  for  larger  numbers  of  poles 
there  would  be  three  taps  per  pair  of  jjoles).  These  connections, 
a,  a,  a  for  A,  are  the  same  at  starting  as  for  running.  The 
independent  winding  B  is  tapped  off  at  points  6,  &,  6,  correspond- 
ing with  the  points  a,  a,  a  of  A,  but  has  also  a  second  set  of  taps 
from  points  c,  c,  c,  at  a  suitable  angular  distance  away  from  &,  6,  6, 
this  angular  distance  being  chosen  to  suit  the  conditions  of  start- 
ing torque  required  for  each  motor.     The  windings  are  shown  as 
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of  the  gramme  ring  type  merely  for  clearness  in  explaining  the 
principle  of  the  method.  They  would,  of  course,  in  practice 
generally  be  constructed  as  drum  windings.  The  principle 
involved  is,  that  when  the  rotor  R  is  at  rest,  and  the  current  is 
switched  on  to  the  primary  P  of  the  stator  S,  currents  will  be 
induced  in  the  two  component  secondary  windings  A  and  B  of  the 
rotor  E. 

If  these  two  component  windings,  A  and  B,  were  indepen- 
dently short  circuited  from  corresponding  points  as  a,  a,  a  and 
6,  &,  6,  the  two  seta  of  current-carrying  conductors  composing  the 
two  windings,  A  and  B,  would  co-operate  electro-magnetically  in 
reacting  on  the  system,  and  in  the  majority  of  cases  the  magnitude 
of  this  demagnetising  reaction  would  be  greater  than  that  best 
adapted  to  secure  the  desired  starting  torque  (in  other  cases  there 
would  be  no  need  to  have  recourse  to  this  device),  but  by  making 
the  common  connection  from  the  points  c,  c,  c  of  the  winding  B, 
the  points  c,  c,  c  are  at  the  proper  angular  distance  from  the  con- 
nections a,  a,  a  of  winding  A,  and  therefore  the  resultant  secondary 
reaction  (of  the  two  windings  A  and  B)  is  decreased  to  the  value 
most  suitable  for  obtaining  the  desired  electro-magnetic  condition 
at  starting.  When  suflScient  speed  has  been  acquired,  the  con- 
nections may,  by  any  suitable  device,  be  rearranged  by  opening 
the  connection  of  the  three  leads  c,  c,  c,  and  connecting  together 
the  leads  6,  6,  6,  and  the  motor  will  then  be  properly  arranged  for 
running. 

Mr.  C.  S.  Bradley  has  proposed  for  small  motors  to  use  an 
external  field  that  may  be  shifted  along  its  base  so  as  to  embrace 
either  one  of  two  armatures,  or  part  of  both.  One  of  these  arma- 
tures has  a  low  resistance  winding,  and  is  suitable  for  normal 
conditions — namely,  where  small  drop  in  speed  is  desirable ;  the 
other  for  starting — i.e.  where  considerable  armature  resistance  is 
generally  necessary. 

Another  way  of  accomplishing  this  result  would  be  to  have 
upon  a  single  rotor  a  double,  triple,  quadruple,  or  higher  order  of 
multiple  winding.  One  of  these  windings  would  be  permanently 
short  circuited,  the  others  being  short  circuited  one  by  one  as 
occasion  should  demand. 

Thus,  take  the  case  of  a  quadruple  winding  arranged  with 
one  conductor  of  each  winding  in  each  slot.  This  arrangement  is 
indicated  in  Fig.  335,  where  the  conductors  of  the  four  windings 
are  denoted  respectively  by  I,  II,  III,  and  IV.  Suppose  that  at 
starting  the  complete  component   winding   represented    by   the 
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conductors  I  should  be  short  circuited,  the  others  being  on  open 
circuit,  then  the  armature  resistance  would  be  four  times  as  great 
as  when,  after  attaining  speed,  all  four  systems  are  short  circuited. 
It  is,  therefore,  equivalent  to  having  an  external  resistance  three 
times  as  great  as  the  armature  resistance.  By  this  plan  the 
method  of  starting  would  be  to  successively  short  circuit  the 
armature  windings,  analogous  to  the  way  in  which  internally 
mounted  resistance  (see  Figs.  299  and  300,  pages  250  and  251)  has 
been  arranged  to  be  gradually  cut  out  of  circuit.  The  concentration 
of  the  resistance  in  the  conductors  themselves  overcomes  the 
mechanical  difficulties  associated  with  suitably  arranging  resist- 
ances inside  the  spider  of  the  rotor.  Where  only  one  step  is  required 
at  starting,  all  the  other  component  windings  would  be  coupled 
permanently  in  series,  or  parallel,  ready  to  be  short  circuited  at 
the  suitable  speed.  Were  the  conductors  of  that  winding  which 
is  always  in  circuit  made  of  some  material  of  higher  resistance 


Fig.  336.— Multiple  Winding  on  Rotor. 

than  copper,  or  of  smaller  cross  section,  the  increased  specific  rate 
of  generation  of  heat  would  only  occur  during  starting,  for  when 
the  other  windings  were  connected  in  for  permanent  running,  the 
current  would  be  shared  in  proportion  to  the  conductivity  of  the 
conductors  in  parallel.  The  heat  thus  generated  during  starting 
is  as  easily,  or  more  easily,  dissipated  from  the  conductors  at  the 
periphery  as  from  internally  located  auxiliary  rheostats. 

§  9.  Utilisation  of  "Skin  Effect "^  in  Conductors  for 
Automatically  Starting  Induction  Motora — The  periodicity 
in  the  rotor  is,  at  the  moment  of  starting,  equal  to  the  full 
periodicity  of  the  circuit,  falling,  as  speed  is  acquired,  to  the  low 


*  The  following  references  relate  to  **skin  effect"  in  conductors :— Gray, 
Absolute  MeasuremeTUs  in  Electricity  arid  Magnetism^  vol.  ii.,  page  329 ; 
Proceeditigs  of  the  Institute  of  Electrical  Engineers,  1889,  vol.  xviii.,  No.  77, 
page  16 ;  Electrical  World,  1893,  vol.  xxi.,  page  300 ;  Transactions  of  the 
American  Institute  of  Electrical  Engineers,  1893,  April  18th  ;  Weidemann^s 
Annalen,  vol.  liii.,  page  1363 ;  London  Electrician,  October  12th,  1900,  page 
920. 
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value  corresponding  to  the  slip.  The  writer  has  proposed  (British 
Patent  No.  8476  of  1900)  to  utilise  this  property  for  obtaining 
the  requisite  starting  torque  by  means  of  the  skin  efifect  in  con- 
ductors (more  especially  those  of  magnetic  material)  of  fairly  large 
diameter.  In  virtue  of  the  high  periodicity  at  starting,  these 
conductors  offer  much  higher  resistance  to  the  flow  of  the  induced 
current  than  after  the  normal  speed  has  been  attained,  the  re- 
sistance then  not  being  appreciably  in  excess  of  the  true  ohmic 
resistance.  For  squirrel  cage  motors,  the  end  rings  could  be  of 
massive  wrought  iron.  Even  for  wound  motors  with  slip  rings 
and  externally  located  wrought-iron    starting   resistance    there 
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Fig.  336.— Suggested  Method  of  Connection  for  Utilising  "Skin  Effect." 


should  sometimes  be  an  advantage  in  the  case  of  motors  located 
at  a  distance  and  not  conveniently  accessible  to  attendance,  as  the 
apparent  resistance  itself  decreases  to  a  very  small  amount  as  the 
motor  increases  in  speed,  and  if  suitably  proportioned,  the  re- 
sistance, at  full  speed,  may  be  arranged  to  be  sufficiently  low  not 
to  be  required  to  be  cut  out.  When  the  stator  is  the  secondary, 
and  sliding  contacts  for  the  secondary  currents  are  thus  avoided, 
the  winding  should  be  for  low  voltage  and  large  amperage  in  order 
to  obtain  the  greatest  advantage  from  this  method. 

The  plan  is  diagrammatically  illustrated  in  Fig.  336,  in 
which  A  is  the  rotor  of  an  induction  motor  which  is  provided 
with  any  suitable  winding,  that  illustrated  being  a  Y-connected 
three-phase  winding,  the  terminals  being  connected  to  the  three 
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collector  rings  a.  The  secondary  currents  induced  in  the  rotor  are 
led  hj  means  of  the  three  slip  rings  and  the  three  brushes  h 
hearing  thereon,  to  three  resistances,  R,  these  resistances  being 
brought  to  one  common  connection,  as  shown.  Wrought  iron  is 
an  especially  suitable  material  for  these  resistances. 

When  connection  is  made  from  the  supply  circuit  to  the 
primary  windings  of  the  induction  motor,  there  are  induced  in 
the  secondary  circuits  currents  of  the  same  periodicity  as  in  the 
primary  circuit,  and  by  suitably  proportioning  the  cross  section  of 
the  conductors  containing  the  resistances  R,  and  by  making  these 
of  suitable  material,  these  resistances  will,  at  the  impressed 
periodicity,  oppose  to  the  flow  of  these  secondary  currents  an 
apparent  resistance  much  greater  than  the  resistance  that  they 
would  oppose  to  the  flow  of  low  periodicity  currents ;  hence  the 
rotor  has  sufl&cient  torque. 

In  proportion  as  the  motor  gathers  speed  the  periodicity  of 
these  induced  secondary  currents  decreases,  and  at  normal  speed 
IB  very  low,  and  the  resistance  opposed  to  the  flow  of  these 
secondary  currents  is  not  appreciably  in  excess  of  the  true  ohmic 
resistance,  and  if  the  conductors  R  are  of  suitably  large  cross 
section,  they  practically  short  circuit  the  rotor  windings,  which  is 
the  most  efficient  condition  for  normal  running.  This,  it  will  be 
observed,  has  been  accomplished  without  any  change  whatever  in 
the  circuit  connections,  and  constitutes  one  of  the  most  important 
features  of  the  method. 

This  seems  to  the  writer  to  offer  a  means,  altogether  free  from 
any  mechanism  whatsoever,  of  automatically  starting  a  motor  with 
a  high  "  specific "  torque,  i.«.  a  high  torque  per  primary  ampere. 
The  chief  objection  is  the  bulkiness  of  a  rheostat  constructed  on 
this  principle,  but  it  is  merely  a  question  of  cubical  dimensions ; 
there  is  nothing  expensive  about  its  construction.  A  moderate 
amount  of  the  same  effect  could  be  obtained  with  a  squirrel 
cage  rotor  with  the  end  rings  or  the  radial  connections  (see 
Figs.  287  to  290,  pages  243  and  244),  or,  in  certain  cases,  the 
conductors  themselves,  proportioned  with  regard  to  the  principles 
above  described. 

It  may  occasion  surprise  that  the  "  skin  effect  '*  in  conductors 
is  enough  to  be  effective  in  this  connection.  The  following  results 
of  tests  carried  out  under  the  writer's  direction  by  Mr  B.  Hopps 
in  1899  are,  however,  fairly  conclusive  on  this  point,  and  afford 
useful  data  of  this  alternating  current  phenomenon,  which  is 
capable  of  numerous  useful  applications. 
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The  tests  were  made  upon  straight  lengths  of  iron  wires  and 
rods  of  ordinary  value,  and,  to  ensure  a  fair  average,  special  care 
was  taken  to  obtain  them  from  various  manufacturers.  A  known 
current  was  passed  through  the  rod,  the  volts  drop  due  to  a  known 
length  being  measured  by  means  of  a  low-reading  hot-wire  volt- 
meter. The  results  are  set  forth  in  Table  XLII.,  and  are  plotted  in 
Figs.  337  to  339. 

Table  XLII.— Results  op  Tests  of  Iron  Conductors. 
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These  tests  were  followed  by  comparative  tests  on  a  three- 
phase  induction  motor,  using  as  starting  resistance  in  the  rotor 
winding : — 

(1)  An  ''iron  grid"  resistance  as  supplied  with  the  motor. 

(2)  Wrought-iron  rods  of  suitable  length  and  diameter. 
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The  induction  motor  was  rated  at  5  horse-power,  at  50  cycles, 
1500  revolutions  per  minute,  220  volts,  and  15  amperes. 

The  rotor  winding  terminated  at  three  slip  rings,  from  which 
connections  were  made  to  the  starting  devices. 

The  resistance  of  the  "  rotor  *'  winding  between  slip  rings  was 
0*0181  ohm   and  of  the  stator  between  terminals  0*0611   ohm. 
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Figs.  337  and  338. — Curves  of  Tests  on  Iron  CJonductors. 


The  starting  resistance  supplied  with  the  motor  was  of  the  "  cast- 
iron  grid"  type.     It  consisted  of  three  equal  grid  resistances, 

♦  The  two  dotted  curves  in  Fig.  338  are  drawn  in  to  indicate  the  possibility 
that  the  increase  in  the  "  skin  effect,"  with  increasing  frequency  with  iron  rods, 
while  at  first  rapid,  is  ultimately  at  a  much  lesser  rate.  The  tests  were  much 
too  crude  to  lead  to  any  estimate  of  the  law  of  variation  of  the  **skin  effect" 
with  the  frequency. 
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connected  in  star  by  a.  triangular  switch  arm,  and  had  ten  steps, 
of  which  the  following  are  the  resistances  per  phase : — 


step  Nomber. 
Short  Circuit 

1 

2 

3 

4 

5 


Reatstanoe  at 
20'Ceut. 

step  Number. 

ReBlsUuioe  at 
20*  Cent. 

... 

6        

.      0-12 

...     0-0213 

7        

...      0-134 

...     0-0317 

8        

...      0162 

...     0-0462 

9       

...      0194 

...     0-060 

10       

...      0-249 

...     0-072 

Sesistance  measurements  were  also  made  at  40  cycles,  and 
were  found  to  practically  correspond  to  the  above  figures,  the 
inductance  thus  being  negligible. 

This  resistance  constituted  the  first  starting  device. 


JfpaurenJt/. 


u^JUCGrohms  * 


•ptrLvch/  ImnQthf, 

FiQ.  339.— Carves  of  Tests  on  Iron  Conductors. 

The  second  starting  device  was  composed  of  nine  14  ft.  lengths 
of  commercial  wrought-iron  rod  1  in.  diameter,  divided  up  into 
three  equal  lengths  and  connected  star.  Connections  between  the 
rods  were  made  by  soldering  on  their  ends  copper  connection 
lugs  of  400  amperes  capacity,  and  bolting  the  contact  surfaces  of 
these  lugs  together,  the  resistance  of  such  a  joint  being  approxi- 
mately 0-00008  ohm. 

Tests  were  made,  using  three,  two,  and  one  length  of  rod  per 
phase. 

A  test  was  made  on  one  length  of  the  iron  without  a  joint, 
from  which  the  specific  resistance  was  computed  to  be  5*45 
michroms  per  cubic  inch.  A  specimen  of  iron  was  cut  from  a 
length,  the  permeability  of  which,  as  measured  by  Ewing's 
permeability    bridge,  was: — 
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H. 

B. 
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3-93          

10,100 

4-73          
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7-12          
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8-6             
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12-3             

13,960 

23-4             

14,920 

40-6             

15,701 

86-6             

16,860 

113                

17,300 

139-6             

17,740 

ft 

1,700 

2,490 

2,770 

2,840 

2,580 

2,330 

1,760 

1,530 

1,130 

624 

387 

197 

163 

127 

The  following  measurements  were  made  of  the  apparent  and 
real  resistance  of  the  various  rods  per  phase: — 


Thbee  Rods  per  Phase  (Length =42  ft.). 

Real  resistance  at  0  cycles  of  rods,  contacts  and  leads 
Apparent      „     40  „  „  „ 

Two  Rods  per  Phase  (Length =28  ft.). 

Real  resistance  at  0  cycles  of  rods,  contacts  and  leads 
Apparent      „     40  „  „  „ 

One  Rod  per  Phase  (Length =14  ft.). 

Real  resistance  at  0  cycles  of  rods,  contacts  and  leads 
Apparent      „     40  „  „  „ 


Ohm. 
000479 
00436 


000366 
0-0303 


0-00234 
0-0168 


Three-phase  currents  were  supplied  by  a  small  experimental 
generator  at  about  80  volts  on  the  terminals  of  the  motor. 
With  this  low  voltage,  it  was  safe  for  the  supply  machine,  in 
spite  of  its  small  capacity,  to  start  the  motor  on  short  circuited 
slip  rings. 

The  torque  was  measured  at  the  periphery  of  the  pulley  by 
means  of  a  spring  balance.  The  torque  of  the  rotor  was  not 
uniform  during  one  revolution;  measurements  were  therefore 
made  with  the  rotor  always  in  the  same  position  relative  to  the 
stator.  At  the  position  of  the  rotor  selected,  the  line  amperes 
and  volts  were  balanced  in  the  three  phases. 

The  measurements  set  forth  in  Table  XLIII.,  page  284,  were 
made  at  40  cycles  per  second,  this  being  the  highest  periodicity  to 
be  conveniently  obtained  from  the  experimental  generator. 
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The  curves  of  Fig.  340  show  the  relative  starting  torque  at  40 
cycles,  with  the  iron  grid  starting  resistance  and  iron  rods  1  in. 
diameter,  in  terms  of  their  apparent  resistance  per  phase  at 
40  cycles. 

The  curves  of  Fig.  341  show  the  starting  torque  and  amperes 


THB  RELATIVt  STARTINB  TOnque  AT  40^ 
WITH  THE  IRON  GRID  STARTING  R£SiS7ARC£ 
S  IRON  RODS  rO/AM.  IN  TERMS  OF  THEIR 
ARPAREHT  RESISTANCE  PER  RRASE  AT  40^. 

TIL'Trus  Resistance. 
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Figs.  340  and  341. 


per  phase  for  the  iron  grid  starting  resistance  and  iron  rod  1  in. 
diameter,  at  40  cycles. 

The  curves  of  Fig.  342  show  the  relation  of  watts  and  volts 
X  amperes  per  phase  for  the  iron  grid  starting  resistance  and 
iron  rod  1  in.  diameter,  at  40  cycles. 

The  tests  were  made  in  considerable  haste  with  crude  arrange- 
ments, but  the  results  indicate  that   the  method  is  sound,  and 
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could  in  certain  cases  be  used  to  decided  advantage,  on  account  of 
its  inherently  automatic  nature.  With  the  exception  of  the 
Fischer-Hinnen  device,  subsequently  to  be  described,  all  others 
require  some  moving  part,  often  centrifugally  actuated.  This 
method  probably  gives  a  higher  specific  starting  torque,  and,  with 
normal  running,  a  better  power  factor  and  overload  capacity  than 
that  of  Fischer-Hinnen's,  though  the  test  results  are  too  crude  to 
satisfactorily  decide  this  point. 

Lindstrom,  in  a  Swedish  patent.  No.  10,484  of  1899  (date  of 
application  June  6th,  1899,  granted  December  23rd),  connects  re- 
actance spools  permanently  in  the  secondary  circuits  of  an  induc- 
tion motor  for  the  purpose  of-  decreasing  the  current  at  starting, 
through  the  increased  reactance  of  the  secondary,  which  at  the 
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FlQ.  342. 

moment  of  starting  is  exposed  to  the  periodicity  of  the  line. 
Fischer-Hinnen,  in  Austria,  obtained  a  patent  in  1900  for  starting 
induction  motors  by  means  of  reactance  coils  in  the  secondary 
circuits  (see  Fig.  353,  page  292),  to  be  described  later. 

§  10.  Zani's  Use  of  Inductance  Coils  to  Limit  the 
Starting  Current.— A  patent  to  Mr  A.  P.  Zani,  D.E.P.  No. 
105,986  of  1899,  describes  a  method  where  inductance  coils 
limit  the  starting  current,  and  which  provides  for  subsequently 
automatically  decreasing  the  reactance  of  these  auxiliary  coils 
by  increasing  the  reluctance  of  the  m«^netic  circuit  on  which 
these  coils  are  wound. 

Mr  Zani's  interesting  and  very  ingenious  method  was  devised 
with  the  view  of  producing  an  automatic  starting  arrangement  for 
induction  motors  adapted  for  a  fairly  large  starting  torque,  and 
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which  shall  not  involve  an  undue  inferiority  to  a  squirrel-cage 
motor  as  regards  simplicity,  and  which  shall  nevertheless  be  far 
superior  to  the  latter  in  requiring  much  less  current  for  a  given 
torque  at  starting.  In  a  motor  equipped  with  the  Zani  device  we 
have  no  changes  whatever  in  the  electrical  connections  of  the 


<^^Ir^ 


FiGH.  343,  344  and  345.— Zani  Method,  with  Inductance  Coils  to  Limit 
Starting  Current. 

rotor,  hence  any  possibility  of  sparking  is  excluded.  The  only 
change  which  takes  place  in  the  rotor  in  starting,  after  the  main 
switch  is  closed,  is  of  a  magnetic  nature  resulting  from  the  move- 
ment of  solid  pieces  of  iron. 

The  device  will  be  understood  by  referring  to  Figs.  343  to  349. 
In  series  with  each  phase  of  the  rotor  winding  r  (Fig.  343)  we 
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have  a  spool  a,  and  in  parallel  with  it  the  regular  non-inductive 
starting  resistance  w.  The  ends  of  the  spools  and  of  the  resist- 
ances are  brought  respectively  to  the  short-circuiting  rings  Z^,  K^. 
The  spools  a  are  situated  upon  a  limb  E  (Figa  344  and  345), 
which  is  keyed  to  the  shaft  of  the  rotor,  and  which  has  projecting 
poles  continued  by  the  pieces  6,  thus  forming  magnet  and  yoke. 
The  pieces  h  are  guided  radially  by  two  brass  pins /(Figs.  346  and 
347,  Plate  20),  allowing  a  movement  of  about  20  millimetres 
before  striking  against  the  flanges  of  the  rotor. 

When  the  motor  is  at  rest  the  pieces  h  are  pressed  by  the 
springs  c  (Figs.  347  and  348)  against  the  armature  E,  the  three 
segments  coming  at  the  same  time  in  contact  with  each  other,  and 
completing  with  the  armature  E  the  three  magnetic  circuits  of  the 
spool  a,  which  thus  have  a  very  high  impedance. 

The  operation  of  the  apparatus  is  as  follows:  At  starting,  the 
impedances  of  the  spools  a  are  large  compared  with  the  resistance 
w,  and  the  current  flows  chiefly  through  the  resistance,  thus  giving 
a  high  starting  torque. 

As  soon  as  the  motor  has  reached  a  predetermined  speed,  the 
magnetic  attraction  of  the  segments  towards  each  other  and 
towards  the  armature  E,  and  the  tension  of  the  springs  c,  will  be 
overpowered  by  the  centrifugal  force  of  the  pieces  6,  which  will 
fly  apart  in  a  radial  direction,  striking  against  the  flanges  of  the 
rotor.  The  reluctance  of  the  magnetic  circuit  of  the  spools  a  is 
thus  greatly  increased,  due  to  the  introduction  of  the  air  paths 
between  the  three  pieces  h  and  between  them  and  E,  and  the 
impedances  of  the  spools  become  very  small  compared  with 
the  starting  resistances  w,  which  are  thus  practically  short 
circuited. 

The  mechanical  construction  of  the  apparatus  may  be  seen 
from  the  illustrations,  which  represent  a  15  horse-power  rotor 
equipped  with  the  device. 

The  spools  a  are  kept  in  place  against  the  centrifugal  force  by 
the  spool  holder  D  (Figs.  346  and  348,  Plate  20),  in  form  of  a  star, 
and  on  the  other  side  by  the  short-circuiting  ring  k,  to  which  they 
are  riveted.  No  further  support  is  required  for  the  spool,  since  it 
is  very  rigid  (consisting  in  this  particular  case  of  six  turns  of 
copper  bar  28  millimetres  x  4  millimetres).  The  rotor  illustrated 
is  in  all  other  respects  normal,  and  of  the  same  type  employed  for 
using  internal  resistances,  as  in  Fig.  301,  page  251. 

The  results  of  comparative  tests  of  this  15  horse-power  motor, 
against  an  otherwise  identical  motor  with  slip  rings,  are  shown  in 
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Fig.  346. — Component  Parts  of  Zani  Starting;  Device  (see  page  288). 
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Fig.  349.— Zani  Starting  Device  in  Place  within  the  Rotor  (see  page  287). 
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the  curves  of  Figs.  350  and  351.  The  motor  had  6  poles,  and  was 
for  500  volts  at  50  cycles,  thus  running  at  a  no  load  speed  of  1000 
revolutions  per  minute.  It  will  be  seen  from  these  results  that 
the  maximum  output  is  about  the  same  in  both  cases.  The 
efficiency  is  some  3  per  cent,  higher  in  the  Zani  motor,  due  to 
the  avoidance  of  slip  ring  friction  and  the  decreased  resistance  of 
the  rotor,  which  in  the  Zani  motor  is  permanently  and  solidly 
short  circuited,  whereas,  in  the  other  case,  it  is  short  circuited 
through  a  switch.  The  Zani  motor  had  a  1  per  cent,  lower  power 
factor. 

BTAH^MD   MOTOR  WITH  8UP  RINQB. 
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It  is  stated  that  where  the  torque  required  is  not  more  than 
1*5  of  normal,  the  resistances  w  will  be  found  unnecessary,  the  re- 
quired energy  current  in  starting  being  given  by  the  hysteresis,  and 
the  eddy  currents  in  the  iron  of  b  and  E,  which  would  be  made 
solid.  This,  besides  cheapening  the  construction  of  the  starting 
device,  has  the  advantage  that  the  energy  losses  in  the  rotor  in 
starting  do  not  decrease  proportionally  to  the  square  of  the 
decrease  in  the  frequency  in  the  rotor  circuit,  as  would  be  the  case 
with  a  constant  resistance  in  series,  but  less  rapidly,  being  the 
resultant  losses  from  eddy  currents,  which  decrease  proportionally 
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with  the  square,  and  of  hysteresis,  which  decreases  proportionally 
with  the  first  power  of  the  decrease  in  frequency,  the  density 
in  the  iron  being  assumed  constant.  This  should  lead  to  a  more 
uniform  starting. 

The  starting  current  is  for  small  motors  some  30  per  cent, 
higher  than  with  starting  resistance  in  the  rotor  for  the  same 
torque.  In  large  motors  it  is  about  20  per  cent,  higher.  An  im- 
portant feature  of  this  method,  especially  for  starting  at  a  distance, 
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Fig.  351.— Test  Curves  of  15  Horse-power  Zani  Motoi^ 


or  where  high  potentials  are  used,  lies  in  the  simplicity  of  starting, 
which  consists  merely  in  closing  the  main  switch. 

Mr  Zani  has  obtained  good  results  in  employing  this  starting 
device  in  motors  for  the  fairly  high  frequencies  of  from  40  to  60 
cycles  per  second.  For  25-cycle  motors  it  becomes  diflBcult  to 
make  the  device  suflBciently  compact  to  be  brought  within  the 
rotor,  since  not  only  are  25-cycle  motors  of  smaller  diameter,  but 
a  given  reactance  can  only  be  secured  by  a  larger  device  than  at 
higher  periodicity.  The  device  should  be  serviceable  in  cases 
where  the  air  is  charged  with  highly  explosive  gases,  and  where 
absolutely  safe  working  is  required  with  simplicity  of  operation 
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and  high  "specific"  starting  torque.  A  Zani  motor  has  the 
characteristic  of  being  self-protecting  against  overloads.  If  the 
motor  pulls  up  on  account  of  an  overload,  the  current  can  evi- 
dently not  increase  above  the  normal  starting  current,  since  the 
three  movable  iron  pieces  are  attracted  with  sufficient  force  to 
close  the  magnetic  circuit  should  the  springs  opposing  the  centri- 
fugal force  fail  to  act  Of  course,  in  running  up  the  motor,  when 
the    movable    pieces  fly   apart,   the   starting   current  suddenly 
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Fig.  362. — Test  Curves  of  15  Horse-power  Zani  Motor  specially  arranged 
to  investigate  the  Fischer-Hinnen  Methcx]. 


increases  to  the  value  attained  in  a  short  circuited  armature  at 
the  corresponding  speed. 

§  11.  Pischer-Hinnen's  Method.— The  curves  of  Fig.  352 
represent  the  results  of  tests  on  this  same  motor,  but  with  the  iron 
pieces  of  the  starting  device  wedged  so  as  not  to  be  able  to  open 
with  increased  speed,  thus  keeping  the  magnetic  circuit  closed,  and 
realising  a  starting  device  with  constant  magnetic  reluctance,  such 
as  that  described  in  the  Fischer-Hinnen  patent  above  referred  to.  It 
will  be  observed  that  the  maximum  output  and  power  factor  are 
very  much  decreased. 
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Fischer-Hinnen's  method — Hungarian  patent  No.  6308 — is 
described  in  vol.  xxiv.  of  TJEdairage  Eledrique,  July  28th,  1900, 
page  131,  from  which  Fig.  353  is  taken.    Having  a  fixed  magnetic 


Fio.  353.— Diagram  of  the  Fischer-Hinnen  Method. 


reluctance,  the  inductance  during  permanent  running  cannot  be 
decreased  to  so  great  an  extent  as  by  the  Zani  method,  and  this 
accounts  for  the  less  satisfactory  test  results  of  Fig.  352. 


CHAPTER  XIV 

COMPARISONS   BETWEEN  INDUCTION   AND  CONTINUOUS 
CURRENT   MOTORS 

§  1.  Comparative  Data  of  Constant  Speed  Motors.— 
Having  given  a  general  idea  of  the  various  types  of  induction 
motors,  and  of  the  methods  employed  for  adaptiog  them  to 
different  classes  of  work,  it  may  be  well,  before  examining  closely 
into  their  theory,  to  give  some  curves,  data,  and  other  comparisons 
between  induction  motors  and  continuous  current  motors.  The 
curves  in  Fig.  354,  page  294,  were  contributed  by  Mr  Gano  S. 
Dunn  to  the  discussion  of  Mr  C.  F.  Scott's  paper  on  "  Alternating 
Currents  as  a  Factor  in  General  Distribution  for  Light  and  Power  " 
before  the  American  Institution  of  Electrical  Engineers  {Proceedings, 
p.  872,  vol.  xviii.,  1901),  to  show  the  relative  performance  of  so- 
called  *'  constant  speed  '*  motors  of  the  induction  and  continuous 
current  types.  The  curves  for  the  induction  motors  were  made 
from  data  from  the  publications  of  one  of  the  prominent  companies 
constructing  such  machines.  The  curves  for  the  direct  current 
motors  were  from  tests,  made  especially  for  this  comparison,  under 
Mr  Dimn's  personal  supervision,  and  were  from  ordinary  com- 
mercial machines  of  standard  commercial  rating,  drawn  directly 
from  the  storehouse  and  unmodified  in  any  particular.  Mr  Dunn 
explained  that  "  the  three  sets  of  curves  show  the  performance  of 
the  motors  with  respect  to  running  current,  efficiency,  and  speed. 
The  abscissae  are  torques  expressed  in  percentage  of  full  load 
running  torques,  and  the  heavy  line  at  100  per  cent,  repiresents 
normal  full  load  for  all  the  motors.  The  ordinates  are  current, 
efficiency,  and  speed,  also  expressed  in  percentages  for  comparison. 
The  speed  and  current  tests  of  the  direct  current  motors  were 
made  by  applying  a  Prony  brake  to  the  motor  running  free,  and 
gradually  tightening  it  until  the  motor  stalled. 

''It  will  be  noted  that  at  fuU  load  the  running  current  of  the 
induction  motor  is  about  10  per  cent,  greater  than  that  of  the 
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direct  current  motor.  The  starting  current  for  the  induction 
motor  is  at  the  mark  x^  and  is  nearly  twice  as  much  as  required 
to  give  the  same  torque  in  the  direct  current  motors.  The 
efficiencies  of  all  the  motors  are  about  the  same  up  to  two-thirds 
load,  after  which  the  efficiency  of  the  induction  motor  falls  off 
very  rapidly,  while  those  of  the  direct  current  motors  are  toler- 
ably well  maintained.  The  speed  curves,  which  originate  in  the 
upper  left-hand  corner,  show  that  at  full  load  the  shunt  motor 
falls  off  about  4 J  per  cent.,  the  induction  motor  about  6  per  cent., 
and  the  compound  motor  about  7J  per  cent.  At  2'6  times  normal 
torque,  the  induction  motor,  however,  stalls,  while  both  of  the 
direct  current  machines  continue  to  run,  the  shunt  motor  until 
its  torque  reaches  over  six  times  normal  torque,  and  the  com- 
pound motor  more  than  ten  times  normal  torqua  There  was 
sparking  in  the  middle  ranges  of  the  speed  curves  of  the  direct 
current  motors  (not  such  as  would  injure  the  commutator  unless 
the  severe  overloads  were  maintained),  but  beyond  this,  at  the 
points  of  severest  overloads,  the  sparking  almost  disappeared, 
because  the  speeds  were  so  low  that  the  commutation  reactance 
was  greatly  reduced." 

Mr  Dunn  justified  the  inclusion  of  the  compound  motor  in  this 
comparison  of  "  constant  speed  motors,"  since  its  speed  regulation 
is  7i  per  cent.,  and  its  use  for  so-called  "  constant  speed  "  work  is 
rapidly  increasing.  He  also  pointed  out  that  these  curves  beyond 
2-6  times  normal  torque  comprise  very  important  features  which 
cause  continuous  current  motors  to  be  appreciated  for  steel  mills 
and  similar  establishments  where  overloads  are  frequent  and 
severe.  For  induction  motors  to  give  equivalent  service  much 
larger  sizes  would  have  to  be  resorted  to,  and  this,  together  with 
the  fact  that  the  cost  per  horse-power  is  higher,  would  make  the 
cost  of  installation  very  much  greater.  It  is  the  unfavourable 
characteristics  of  induction  motors  in  this  extended  region  of  the 
curves  which  has  thrown  the  elevator  business  into  direct  current. 

After  pointing  out  that  speed  control,  in  which  the  induction 
motor  is  admittedly  inferior,  is  a  very  important  element  in  the 
constitution  of  power  plants  to-day,  and  that  we  must  not  think 
that  in  the  future  we  shall  be  contented  with  fixed  speeds,  when 
we  can  have  motors  that  will  give  us  speeds  controlled  with 
perfect  efficiency  and  stability  throughout  wide  ranges,  Mr  Dunn 
summed  up  to  the  effect  that  the  continuous  current  motor  may 
require  a  little  closer  attention,  but  it  is  a  great  deal  cheaper,  and 
can  do  a  great  deal  more. 
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In  the  course  of  this  discussion  Mr  Steinmetz  emphasised  the 
superiority  of  continuous  current  distribution  for  large  low-tension 
networks  in  densely-populated  districts,  and  maintained  that  the 
true  field  for  alternating  current  supply  networks  is  in  small  towns 
and  in  the  outlying  districts  of  large  cities.  The  weight  of  opinion 
on  this  occasion  was  to  the  effect  that  alternating  current  was 
generally  superior  for  generation  and  transmission,  but  inferior 
for  the  low-tension  distributing  network,  at  any  rate  in  densely- 
populated  districts. 

§  2.  Oomparison  of  English  and  American  Induction 
Motors. — Professor  W.  E.  Goldsborough  also  contributed  to  this 
discussion  some  interesting  curves  comparing  induction  motors 
with  continuous  current  motors.  The  motors  compared  were  of 
the  so-called  "moderate  speed''  rating,  it  being  stated  that  for 
this  rating  the  speeds  are  nearly  the  same  for  the  two  classes. 
The  absence  of  precise  information  as  to  the  speeds  of  the  motors 
compared  detracts  somewhat  from  the  value  of  his  data. 

For  a  range  of  ratings  from  0  up  to  100  horse-power  the 
efficiency  and  current  consumptions  are  given  in  Figs.  355  and 
356,  page  297.  The  curves  of  Fig.  355,  it  is  stated,  have  been 
plotted  from  tests  made  upon  machines  which  are  the  output  of 
three  of  the  best  American  factories.  In  Fig.  356  the  results  are 
separated  into  those  for  motors  of  three  classes,  namely,  25-cycle 
and  60-cycle  American  induction  motors,  and  50-cycle  European 
induction  motors.  The  relation  -to  horse-power  of  power  factor 
and  of  apparent  efficiency  at  full  load  in  these  three  groups  of 
induction  motors  are  given  in  Figs.  358  and  359.  Professor 
Groldsborough  also  stated  that  from  these  curves  it  appears,  in 
so  far  as  American  motors  are  concerned,  that  standard  construc- 
tion gives  rise  to  higher  efficiency  in  low  frequency  machines 
than  in  high  frequency  machines.  The  European  motors  show 
uniformly  a  higher  full  load  efficiency  than  the  American  motors, 
which  might  seem  to  be  a  point  of  superiority,  but  by  reference  to 
Fig.  358  it  will  be  seen  that  these  European  motors  have  also  a 
considerably  lower  full  load  power  factor  than  the  American 
motors.  We  cannot  have  both  high  full  load  efficiency  and  high 
power  factor,  and  the  American  engineer  appears  to  have  decided 
in  favour  of  the  latter  and  the  European  in  favour  of  the  former. 

"  Fig.  359  shows  also  that  the  apparent  efficiencies  of  the  25- 
cycle  American  motors  and  the  50-cycle  European  motors  follow 
practically  the  same  variations  with  change  of  capacity  (the 
American  motor  has  power  factor  relatively  high  and  apparent 
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efficiency  relatively  low).  The  apparent  efficiency  of  an  induction 
motor  is  important.  The  capacity  of  prime  movers  is  usually 
gauged  by  the  actual  power  required  to  operate  the  motors.  The 
capacity  of  electric  generators  supplying  power  to  induction 
motors  cannot,  however,  be  rated  in  this  way.  Their  capacity 
is  fixed  on  the  basis  of  the  apparent  watts,  and  not  on  that  of 
the  real  watts  taken  by  the  motors,  since  they  are  required  to 
supply  the  necessary  voltage  as  well  as  the  necessary  current. 
Their  armatures  must,  therefore,  be  large  enough  to  prevent  the 
lagging  currents  in  the  system  from  causing  overheating." 

A  direct  comparison  of  the  continuous  current  motors  and 
induction  motors  is  then  made  by  means  of  the  curves  of  Fig.  357, 

MPPAREMT  erFICIMCY  OF  IMDUCTIOH  MOTORS  AT  fUU  LOAD, 




__ 



— 

— 

_ 

, 

— 

— 

84 

— 

— 

— 

^ 

-^ 

»— 

S» 

— 

"•■ 

"= 

— 

fto 

y 

;> 

f 

,.^ 

* 

M— 

•-• 

y 

.> 

r-' 

^ 

.— 

^" 

1 

1£ 

/ 

y. 

^* 

--" 

/ 

> 

V' 

77 

if. 

r 

) 

_ 

_ 

9SC^ 

vA 

mmit 

on 

A 

— 

y 

SO     .     SvnpetiMv.__ 

iUf 

r 

'" 

i» 

Ij 

1 

60 

Ll 

L_ 

10       JK       30      W       SO      00       70       00      90       WO 
f***^"^  Oujtflutiru  JSorsepawsr 

Fia.  369. 


page  297,  and  it  is  pointed  out  that "  the  efficiencies  of  the  25-cycle 
American  motors  very  closely  approximate  the  efficiencies  of  the 
continuous  current  American  motors,  but  that  the  60-cycle 
American  motors  fall  somewhat  below  those  of  the  other  machines, 
a  fact  probably  to  be  a^ccmmted  for  by  the  higher  frequency  at  which 
they  operate!* 

In  Fig.  360,  page  299,  are  given  curves  of  a  140  horse-power 
continuous  current  motor,  and  of  a  150  horse-power  three-phase 
induction  motor.  Attention  is  called  to  the  fact  that  "  while  for 
both  very  light  and  heavy  loads  the  efficiency  of  the  continuous 
current  motor  is  better  than  that  of  the  alternating  current  motor, 
the  efficiency  of  an  alternating  current  motor  shows  up  to  the 
best  advantage  for  intermediate  loads,  above  and  below  half  load. 
Further  than  this,  the  curves  illustrate  very  well  the  fact  that  it 
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is  possible  to  heavily  overload  an  alternating  current  motor,  and, 
at  the  same  time,  have  it  develop  excellent  efficiency  and  power 
factor  characteristics.  This  is  a  point  directly  to  the  advantage  of 
the  alternating  current  machine,  as,  at  excessively  heavy  loads,  the 
direct  current  machine  is  apt  to  give  trouble  at  the  commutator." 
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Finally,  in  Fig.  361,  Professor  Goldsborough  exhibits  a  set  of 
curves  illustrating  the  relative  weights  of  continuous  current  and 
induction  motors,  and  states  that,  "In  small  sizes,  of  10  horse- 
power and  under,  it  will  be  seen  that  the  weights  of  continuous 
and  alternating  machines  are  very  nearly  the  same.  For  larger 
powers,  however,  above  30  horse-power,  the  alternating  current 
motor  is,  as  a  rule,  considerably  lighter   than   the  continuous 
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current  motor.  In  point  of  weight,  then,  the  alternating  current 
motor  has  a  distinct  advantage.  As  far  as  the  general  construction 
of  the  motors  is  concerned,  the  same  degree  of  excellence  in 
workmanship  and  insulation  is  obtainable  in  each  class.  In  fact, 
the  methods  of  manufacture  may  be  said  to  be  identical  The 
introduction  of  the  commutator  into  the  continuous  current 
machine  is  the  point  of  greatest  difTerence,  and  the  commutator 
is,  by  many,  regarded  as  the  weakest  point  in  continuous  current 
machines." 

The  remarks  are  concluded  by  a  summary:  "In  point  of 
weight  the  alternating  current  machine  has  the  advantage.  In 
point  of  full  load  efficiency  and  equivalent  currents  taken  at  full 
load  there  is  some  advantage  to  be  credited  to  the  continuous 
current  machines.  In  point  of  efficiency  at  medium  loads  the 
average  performance  of  standard  commercial  machines  shows  that 
the  alternating  current  motor  has  the  advantage  over  continuous 
current  motors.  At  these  loads,  however,  the  equivalent  line 
currents  taken  by  the  alternating  current  motors  are  considerably 
in  excess  of  the  currents  taken  by  continuous  current  motors.  In 
point  of  starting  torque  the  continuous  current  motor  is  un- 
doubtedly superior  to  the  alternating  current  motor  for  excep- 
tionally heavy  duty.  Against  this  advantage  of  the  continuous 
current  motor  must  be  placed  the  elimination  of  the  commutator 
in  the  alternating  current  motor,  which,  in  some  cases  at  least, 
might  make  it  worth  while  to  instal  a  20  horse-power  induction 
motor  in  order  to  obtain  the  required  starting  torque,  where 
otherwise  a  10  horse-power  continuous  current  motor  would  suflBce." 

Mr  Chas.  F.  Scott,  whose  paper  served  as  the  basis  for  the 
discussion  during  which  these  views  were  expressed,  was  of 
opinion  that  the  induction  motor  can  be  used  very  extensively 
to  advantage.  It  is,  however,  very  clear  from  his  remarks  that 
even  he  regards  the  induction  motor  as  not  to  be  readily  adapted 
to  efficient  operation  at  varying  speeds.     Thus  he  states : 

"  You  cannot  do  everything  with  the  induction  motor  that  you 
can  with  the  continuous  current  motor,  but  there  are  lots  of  things 
that  you  can  do  with  it  that  you  cannot  do  with  the  continuous 
current  motor.  Each  has  its  own  characteristics.  After  careful 
consideration  of  the  characteristics  of  the  induction  motor  it  has 
been  selected  for  industrial  establishments,  and  when  some  speed 
change  is  necessary  this  has  been  provided  in  the  motor,  or  external 
means  of  changing  the  speed  have  been  provided  while  the  motors 
run  at  constant  speed.     In  the  operation  of  machine  tools,  for 
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example,  a  belt  between  the  motor  and  the  tool  with  cone  pulleys 
gives  a  much-to-be-desired  flexible  connection  between  the  motor 
and  the  machine,  and  devices  are  arranged  for  readily  shifting  the 
belt.  I  give  this  as  a  single  means  which  is  in  satisfactory  use 
for  accomplishing  some  of  the  speed  changes." 

§  3.  The  Use  of  Induction  Motors  for  Lifts.— With  regard 
to  lifts,  one  would  think  that  the  alternating  current  motor  could 
never  get  an  elevator  up.  As  a  matter  of  fact,  there  are  hundreds 
of  elevators  which  are  operated  by  such  motors,  and  some  of  them 
have  been  running  for  several  years. 

The  application  of  the  induction  motor  to  the  operation  of  lifts 
has  received,  it  is  true,  considerable  attention.  The  results,  how- 
ever, do  not  compare  at  all  favourably  with  those  obtained  by  the 
use  of  continuous  current  motors.  On  this  point  very  interesting 
data  have  been  brought  together  in  a  paper  by  Professor  Sever  of 
Columbia  College,  on  "  Power  Consumption  of  Elevators,  Operated 
by  Alternating  and  Direct  Current  Motors,"  read  before  the 
American  Institute  of  Electrical  Engineers,  April  25th,  1902, 
from  which  we  learn  that  in  1902  there  were  in  New  York  City 
approximately  three  thousand  lifts  operated  by  continuous  current 
and  three  hundred  operated  by  alternating  current  motors.  This 
disproportion  alone  does  not  reflect  upon  the  merits  of  the  induc- 
tion motor,  since  continuous  current  supply  has,  in  New  York 
City,  been  available  for  a  very  much  longer  time.  On  the  other 
hand,  there  are  some  sections  of  the  city  where  it  is  at  present 
impossible  to  obtain  a  direct  current  supply,  and  the  constructors 
of  lifts  have  had  no  alternative  but  to  employ  induction  motors. 
Under  Professor  Sever's  direction  numerous  tests  were  made  upon 
lifts  performing  similar  service  but  equipped  with  various  types 
of  motors  and  of  motor  control  systems,  and  Table  XLIV.,  pages 
302  and  303,  gives  the  results  obtained  by  him  on  eleven  represent- 
ative installations.  In  the  first  five  cases,  direct  current  motors 
were  employed ;  in  the  six  other  cases,  induction  motors. 

For  induction  motors,  the  power  factor  at  starting  is  singularly 
high,  but  during  running  the  average  for  the  various  tests  gave  a 
power  factor  of  '36,  "  showing  that  the  induction  motor  was  much 
larger  than  the  average  conditions  would  call  for,  but  it  seems 
necessary  to  provide  this  capacity  in  order  to  accommodate  any 
heavy  loads  that  must  occasionally  be  carried." 

Fig.  362,  page  304,  is  taken  from  Professor  Sever's  paper,  and  the 
left-hand  curves  "  show  the  average  energy  for  all  lifts  through  a 
rise  of  50  feet,  carrying  two  passengers,  the  energy  being  expressed 
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Table  XLIV.— Results  Obtained  by  Professor  Sever  with 
Motors  and  Control  Systems  for  Lifts. 


!  Location. 


10 


Horace  Mann  School, 
120th  St.,  N.Y. 


Hason  &  Hamlin, 
136  6th  Ave. 


S.Steln<frCo.,6th 
Aye.  and  18th  St. 


TranBit  Building, 
East  42nd  St 


Bryant  Park  Stndio 
Building 


Aliman  Apartment, 
926  West  End  Ave. 

Katahdin,  667  West 
18th  St. 

Wharf  edale,  606  W. 
115th  St. 


Foxhall,ll6thStand 
Amsterdam  Ave. 


Elizabeth  Apart- 
ment. 106th  St  and 
Broadway. 


Brambach  Piano 
Co.,  ISSrd  St 


Date 
In- 
stalled. 


June  29, 
1901. 


May 

1894. 


Feb. 
1902. 


Feb. 
190L 


March 
1901. 


May 

1899. 

Dec. 
1899. 


March 
1902. 


1901. 


June 
1901. 


Type  of 
Control. 


70    1 


68     3 


Magnet  con- 
trol, style 
P.A. 


Magnet  con- 
trol. 


Direct  regu- 
lated control 
by  hand. 


Magnet  con-    121     6 
trol,  style  67. 


Magnet  con-  ,  162  10 
trol. 


Rise. 


Ft.  ins. 


None. 
None 
None. 

None. 


Two-voltage 
control. 


Rheostat 
control. 


Velocity  in  Feet 
per  Minute. 


=1 


200 


125 


800 


300 


76     6     160 
74     0     126 


74   11     150 


76     0  I  200 


66     6     100 


Actual. 


Down.    Up. 


200 


126 


200 


800 


800 


156 
129 


160 


181 


varia- 
tion 
with 


126 


800 


800 


161 
124 


160 


186 


2% 
varia- 
tion 
with 
load. 


in 
lbs. 


Duty     Over- 


2500 


1600 

1600 
SOOO 

1600 

1600 
1600 
1600 

2000 


2000 
freight 


weight 
in  lbs. 


900 


276 


600-60U 


250 


260 
000 


800 


726 


600 
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Table  XLIV. — eordinued. 


Current. 

Power  in 
KllowatU. 

Power 
Factor. 

i 
t 

Motor  Capacity  and 
Type. 

Load. 

Volts 

of 
Line. 

H 

Start- 

Sun- 

Start- 

Run- 

Start- 

Run- 

1 

2peopl 

ing. 

ning. 

ing. 

ning. 

ing. 

ning. 

110  Tolts,  176  am. 

enp. 

110 

141 

1-64 

15-6 

171 

V 

peres,  800  r.p.m. 

2       » 

down. 

144 

77 

16*8 

8-68 

8      .. 

up. 

140 

26 

16-4 

2*76 

8      ,. 

down. 

146 

67 

16-9 

7-8 

10 

up. 

160 

80 

16-6 

8*8 

10       , 

down. 

140 

20 

16-4 

2-2 

28 

up. 

, , 

199 

160 

19-8 

16-6 

28      „ 

down. 

146 

•• 

16-4 

.. 

2 

7  h.p.,  220  volts, 

2      „ 

up. 

240 

49-6 

6-6 

11-9 

1-32 

1000r.p.m. 

2      ., 

down. 

47-6 

8-6 

11-4 

204 

8          M 

up. 

.. 

60 

8-0 

12-0 

1-092 

8      „ 

down. 

49 

6-0 

1176 

1-044 

. 

4          M 

up. 

62 

10-0 

12-48 

2-4 

fl 

4      .. 

down. 

.. 

48 

40 

11-6 

0-96 

1 

8 

230  volts,  76  amp., 

2      „ 

up. 

240 

74-8 

21'« 

17-96 

618 

-i 

680  r.p.m. 

2      „ 
7      „ 

dOWH 

up. 

•• 

77 

82-6 
43 

18-6 

7-8 
10*8 

1 

7 

down. 

72 

10 

17-8 

2-4 

Q 

I*  .; 

down. 

•• 

66-6 

12-6 

16-97 

8*0 

4 

220  volts,  100  amp., 

2      „ 

up. 

240 

62 

10-7 

19-7 

2-67 

800  r.p.m. 

2      „ 

down. 

.. 

86 

84 

20-4 

816 

4      tt 

up. 

81-8 

21-8 

19-6 

6-28 

*      » 

down. 

.. 

,, 

24 

6-76 

6          M 

up. 

•• 

86 

20 

26-'6 

4-8 

6 

20  h.p.,  280  volts. 

2      „ 

up. 

240 

82 

29 

19-7 

6-97 

800r.p.m. 

2      „ 

down. 

.. 

88 

22-6 

19-9 

6-48 

*        M 

up. 

.. 

88*2 

86 

20 

8*66 

*      ., 

81 

18 

19*46 

4*82 

/ 

6 

2-phase  motor.  200 
volts,  (K)  cycles. 

2          M 

up. 

200 

170 

18 

80-6 

1*42 

•89 

•41 

2      „ 

down. 

•• 

186 

86 

847 

2*6 

*98 

-84 

7 

2.phase  motor.  200 
volts,  60  cycles. 

2      „ 

up. 

200 

160 

20 

26 

1*8 

*96 

•87 

2      .. 

.. 

160 

0 

24 

0-6 

*91 

•46 

8 

2-phase  motor,  200 

2          M 

up. 

aoo 

172 

83-6 

80-8 

2-66 

•876 

*4 

volts,  60  cycles.    Vari- 

2     „ 

down. 

170 

29 

29-6 

116 

-846 

•2 

able  speed,  no  load 
speed,  900  r.p.m. 

8      >, 

down. 

198 

29*2 
SO 

29-2 
80*0 

2*96 
2-00 

79 

•418 
•826 

9 

2      „ 

up. 

210 

189 

88 

88 

8-4 

-96 

•48 

volts,  60  cycles. 

2      , 

down 

186 

40 

88 

1-8 

*97 

•41 

8      „ 

up. 

184 

46 

86 

6-6 

•98 

•68 

8      „ 

down. 

188 

86 

88 

0-8 

•96 

•14 

10 

2-pba8e  motor.  200 
volts,  60  cycles. 

2      „ 

up. 

60 

122 

8-6 

176 

146 

4-4 

14-6 

1-6 

2      „ 

down. 

60 
176 

104 
182 

0-4 

8-6 
14-4 

1-6 

8      ,. 

up. 

60 

118 

176 

162 

11-2 

. , 

2-6 

Starting  cur- 

8     „ 

down. 

60 

104 

.. 

rents  on 

176 

144 

2-0 

. 

0-4 

points  of  con- 

U 

16  type  F,  2-phase 
motor,  200  volts,  60 

1  man  and  car  op. 

86 

26-2 

4-8 

tsrol; 

1     » 

,.    down. 

200 

, , 

70 

28*6 

9-4 

12    8    4 

cycles. 

1200  lbs.  up. 

29 

26-2 

4-4       70  90  60  140   1 

1200  lbs.  down. 

26 

23-6 

2-0 

70  70  80  130 

2  people  iu  car  up. 

,, 

26-2 

47 

70  90  60  140 

2      „ 

„     down. 

•• 

22-6 

8-6 

70  70  80  180 
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in  kilowatt-seconds  " ;  the  right-hand  curves  show  similar  values  for 
the  descent  of  the  lift.  Curve  A  shows  the  average  of  the  alter- 
nating current,  and  curve  B  that  for  the  continuous  current  tests. 
The  areas  of  these  curves  are  to  each  other  as  1*5  to  1. 

For  the  curves  relating  to  the  descent  of  the  lift,  the  energy 
consumption  of  the  induction  motors  is  about  8  per  cent,  greater 
than  that  of  the  continuous  current  ones.  It  should,  however,  be 
noted  that  the  curves  for  the  continuous  current  test  are  made 
from  the  results  of  five  motors  with  automatic  control,  while  the 
results  for  the  alternating  current  machines  are  made  from  six 
uncontrolled  motors. 

Professor  Sever's  conclusion  is   that  it  should  be  more  eco- 


Lifts  rising.  Lifts  descending. 

Fig.  362.— Energy  Curves  of  Lift  Motors. 


nomical  to  use  continuous  current  lifts  in  those  places  where  both 
continuous  and  alternating  current  supply  are  available :  '*  If  the 
controlling  apparatus  is  more  simple  with  the  alternating  current 
system,  and  the  absence  of  a  commutator  on  the  motor  can  be 
counted  as  an  advantage,  the  extra  expense  of  operating  an 
alternating  current  system  might  be  offset  by  the  decrease  in 
repairs  and  attendance.  Apart  from  the  last  consideration,  there 
seems  to  be  every  advantage  in  favour  of  the  use  of  the  direct 
current  motor." 

Urban  traction  work,  in  several  respects  quite  analogous  to 
lift  work,  but  with  the  further  obstacle  to  the  introduction  of 
polyphase  motors  of  requiring  three  supply  conductors  (two  and 
the  track  rail),  is  also  a  field  where  the  use  of  the  polyphase 
induction  motor  still  offers    grave    difficulties,  and  where    the 
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continuous  current  motor  is  undoubtedly,  in  the  present  circum- 
stances at  all  events,  greatly  superior. 

§  4.  The  Induction  Motor's  Sphere  of  UsefohieBB.— 
Nevertheless,  the  induction  motor  has  its  own  sphere  of  usefulness, 
and,  as  has  been  emphasised  by  the  writer,  is  far  better  adapted  to 
high  speeds  than  is  the  continuous  current  motor.  It  is,  in  fact, 
with  high  speeds  that  its  disadvantages  become  far  less  striking ; 
its  power  factor  is  then  high,  its  no  load  current  small,  its  overload 
capacity  great,  and  the  necessity  for  a  small  clearance  between  stator 
and  rotor  less  imperative.  All  these  quantities  are  also  improved 
the  lower  the  periodicity  of  the  network  from  which  it  is  supplied. 

In  the  JSngineering  Magazine  for  April  1903,  Mr  Fred.  M. 
Kimball,  who  has  been  in  close  touch  with  the  electric  motor 
induAtry  from  its  earliest  days,  in  speaking  of  the  relative 
advantages  of  continuous  current  and  induction  motors,  expresses 
the  opinion  that,  "  while  there  still  is,  and  undoubtedly  for  many 
years  will  be,  a  large  demand  for  continuous  current  motors,  it 
seems  probable  that,  relatively,  the  larger  business  of  the  future 
will  be  in  motors  operated  from  alternating  circuits."  But  he 
points  out  that  **  the  only  real  limitation  to  their  use,  in  nearly 
all  applications,  arises  from  the  difficulty  of  obtaining  variation 
of  speed.  This  can  be  accomplished,  but  it  is  a  matter  of  some 
considerable  expense,  and  the  results  are  not  so  satisfactory  as  in 
the  case  of  continuous  current  motors."  Mr  Kimball  mentions 
the  "zone  system,"  used  on  the  Continent  and  in  the  United 
States,  with  a  view  to  facilitating  the  employment  of  whichever 
type  of  motor  is  economically  adapted  to  the  distribution  conditions. 
By  this  system  the  distribution  is  by  continuous  current  within  a 
radius  of  a  mile  or  two  from  the  central  station,  the  outlying  districts 
being  supplied  by  alternating  currents.  He  states  that  '*  the  result 
of  these  changes  has  been  to  enlarge  greatly  the  field  for  induction 
motors,  both  in  replacing  machines  which  were  previously  operated 
on  the  continuous  current  circuits,  formerly  extending  beyond  the 
present  boundaries  of  the  inner  zone,  and  also  for  the  new  power 
business  which  is  being  developed  in  the  outer  zone." 

§  5.  The  Relations  between  Frequency  a«nd  Speed.— 
The  most  extreme  statement  in  advocacy  of  the  induction  motor, 
which  the  writer  has  found  coming  from  an  especially  well- 
informed  source,  is  Mr  Eborall's  statement  in  his  fourth  Howard 
Lecture  (Society  of  Arts,  May  17th,  1901),  where  he  maintained 
that  "the  manner  of  working  and  performance  of  alternating 
current  motors  is  entirely  analogous  to  that  of  shunt  wound 
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continuous  current  motors,  and  eveiy  class  of  work  adapted  for 
the  latter  machine  is  equally  weU  adapted  to  indrictian  motw's,  being 
in  some  cases  even  more  suitable  for  them." 

But  in  the  matter  of  the  desirability  of  low  frequencies  and 
hi^  speeds  for  induction  motors,  Mr  Eborall's  views  and  the 
writer's  (as  expressed  in  the  earlier  section  of  this  article)  quite 
thoroughly  coincida  Thus,  in  Mr  Eborall's  Howard  Lecture,  the 
following  conclusion  is  most  important,  as  it  goes  right  to  the 
most  essential  consideration  for  securing  good  results  in  induction 
motor  work :  ''The  pole  pitch  will  be  made  as  great  as  possible, 
or,  in  other  words,  the  number  of  stator  poles  for  a  given  diameter 
will  be  as  small  as  possible,  in  order  to  increase  the  length  of  the 
leakage  paths  from  pole  to  pole  ;  this  implies  either  a  low  frequency 
or  a  high  speed,  and  thus  motors  operating  at  definite  frequencies, 
such  as  40, 50,  or  60  cycles,  must  be  run  at  as  great  a  speed  as  prac- 
ticable." At  the  same  time  it  must  not  be  overlooked  that  the 
inductance  of  the  end  connections  is  greater  the  greater  the  polar 
pitch.  Hence  it  is  not  unconditionally  better,  from  the  magnetic 
leakage  standpoint,  to  have  short  cores  of  large  diameter  in  all  cases. 

On  another  occasion  ("  Some  Notes  on  Polyphase  Machinery," 
read  before  the  Manchester  Section  of  the  Institution  of  Electrical 
Engineers,  March  25th,  1902)  Mr  Eborall  again  alluded  to  the 
importance,  or,  rather,  the  necessity,  of  low  frequency  for  induc- 
tion motors  which  must  be  operat'Cd  at  low  speed.  It  is  so  im- 
portant, in  the  interest  of  a  correct  use  of  induction  motors,  that 
this  point  should  be  thoroughly  realised,  that  it  seems  well  to 
again  quote  his  words :  *'  The  other  point  connected  with  poly- 
phase induction  motors  which  may  be  profitably  referred  to  here 
is  the  great  advantage  of  low  frequency  for  slow-speed  motors. 
This  is  best  illustrated  by  means  of  an  example  taken  from  practice. 
The  curves  in  Fig.  363  refer  to  a  slow-speed  motor  of  350  brake 
horse-power  directly  coupled  to  a  mining  ventilator  running  at  310 
revolutions  per  minute,  while  those  in  Fig.  364  refer  to  a  slow- 
speed  115  brake  horse-power  motor  directly  coupled  to  a  Biedler 
high-speed  pump  running  at  200  revolutions  per  minute.  The 
genera]  arrangement  of  the  latter  motor  comprises  a  starting 
resistance  which  is  interlocked  with  the  brush  gear  in  such  a 
manner  that,  when  the  resistance  is  all  out  (the  motor  thus  being 
at  full  speed),  a  few  more  turns  of  the  resistance  handle  causes  the 
rings  to  be  short  circuited  by  an  internal  clutch,  and  the  brushes 
to  be  raised  as  previously  described.  In  Table  XLV.  is  given  a 
comparison  of  the  two  motors : — 
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Tablb  XLV.— Comparison  op  Low-Speed  Motors. 

Normal  rating  of  motor  in  B.H.P 350 

No  load  speed     315 

Frequency  21 

Terminal  pressure  500 


AS<?       4S0       SSff 
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115 

210 

42 

250 


Fig.  363.— Curves  of  a  350  B.H.P.  310  r.p.m.  Induction  Motor 
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Fig.  364.— Curves  of  a  115  B.H.P.  200  r.p.m.  Induction  Motor. 


Full  load  current  per  phase      

„        efficiency  per  cent 

„        power  factor  per  cent.  

„        slip  per  cent 

Maximum   load  before    falling    out   of   step 

(brake  horse-power) 

Net  weight  of  motor  (Ibe.)       

Net  over-all  dimensions  (diameter  nnd  length 

in  inches)         

Net  weight  per  rated  horse-power  (lbs.) 


373 

289 

90 

87 

90 

79 

1-5 

3-0 

850 

230 

19,400 

14,150 

78x29 

92x17-4 

55-5 

123 
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"  Table  XLV.  shows  at  a  glance  that  not  only  is  the  21-cycle 
motor  lighter  and  cheaper  when  considered  on  the  same  basis  of 
output  and  speed,  but  it  is  far  and  away  a  better  motor.  Its 
power  factor,  efficiency,  slip,  and  overload  capacity  are  all  superior 
to  the  42-cycle  motor.  These  diflferences  are  not  due  to  the  fact 
tliat  the  low  frequency  motor  is  much  the  larger;  this  would 
make  but  little  difference.  The  differences  are  almost  entirely 
due  to  the  abnormal  number  of  poles  necessary  with  the  42-cycle 
motor  in  order  to  bring  down  its  speed  to  the  value  required  by 
the  pump;  this  motor  has  24  stator  poles,  while  the  21-cycle 
motor  has  only  8  poles.  The  result  for  the  former  is  a  heavy 
stator  core  of  large  diameter,  relatively  large  iron  loss,  considerable 
leakage  from  pole  to  pole  along  the  air  gap,  and  a  considerably 
lower  saturation  of  the  teeth  than  is  desirable  in  such  a  motor. 
For  these  reasons,  three-phase  pumping  and  similar  plants,  in  which 
slow  speeds  for  the  motors  are  essential,  should  be  laid  out,  when- 
ever possible,  on  the  basis  of  a  low  frequency,  such  as  25  cycles." 

§  6.  Relation  between  Frequency  a*nd  Power  Factor. 
— Mr  Behrend  also  takes  occasion  to  emphasise  the  importance  of 
low  frequency  in  order  to  obtain  the  best  results  from  induction 
motors.  The  following  paragraph  is  quoted  from  his  treatise,  The 
Induction  Motor : — 

"  If  the  circumferential  speed  of  the  armature  is  limited,  and 
this  is  generally  the  case,  then  the  pole  pitch  is  also  limited  for  a 
given  number  of  revolutions  per  minute.  The  air  gap  cannot 
indefinitely  be  diminished,  hence  a  high  frequency  necessitates  a 
large  leakage  factor.  We  labour  here  under  the  same  difficulties 
that  we  have  met  with  in  the  design  of  alternators  for  high  fre- 
quencies. It  is  possible  to  build  motors  for  frequencies  between 
60  and  100,  but  tlie  higlier  the  frequenx>y  the  lower  wUl  he  the  power 
fador^  and  the  larger  will  he  the  lagging  currents.  It  has  also  to  be 
borne  in  mind  that  motors  for  high  frequencies  must  be  made  not 
inconsiderahly  larger"  On  certain  assumptions,  not  of  general 
applicability,  but  still  illustrating  the  importance  of  low  fre- 
quencies, Mr  Behrend  illustrates  a  certain  case  by  the  following 
comparison : — 

Frequency  in  Cycles  Maximum  Power 

per  Second.  Factor. 

25  0-91 

50         0-83 

100         0-72 

Ah  a  matter  of  fact,  25-cycle  motors,  for  high  speeds  and 
medium  capacities,  may  be  more  cheaply  built  for  power  factors  of, 
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say,  0*91  to  0*94,  than  equivalent  50  cycle-motors  for  power  factors 
of  0*89  to  0*92,  and  will,  at  the  same  time,  require  a  lower  current 
when  running  at  light  loads,  and  will  have  a  higher  overload 
capacity. 

§  7.  The  Importance  of  Low  Frequency  and  High  Speed. 
— The  writer  has  considered  it  desirable  to  not  only  present  his 
own  views  as  to  the  importance  of  low  frequency  and  high  speed 
from  the  standpoint  of  obtaining  the  best  results  from  induction 
motors,  but  also  to  support  this  position  with  these  references  to 
other  articles  on  the  subject  of  the  induction  motor,  since  if,  as 
seems  probable,  this  type  of  motor  is  about  to  be  extensively  used 
in  this  country,  not  only  for  work  for  which  it  is  well  suited,  but 
for  a  large  amount  of  other  work,  it  becomes  of  increased  import- 
ance to  let  it  at  least  have  the  advantage  of  conditions  suited  to 
its  best  performance.  Although  these  several  authorities  differ  in 
detail  and  in  emphasising  various  points,  the  general  opinion  is 
unmistakable,  namely,  that  the  induction  motor  is  in  many  re- 
spects at  a  disadvantage,  as  compared  with  the  continuous  current 
motor ;  but  that  it  is  decidedly  cheaper  and  more  satisfactory  the 
lower  the  frequency  and  the  higher  its  normal  speed ;  and,  which 
follows  from  these  conclusions,  if  it  mud  be  employed  for  low 
9^'^^Q&di^,  low  frequencies  B,TQ  the  more  important;  when  it  vivst  be 
employed  at  high  frequencies,  high  speeds  are  very  important.  In 
the  subsequent  diagrammatical  treatment  of  the  subject  this  will 
become  much  more  evident. 

Having  now  compared  induction  and  continuous  current 
motors,  also  the  comparative  merits  of  high  and  low  frequencies 
and  speeds  for  induction  motors,  the  type  of  induction  motor 
remains  to  be  referred  to. 


CHAPTER  XV 

THK   DESIGN  OF  INDUCTION  MOTOBS 

§  1.  Squirrel  Oage  uersus  Slip  Ring  Motora  —  The 
writer  finds  himself  at  variance  with  general  practice  and  opinion, 
in  that  he  would  employ  the  squirrel  cage  type  of  motor  much 
more  generally,  as  having  such  great  advantages  on  the  score  of 
simplicity,  robustness,  better  economy  in  operation,  and  cheapness 
in  manufacture,  as  to  justify  its  use,  not  only  in  very  small  sizes, 
which  is  the  present  practice,  but  also  in  practically  any  size — in 
fact,  limiting  the  use  of  slip  ring  motors  to  special  cases.  It  is 
true  that  squirrel  cage  motors  must  be  started  with  but  little  or 
no  load,  and  even  then  must  be  started  from  a  compensator,  or 
with  temporary  star  connection,  in  order  to  limit  the  starting 
current  to  a  permissible  amoimt ;  further,  by  the  use  of  mechani- 
cal devices  designed  to  apply  the  load  after  starting,  they  are  made 
not  only  equal  to,  but  more  satisfactory  than  the  slip  ring  motor, 
being  characterised  by  higher  efficiency,  power  factor,  and  overload 
capacity,  and  requiring  a  minimum  of  attention.  The  slip  ring 
motor,  on  the  other  hand,  is  not  only  less  satisfactory  with  respect 
to  these  constants,  but  it  is  inherently  more  expensive,  more 
liable  to  break  down,  gives  at  the  slip  rings  and  brushes  practi- 
cally as  much  trouble  as  a  commutator,  and  must  have  trouble- 
some and  expensive  auxiliary  attachments  for  internally  short 
circuiting  the  slip  rings  and  raising  the  brushes  after  starting. 
All  these  disadvantages  are  encountered  simply  in  order  to  obtain 
improved  starting. 

Mr  Eborairs  recommendations  in  his  Howard  Lecture,  May 
17th,  1901,  on  "Polyphase  Electric  Working,"  probably  best 
represent  present  practice.    They  are  as  follows : — 

Thus,  with  an  ordinary  squirrel  cage  rotor,  the  motor  will  take  a  starting 
current  equal  to  three  or  four  times  the  full  load  current  when  starting  with 
full  load  torque  ;  this  current  is,  of  course,  doubly  objectionable,  firstly  on 
account  of  its  magnitude,  and  secondly,  on  account  of  its  being  so  much  ont 
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of  phase,  which  will  produce  an  ezcesflive  pressure  drop  in  the  generating  and 
transforming  plants  and  also  in  the  line.  For  these  reasons  squirrel  cage 
rotors  and  their  modi6cations  must  he  given  up  for  all  but  small  motors 
(unless  for  special  purposes)  in  favour  of  a  construction  which  will  allow  the 
starting  current  to  be  effectively  controlled. 

Mr  Eborall  then  gives  data  of  the  comparative  weight  and 
performance  of  low  pressure,  three-phase,  50-cycle,  4-pole,  1500 
revolutions  per  minute,  squirrel  cage  and  slip  ring  motors  of 
medium  sizes,  as  manufactured  by  Messrs  Kolben  &  Co.,  of  Prague, 
from  which  the  writer  has  prepared  Table  XLVI. 


Table  XLVf.— Characteristics  of  Kolben  Motors. 


DMignatkm  of  Motor. 

DM6. 

DM6. 

DM8. 

SUp 
Type. 

Sqnirrel 
Type. 

SUp 

BiDg 

Type. 

XT' 

Type. 

SUp 
Ring 
Type. 

7 
87 
79 
•89 
6780 
692 
99 

Type. 

Brake  horse-power     

Full  load  efficiency    

Half  load  efficiency 

Full  load  power  factor 
Full  load  apparent  watts 
Nett  weight  of  motor  (Iba.)  ... 
Weight  per  B.H.P.  (lbs.)       . . . 

4-6 
84 
76 

•88 
4550 

352 
78 

5 
84 
76 
•88 
6000 
330 
66 

5-5 
85 
77 
•88 
5550 
440 
80 

6 
85 

^7 

•88 

6000 

420 

70 

8 
87 
79 
•89 
7800 
660 
83 

Ratio  of  weights  per  B.H.P.,  1 
squirrel  cage  :  slip  ring        / 

'85 

•88 

84 

But  not  only  is  the  squirrel  cage  motor  lighter  per  brake 
horse-power,  but  the  construction  is  cheaper  in  a  still  greater 
proportion,  and  the  motor  requires  less  attendance  and  can  stand 
much  more  rough  handling.  Although  the  above  designs  show 
the  same  efficiency  and  power  factor  for  both  types,  it  is  generally 
the  practice  to  take  up  the  advantage  partly  in  improved  efficiency 
and  power  factor  in  the  squirrel  cage  type. 

Mr  Eborall  returned  to  this  subject  in  his  Institution  paper  in 
1902,  and  stated  {Engineering,  June  27th,  1902,  page  859):— 

Regarding  the  question  of  the  Btarting  cax>abi1itie8  of  induction  motors, 
there  still  seems  to  be  a  certain  amount  of  misunderstimding  prevalent  among 
those  engineers  who  have  been  used  more  particularly  to  continuous  current 
work.    The  polyphase  induction  motor  constructed  with  a  permanently  short 
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circuited  rotor  winding  (that  is,  with  a  squirrel  cage  rotor  or  a  modMcation 
of  it)  is  naturally  an  ideal  motor  from  the  user's  point  of  view.  On  account  of 
its  simplicUyj  it  is  2ot(7  in  first  cost  and  eagy  to  operatey  and  the  cod  of  upkeep  is 
negligible,  inasmuch  as  there  is  nothing  to  get  out  of  order  or  to  require 
attention  or  renewal.  But  principally  on  account  of  the  starting  of  motors 
of  this  type,  it  becomes  necessary  to  limit  the  size  of  such  motors  when  a  large 
scheme  for  the  distribution  of  power  is  concerned ;  the  power  station  superin- 
tendent has,  in  fact,  to  insist  that  all  inductioQ  motors  connected  to  the  mains 
shall  be  provided  with  rotor  resistances  for  starting,  when  these  motors  exceed 
a  certain  size — say  about  5  brake  horse-power. 

Induction  motors  with  permanently  short  circuited  rotors  require  an  alto- 
gether abnormal  starting  current,  especially  if  they  have  to  start  against  any 
considerable  load.  For,  on  account  of  the  relatively  low  resistance  of  the 
rotor  bars  and  connecting  rings  (or  strips),  there  is  nothing  to  limit  the  current 
taken  at  the  moment  of  starting,  except  the  magnetic  leakage  from  pole  to 
pole  of  the  stator,  and  the  lowering  of  the  pressure  on  the  motor  terminals  ; 
the  former  will  increase  so  enormously  that  the  useful  rotor  flux  (that  flux 
actually  getting  into  the  rotor  and  cutting  the  bars)  will  be  relatively  small. 
Thus  the  starting  torque  (which  is  proportional  to  the  useful  flux  and  to  the 
rotor  current)  will  be  quite  small,  although  the  starting  current  of  the  motor 
is  so  great ;  moreover,  this  large  starting  current  is  (on  account  of  the  great 
leakage)  of  very  low  power  factor,  and  thus  causes  very  harmful  effects  on 
the  pressure  regulation  of  the  system.  Naturally  the  pressure  on  the 
terminals  on  the  motor  also  falls,  which  in  turn  affects  the  starting  torque,  as 
the  latter  is  proportional  to  the  square  of  the  terminal  pressure.  For  these 
reasons  the  very  best  induction  motors  of  this  type  on  the  market^  when 
starting  against  the  load  offered  by  a  belt  and  loose  pulley  only,  take  a 
current  equal  to  at  least  twice  the  full  load  current ;  when  starting  with  full 
load  torque  this  will  increase  to  three  or  four  times  the  full  load  current.  In 
the  former  case  the  rush  of  current  is  only  momentary,  but  in  the  latter  case 
the  large  current  is  required  for  some  time,  as  the  starting  is  certainly  not 
good  (unless  the  motor  is  provided  with  a  special  high  resistance  rotor,  which 
means  low  efficiency  at  load),  and  hence  it  follows  that  under  the  latter  condi- 
tions of  operation  the  motor  is  liable  to  bum  out ;  it  will  do  so  if  there  are 
any  weak  points  in  it,  or  if  it  takes  too  long  to  speed  up. 

It  will  therefore  be  readily  understood,  from  what  has  been  said  above, 
that  the  successful  operation  of  a  large  power  distribution  would  be  impossible 
if  large  motors  of  this  type  were  used  indiscriminately ;  even  if  there  were  no 
lighting  work  the  effect  of  the  starting  of  such  motors  would  be  detrimental  to 
the  proper  performance  of  other  motors  connected  to  the  system.  For  this 
reason  it  is  absolutely  necessary  that  all  induction  motors  of  any  size  should 
be  fitted  with  slip  rings,  and  be  operated  (at  storting)  with  rotor  resistances. 
In  the  author's  opinion  all  motors  above  5  brake  horse-power  having  to  start 
against  load  should  be  so  fitted ;  if  they  are  not  required  to  start  against  load, 
permanently  short  circuited  rotors  can  be  used  for  motors  up  to  8  brake  horse- 
power inclusive. 

§  2.  Osnos'  Divided  Short-Oircuiting  Rings  for  Rotors. 
— A  sound  objection  to  squirrel  cage  motors,  with  a  means  for 
wercoming  it,  is  discussed  by  Osnos  in  the  Z&Uschrift  fur  JBlekt^v- 
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technik  for  August  10th,  1902.  The  objection  lies  in  the  fact  that, 
owing  to  the  small  air  gaps  required  in  induction  motors,  and  the 
low  resistance  of  the  squirrel  cage  windings,  a  very  small  eccen- 
tricity of  the  rotor,  within  the  stutor,  will  give  rise  to  wasteful 
"equalising"  currents.  Osnos  proposes  to  overcome  this  by 
dividing  the  end  rings  preferably  into  as  many  parts  as  there  are 
pairs  of  poles.  Thus  for  a  4-pole  machine  the  end  rings  would 
consist  of  two  parts,  as  illustrated  diagrammatically  in  Fig.  365. 
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Fig.  365.  —Diagrams  of  Divided  End  Rings  for  a  4-pole  Squirrel  Cage  Rotor. 


An  8-pole  machine  could  have  four  sections  per  end  ring,  as  shown 
in  Fig.  366,  page  314.  (Merely  for  descriptive  purposes,  the 
external  stator  poles  are  shown  in  these  figures  as  distinct  salient 
poles.)  From  Fig.  365  it  may  easily  be  seen  that,  in  any 
position  of  the  end  ring  with  reference  to  the  stator  field,  the 
number  of  face  conductors  influenced  by  a  north  pole,  and  the 
number  influenced  by  a  south  pole,  are  equal  to  one  another,  and 
this  is  the  case  for  each  half  end  ring ;  and,  with  a  low  resistance 
in  the  ring  segments,  all  the  face  conductors  are  as  fully  and  uni- 
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f ormly  employed  as  would  be  the  case  for  an  ordinary  squirrel  cage 
construction,  with  undivided  end  rings.  In  the  positions  of  the 
rotor  corresponding  to  the  two  right-hand  diagrams  in  Fig.  365, 
eccentricity  in  the  rotor  will  not  give  rise  to  equalising  currents ; 
in  the  positions  corresponding  to  the  upper  left-hand  diagram, 
equalising  currents  can  only  flow  between  equivalent  conductors 
opposite  south  poles;  and,  corresponding  to  the  lower  left-hand 
diagram,  only  between  equivalent  conductors  opposite  north  poles. 
The  net  result  is  that  the  wasteful  equalising  currents  are  reduced 
by  this  construction  to  about  one-fourth  of  their  amount  in  a 
rolor  with  undivided  end  rings. 

In  machines  with  more  than  4  poles  the  improvement  to 
be  secured  by  such  subdivision  of  the  end  rings  into  a  number  of 


Fig.  366. — Diagram  of  Divided  End  Rings  for  an  8-pole 
Squirrel  Cage  Rotor. 

segments  equal  to  the  number  of  pairs  of  poles  is  still  greater,  for 
the  length  of  the  air  gap  between  the  nearest  neighbouring  poles 
of  like  polarity  is  the  more  nearly  equal  the  greater  the  total 
number  of  poles,  as  they  are  distant  from  one  another  by  a  smaller 
angle.  Thus  in  the  8-poIe  motor  of  Fig.  366  the  equalising 
currents  are  practically  eliminated  by  a  sub-division  of  the  end 
rings  into  four  segments.  Hence,  in  motors  with  more  than  4 
poles,  it  might  be  a  sufficient  precaution  to  subdivide  the  end  rings 
into  fewer  segments  than  correspond  to  the  number  of  pairs  of 
poles.  It  is  sufficient  to  subdivide  one  end  ring,  leaving  the  other 
continuous. 

§  3.  Ziehlke's  Divided  Short  -  Oircuiting  Rings  for 
Rotors. — Ziehlke  has  built  motors  with  both  end  rings  sub- 
divided, but  in  quadrature  with  one  another,  as  shown  dii^ram- 
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matically  in  Fig.  367-  In  this  case,  in  a  4-poIe  motor,  the  current 
has  to  pass  through  four  bars  in  series,  and  situated  opposite  four 
different  poles,  in  order  to  complete  its  circuit.  Good  results  are 
reported  to  have  been  obtained  by  this  method  of  subdividing 
the  end  rings,  the  starting  torque  being  improved. 

§  4.  VtuTing  the  Speed  of  Induction  Motors  by  Re- 
sistance in  Secondary  Circuit. — The  most  satisfactory  method, 
and  that  generally  employed,  consists  in  inserting  a  resistance  in 
the  secondary  circuit,  as  has  been  shown  in  the  diagram,  Fig.  297, 
page  249,  for  starting.  But  for  running  constantly  with  re- 
sistance in  circuit,  the  carrying  capacity  of  the  rheostat  must,  of 
course,  be  far  greater,  and  rheostats  for  this  purpose  are  large  and 
expensive.    The  greater  the  resistance  the  lower  the  speed,  and 


Fig.  367. — Diagram  showing  Sulxiivision  of  End  Rings  for  Squirrel 
Cage  Rotor. 

the  lower  also  the'  efficiency — in  fact,  when  running  on  such  a 
resistance  as  to  give  half  the  normal  speed  the  efficiency  is  about 
half  the  normal  figure,  and  is  in  the  same  ratio  for  other  speeds. 
The  speed  is,  moreover,  not  definite  for  any  one  resistance  step, 
but  changes  with  the  torque  put  upon  the  motor.  When  running 
light,  the  speed  will  be  but  little  below  synchronous  speed,  even 
thoi^h  running  on  a  resistance  point  corresponding  to,  for  example, 
quarter  speed  at  full  load  torque.  This  is  analogous  to  a  con- 
tinuous current  series  wound  motor  arranged  for  speed  control  by 
variation  of  the  amount  of  resistance  in  series  with  it. 

§  5.  Variable  Speed  by  Potential  OontroL— In  order  to 
reduce  the  expense  of  the  controller  for  a  variable  speed  induction 
motor,  the  resistance  is  sometimes  arranged  to  be  changed 
successively  in  each  of  the  three  sets  of  resistances,  thus  obtain- 
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ing,  for  a  given  number  of  contacts,  three  times  as  many  speed 
steps  as  when  the  steps  in  all  three  sets  of  resistances  are  taken 
simultaneously.  This  is  indicated  diagrammatically  in  Fig  368. 
The  slight  dissymmetry  thus  introduced  occasions  no  difficulty. 


The  speed  of  induction  motors  may  also  be  controlled  by 
resistance  or  inductance  in  series  with  the  primary  windings,  and 
this  offers  the  advantage  of  avoiding  the  use  of  collector  rings — 
provided  the  motor  may  start  unloaded — ^and  enables  a  squirrel 
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cage  rotor  to  be  used.  Generally,  however,  the  cases  requiring 
variable  speed  motors  also  require  considerable  starting  torque. 
This  last  method,  which  has  been  styled  that  of  *'  variable  speed  by 
potential  control,"  since  the  speed  variation  is  obtained  in  virtue 
of  the  increased  slip  corresponding  to  the  decreased  voltage  at 
the  primary  terminals  of  the  motor,  is  shown  diagrammatically  in 
Fig.  369.  Oudin  has  given,  in  Standard  Polyphase  Apparatus  aiid 
SystemSy  page  83,  the  following  data  setting  forth  the  relative 
efficiencies  of  these  two  methods : — 
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Fig.  369. — Variable  Speed  of  Induction  Motor  by  Potential  Control. 


Table  XLVII.— Comparison  of  Efpicibncies  of  Rhbostatic  and 
Potential  Methods  op  Speed  Control  of  Induction  Motors. 

Speed. 

Method  of  Contpol.    Troe  Efficiency. 

Power  Factor. 

Apparent  Efficiency. 

Full 

Rheostatic 
Potential 

83 
83 

86 
86 

72 
72 

HaU' 

Rheostatic 
Potential 

41-5 
36 

21 
16 

86 

36 
20-5 

Quarter 

Rheoetatic 
Potential 

86 
48 

18 
7-7 

Tlie  torque  is  assumed  to  be  constant  at  all  speeds. 
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Since  the  overload  capacity  of  an  induction  motor  is  propor- 
tional to  the  square  of  the  impressed  voltage,  it  is  obvious  that 
speed  variation  hj  potential  control  is  only  practical  for  motors 
designed  for  high  overload  capacities.  But  there  are  certain 
ranges  of  sizes,  speeds,  and  periodicities,  notably  in  small  motors 
for  high  speed  and  low  periodicity,  where  very  high  overload 
capacities  are  perfectly  consistent  with  economical  and  good 
designs  in  other  respects. 

The  remaining  method  of  obtaining  variable  speed  consists  in 
such  arrangements  of  windings  as  to  permit  of  varying  the  number 
of  poles.  This  has  the  disadvantage  of  providing  but  a  limited 
number  of  definite  speeds.  These  speeds  are,  however,  practically 
definite  for  all  loads,  i.e.  practically  independent  of  the  load  upon 
the  motor,  hence  cases  arise  where  the  problem  is  most  suitably 
met  by  this  arrangement.  It  is  troublesome  enough  when  it 
involves  merely  commutation  of  the  primary  windings — ^if  the 
secondary  (rotor)  windings  must  also  be  arranged  for  more  than 
one  number  of  poles,  the  motor  must  necessarily  be  very  expensive 
and  complicated — hence  squirrel  cage  rotors  are  extremely  desir- 
able for  such  cases.  The  motor  may,  for  example,  for  two  speeds, 
have  either  two  separate  windings,  which  would  be  wasteful  of 
space,  or  some  arrangement  of  winding  whereby  a  commutation 
of  the  connections  will  change  the  number  of  poles.  Many 
different  ways  of  accomplishing  this  latter  purpose  have  been 
proposed.  These  will  be  taken  up  in  detail  in  a  later  section 
relating  to  the  general  subject  of  windings  for  induction  motors. 

§  6.  Qeneral  Properties  of  the  Three-phase  Induction 
Motor. — We  will  now  consider  the  case  of  the  ordinary  three- 
phase  induction  motor,  with  respect  to  its  underlying  properties. 
The  no  load  current,  power  factor,  and  overload  capacity  are  all 
ultimately  dependent  chiefly  upon  the  values  of  two  quantities — 
one  the  magneto-motive  force  corresponding  to  the  amount  of  the 
magnetic  flux  linked  with  the  primary  turns,  and  the  other  the 
inductance  of  the  windings.  These  quantities  are  both  of  a  nature 
precluding  any  exact  predetermination  except  by  means  of  practi- 
cally empirical  methods  based  upon  experimental  data.  There  is 
plenty  of  such  data  available,  and  on  account  of  the  advantage  of 
working  from  the  average  of  several  different  manufacturers*  con- 
structions and  proportions,  the  writer  proposes  to  illustrate  the 
subject  at  this  stage  by  means  of  data  derived  from  the  fadrly 
complete  descriptions  and  tests  of  motors  which  have  been  pub- 
lished by  Thompson,  Kapp,  Arnold,  Eborall,  and  others.      This 
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discuBsioii  will  be  followed  by  descriptions  of  a  number  of  recent 
motors  hj  various  designers  in  different  countries,  much  in  the 
way  followed  in  the  preceding  articles  on  continuous  current 
motors. 

§  7.  Determination  of  the  Magnetic  Flnx  and  the 
Magnetising  Current. — Unlike  most  dynamo-electric  machin- 
ery, almost  the  entire  magneto-motive  force  is,  in  induction 
motors,  that  required  to  overcome  the  reluctance  of  the  air  gap. 
The  iron  part  of  the  magnetic  circuit  rarely  requires  more  than 
from  10  per  cent,  to  15  per  cent,  of  the  total  magneto-motive  force. 
Hence  very  considerable  variations  in  the  permeability  of  the 
material  are  accompanied  with  but  trifling  variations  in  the 
magnetising  current,  and  the  considerations  controlling  j;he  choice 
of  material  relate  almost  exclusively  to  obtaining  a  sufficiently  low 
core  loss.  But  this  elimination  of  the  question  of  varying  perme- 
ability by  no  means  renders  definite  the  estimation  of  the  magnet- 
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Fig.  370.— Diagram  of  Uniform  Density  of  Magnetic  Flux. 


ising  current,  and  this  is  chiefly  because  such  small  clearances  are 
used  in  induction  motors  that  any  exact  control  of  the  true  average 
radial  depth  of  the  air  gap  is  quite  out  of  the  question.  The 
radial  depths  employed  range  from  0*5  millimetre  in  small  motors 
for  high  periodicity  and  low  speed,  up  to  1-5  or  2  millimetres  in 
large  motors  for  low  periodicity  and  high  speed.  In  practice 
a  10  per  cent,  variation  in  the  depth  is  very  difficult  to  avoid, 
and  greater  uniformity  is  probably  commercially  impracticable. 
Another  obstacle  to  exactness  consists  in  the  irregular  distribution 
of  the  magnetic  flux.  Were  the  density  uniform  at  all  points  of 
the  periphery,  the  conditions  could  be  represented  as  indicated  in 
Fig.  370,  where  the  portion  of  a  periphery  corresponding  to  two 
poles  is  developed  on  a  straight  line,  so  that  abscissas  represent 
distances  along  the  air  gap,  and  ordinates  represent  density  of 
magnetic  flux  across  the  air  gap.  This  distribution  would  be 
approached  were  the  mc^eto-motive  force  supplied  exclusively 
by  the  windings  of  one  phase,  when  the  conductors  of  which  its 
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windings  consist  are  concentrated  in  one  small  slot  per  pole.  Thus 
a  6-pole  stator,  with  its  windings  concentrated  in  six  small  slots, 
as  shown  diagrammatically  in  Fig.  371,  would,  when  traversed  by 
single-phase  currents,  set  up  a  magnetic  flux  across  the  gap,  which 
would  have  fairly  equal  density  at  all  points  of  the  periphery. 
For  any  two  adjacent  poles  the  distribution  would  approach  that 
indicated  in  Fig.  370.  But  in  practical  three-phase  motors  the 
windings  of  any  one  phase  are  not  concentrated  in  one  slot  per 
pole,  but  are  subdivided  in  several  slots  per  pole,  distributed  over 
one-third  of  the  periphery,  as  shown  in  Fig.  372,  where  there  are 
five  slots  per  pole  per  phase.  The  slots  of  one  phase  only  are 
drawn,  as,  for  the  moment,  attention  should  be  concentrated  upon 


Fig.  371.— a  6-pole  Stator  with 
Concentrated  Windinj^. 


Fig.  372.— a  6-tK)le  Stator  with 
Distributed  Winding. 


the  more  simple  occurrences  relating  to  the  current  in  the 
windings  of  but  one  phase.  In  Fig.  373,  A,  abscissae  represent 
distances  along  the  internal  periphery  of  the  stator  in  Fig.  372, 
and  onlinates  represent  the  magneto-motive  force  set  up  at  each 
point  by  the  current  in  the  windings  of  one  phase. 

The  curve  of  flux  distribution  will  also  tend  to  conform  to 
the  shape  shown  in  Fig.  373,  -4,  the  flux  density  at  each  point 
being  proportional  to  the  magneto-motive  force  at  that  point,  since 
the  reluctance  of  the  iron  path  is  so  nearly  negligible.  Still 
confining  our  attention  to  one  phase,  we  may  take  the  curve  A  of 
Fig.  373  to  represent  the  distribution  of  magneto-motive  force 
and  flux  at  the  instant  when  the  current  in  the  winding  is  at 
its  maximum  value.     Assuming  that  the  current  follows  a  sine 
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rate  of  variation,  we  shall  find  that  one-twelfth  of  a  cycle  later 
f -STT-  =  30  "  degs."  of  time  later ;  one  complete  cycle  being  called 

360  electrical  degrees  for  convenience  in  using  trigonometrical 
functiojas),  the  curve  of  flux  distribution  along  the  periphery  will 
have  changed  from  that  shown  in  curve  Ay  Fig.  373,  to  that 
shown  in  curve  B,  where  the  maximum  value  is  but  0*867 
as  great  as  in   Fig.  373,  A,  since  sine   30°  =  0-867.    Fig.  373, 
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Fig.  373.— Diagram  of  Magneto-motive  Force  and  Flux  Distribution. 


curves  C,  i>,  and  E,  and  Fig.  374,  curves  F  to  if,  page  322, 
represent  further  successive  conditions,  one-twelfth  of  a  cycle 
30  "  degs."  apart,  and  in  Fig.  374,  if,  the  cycle  is  seen  to  have 
been  completed,  the  original  direction  and  intensity  having  again 
been  attained. 

These,  then,  would  be  the  changes  through  which  the  flux 
distribution  in  the  gap  would  go,  were  there  current  in  the  wind- 
ings of  but  one  phase.  The  currents  in  the  three  lines  leading  to 
a   three-phase   motor  are  related    to  one   another  in  phase,  as 
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Fia.  374.— Diagram  of  Magneto-motive  Force 
and  Flux  Distribution. 


Electric  Motors,^ 


Fig.  376. — Diagram  of  Cycle  of  Current  CI 


[Plate  2\. 


nges  in  Induction  Motor  (see  page  323). 
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represented  in  Fig.  375,  where  abscissae  represent  successive 
instants  of  time,  and  ordinates  represent  corresponding  values  of 
the  current.  Let  Curve  A  of  Fig.  375  represent  the  current  in  the 
windings  of  the  phase  we  have  been  considering.  At  the  instants 
indicated  by  I,  II,  III,  IV,  V,  VI,  VII,  VIII,  IX,  X,  XF,  XII,  and 
P,  the  magneto-motive  force  and  flux  distribution  occasioned  by 
the  current  in  the  windings  of  phase  A  are  distributed  along  the 
air  gap,  as  indicated  respectively  by  curves  D,  E,  F,  G,  JST,  /, «/, 
K,  i,  if,  B,  C,  and  2>,  in  Figs.  373  and  374.  We  now  want  to 
ascertain  the  combined  effect  of  the  currents  in  all  three  phases, 
A,  B,  and  C,  Fig.  375,  and  we  see  that  the  sum  of  the  ordinates  is 
at  any  instan.t  nought,  from  which  it  follows  that  the  current  in 
any  one  phase  is  always  equal  in  amount  and  opposite  in  direction 
to  the  sum  of  the  currents  in  the  other  two  phases.  In  Fig.  376, 
Plate  21,  the  twelve  outer  diagrams  represent  a  complete  cycle  of 


Fig.  375. — Diagram  of  Time  and  Current  Values. 

changes  of  the  currents  in  the  three  stator  windings.  A,  B,  and  C, 
of  an  induction  motor.  The  twelve  diagrams  on  the  next  inner 
circle  are  self-explanatory,  and  have  been  added  as  of  interest  in 
considering  these  occurrences.  Further,  towards  the  centre,  the 
curves  A,  By  C  of  Fig.  375  are  plotted  to  polar  co-ordinates. 
We  are  now  in  a  position  to  investigate  the  magneto-motive  force 
and  flux  distribution  in  space  resulting  from  these  current-time 
relations  in  the  three  phases.  At  the  instant  I  (Figs.  375  and 
376),  when  the  current  in  phase  A  is  zero  and  that  in  phases  B 
and  C  is  '867,  the  magneto-motive  force  and  flux  due  to  B  or  C 
alone  would,  with  space  as  abscissae,  be  distributed  peripherally 
about  the  gap,  as  shown  in  Fig.  373,  curve  B.  These  two  magneto- 
motive forces  are,  however,  60*"  apart  in  space,  as  shown  in  Fig. 
377,  curve  N,  page  324,  and  the  resultant  magneto-motive  force  and 
flux  distribution  is  shown  in  Fig.  377,  curve  P,  page  324.  Now 
for  the  instants  corresponding  to  I,  III,  V,  VII,  IX,  XI,  and  I^, 
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the  current  in  two  of  the  phases  is  of  the  value  '867,  and  in  the 
remaining  phase  is  0.  Hence  Fig.  377,  curve  P,  represents  in 
magnitude  the  resultant  magneto-motive  force  and  iiux  for  all 
these  cases,  the  flux  being  merely  shifted  60°  in  space  from  time  I 


Fia.  377. — Curves  of  Magneto-motive  Force  and  Flux  Distribution. 


Fig.  378.— Component  and  Resultant  Distiibution  Curves. 


to  time  III,  time  V,  etc  The  condition  at  the  intermediate  times 
II,  IV,  VI,  VIII,  X,  and  XII  correspond  to  a  current  of  -5  in  the 
windings  of  each  phase  and  a  current  of  1  in  that  of  the  remaining 
phase.  This  gives  the  three  component  magneto-motive  force 
distribution  curves  of  Fig.  378,  Q,  and  the  resultant  curve  of 
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distribution  of  magneto-motive  force  and  flux  shown  in  Fig.  378,  R, 
page  324. 

Figa  377,  P,  to  378,  R,  represent  the  limits  between  which  the 
magneto-motive  force  and  flux  vary  while  travelling  around  the 
gap.  The  precise  areas  enclosed  by  the  curves  of  these  two  figures 
are  to  one  another  as  100  to  110.  Had  we  analysed  the  conditions 
more  minutely — taking,  for  example,  for  the  distribution  of  the 
magneto-motive  force  the  more  precise  curves  of  Fig.  379 — 
we  should  have  obtained  precisely  the  same  maximum  values 
as  in  Figs.  377,  P,  and  378,  J2,  but  the  areas  of  the  curves  of  Fig. 
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Fig.  379. — Curves  of  Magneto-motive  Force  and  Flux  Distribution. 

379  will  be  found  to  be  practically  equal  to  one  another ;  hence 
we  see  that  the  rotating  flux  does  not  always  change  in  total  value 
(expressed,  for  instance,  in  number  of  megalines),  but  only  in  the 
shape  of  its  distribution,  which  is  such  as  to  give  a  maximum  value 
of  the  flux  density,  varying  between  the  limits  of  100  (Figs.  377,  P, 
and  379,  S\  and  116  (Figs.  378,  R,  and  37«,  T).  Smooth  curves,  A 
and  B,  Fig.  380,  are  shown,  having  areas  and  maximum  values  equal 
respectively  to  those  of  Fig.  379,  and  placed  at  an  angular  distance 
of  30  "  magnetic  degrees  "  from  one  another,  as  it  is  while  moving 
over  this  angle  along  the  gap  that  the  change  in  shape  from  A  to  B 
occurs.    After  travelling  another  30**  the  curve  will  have  returned 
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to  the  shape  A,  Fig.  380;  hence  we  see  that  in  each  complete 
cycle  six  complete  fluctuations  in  wave  form,  with  16  per  cent 
variation  in  maximum  intensity,  occur. 

The  maximum  value  of  curve  J!,  Fig.  378,  also  of  curve  T,  Fig. 
379,  and  of  curve  B  of  Fig.  380,  which  is  the  maximum  value 
occurring  in  the  air  gap,  is  just  twice  the  maximum  value  of  curve 
A,  Fig.  373,  80  that  for  magnetising  current  determinations  we 
may  take  the  resfidtant  Tuagncto-motive  force  of  three  phases  as  equal 
to  tvnce  the  magneto-niotive  force  of  one  phase. 
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Fig.  380.— Curves  of  Magneto-motive  Force  and  Flux  Distribution. 

The  magnetising  current  is  estimated  from  the  maximum  flux 
density,  which  depends,  for  a  given  total  flux,  upon  the  shape  of 
the  curve  of  distribution  of  that  total  flux.  This,  we  have  seen,  is 
constantly  varying  between  the  limiting  forms  shown  by  curves  A 
and  B  of  Fig.  380.  But  it  remains  to  determine  the  value  of  the 
total  flux  M,  which  will  l^e  set  up  when  we  have  a  given  voltage 
per  phase,  E,  a  given  number  of  turns  per  phase  in  series  T,  and 
a  given  periodicity  of  N  cycles  per  second. 

As  the  curves  A  and  B  of   Fig.   380   are  identical  in   area, 
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differing  only  in  shape,  it  is  most  convenient  and  amply  exact,  for 
the  purpose  of  electro-motive  force  determinations,  to  take  for  the 
curve  of  flux  distribution  the  equivalent  sine  wave  shown  in  curve 
C.  But,  in  determining  the  required  magnetising  force,  we  must 
allow  for  the  8  per  cent,  by  which  the  maximum  value  of  the  flux 
density  of  curve  B  exceeds  that  of  the  equivalent  sine  curve  C  of 
Fig.  380.    Thus  the  maximum  flux  density  to  be  dealt  with  is  not 

— —  =1'57  times  the  average  value  for  this  sine  curve  C,  but 
•637 

108  X  1'57  =  1'70  times  the  average  value. 

It  is  evident  that  the  entire  flux  per  pole,  M,  is  only  linked 

with  all  the  turns  per  phase,  T,  when  the  conductors  arc  concen- 


Fio.  381.— Diagram  of  Uni-slot  Winding. 


Fig.  382.— Diagram  of  Distributed  Winding. 


trated  in  one  slot  per  pole  per  phase,  as  shown  in  the  diagram  of 
Fig.  381 ,  representing  a  "  uni-slot "  winding.  When  the  conductors 
are  distributed  in  many  slots  per  pole  per  phase  (a  so-called 
"  distributed "  winding),  as  shown  in  the  diagram  of  Fig.  382,  a 
"  breadth  coefiScient "  must  be  introduced  in  order  to  make  allow- 
ance for  the  incomplete  linkage  of  flux  and  turns.  This  "  breadth 
coeflScient'*  for  three-phase  motors  approaches  the  value  0  95  the 
greater  the  number  of  slots  per  pole  per  phase.  It  is  desirable  to 
take  it  as  -95  for  all  cases.  For  a  sine  curve  of  flux  distribution, 
and  a  uni-slot  winding  such  as  that  of  Fig  381,  for  which  the 
"breadth  coefficient"  is  I'OO,  the  effective  (E.M.S.)  electro-motive 
force  in  the  windings  of  one  phase  is  E  =  4-44  T  N  MxlO"^. 
Introducing   the  "breadth  coefficient,"  we  obtain  as  a  general 


328 


ALTERNATING  CURRENT  MOTORS 


formula  for  three-phase  motors,  with  distributed  windings,  such, 
for  example,  as  Fig.  382, 

E=4'44x-95xTNMxl0-8 
orE=4-2TNMxlO"8, 
where  T,  N,  and  M  have  the  same  significance  as  in  Part  I.  E  is 
the  effective  value  of  the  electro-motive  force — i,e,  the  square  root 
of  the  mean  of  the  squares  of  the  instantaneous  values  of  the 
electro-motive  force,  the  so-called  "root-mean-square"  (RM.S.) 
value. 

§  8.  Calculations  for  aji  8-Pol6  50-Oycle  Three-phase 
Motor. — Let  us  now  take  the  case  of  an  8-pole  50-cycle  three- 


'ZCO*J^-> 


Fig.  383. — Core  of  8-pole,  60-cycle,  Three-phase  Induction  Motor. 


phase  induction  motor  with  the  primary  wound  in  seventy-two  slots, 
three  slots  per  pole  per  phase.  The  core  of  this  motor  is  shown  in 
Fig.  383.  The  primary  (stator)  windings  are  Y  connected,  and 
the  motor  is  designed  for  500  terminal  volts,  the  winding  consist- 
ing of  ten  conductors  per  slot.    The  voltage  per  phase  =  _^  =  28& 

The  counter  electro-motive  force  per  phase  may  be  taken  at  280 
volts. 


Total  number  of  face  conductors 
Total  number  of  turns 
Total  number  of  turns  per  phase     . 
E=4-2TNMxl0-8 
280=4-2  X  120 X  60  X  M  X  lO'^ 
.*.  M  =  ril  megahnes. 


72x10=720 

360 

120 
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QfoBs  length  of  core  between  flADges  200  Qiillimetres 

One  ventilating  duct 16  „ 

Net  eflfecti ve  length  of  core  1 86  x  '90  =      166         „ 

Diameter  of  bore  of  Btator 660         „ 

Polar  pitch=660»-:-8  220         „ 

8tator8lotpitch=660»^72=         24*5        „ 

Statpr  slot  opening 3'6  „ 

£xpoeed  iron  at  stator  siirface,  in  per  cent,  of  slot 

pitch  (24-6 -3-6)-^ 24-5= 87  per  cent 

Number  of  rotor  slots  137 

Rotor  slot  opening     2  millimetres 

Rotor  slot  pitch  =(660  xx)-r  137     129 

12*9  —  2'0 
Exposed  iron  at  rotor  surface = —  =  84  per  cent 

1^*47 

Mean  exposed  iron  for  stator  and  rotor      86        ,, 

Mean  cross  section  exposed  iron  at  air  gap =16*6  x 
22-0x*86     310  sq.  cms. 

The  cross  section  of  the  air  gap  is  taken  15  per  cent,  greater 
than  the  "  mean  cross  section  of  the  exposed  iron  at  the  air  gap," 
and  115  may  be  regarded  as  a  "  spreading  coefficient."  It  should 
be  taken  somewhat  greater  the  greater  the  radial  depth  of  the  gap 
and  the  greater  the  width  of  slot  openings.  From  1*15  to  1*25 
will,  for  all  customary  cases,  be  found  to  be  a  fairly  satisfactory 
range  of  values. 

Air  gap  cross  section =1*16x310=  ...     366  square  centimetres. 

Average  density =1,1 10,000  -f-  366  =  ...     31 20  lines  per  sq.  cm. 

We  have  seen  that  the  maximum  value  of  the  magnetic  flux  is 
not  equal  to  the  average  value  divided  by  '637  (which  would  be 
the  case  for  a  sine  wave  of  distribution,  such  as  C,  Fig.  380),  but  is 
the  maximlun  value  found  in  curve  B  of  Fig.  380,  which  will  be 
8  per  cent,  greater.    Hence  the  maximum  value  must  be  found 

from  the  average  value,  Tiot  by  multiplying  the  latter  by- .-.  =  1-57, 

*oo  I 

but  by  108  X 157  =  1*7.     Therefore  the  maximum  density  =  17  X 

3120  =  5300  lines  per  square  centimetre.     The  minimum  width 

of  stator  tooth  is  about  10  millimetres,  and  of  rotor  tooth  about  5 

millimetres.     Maximum  density  in  any  point  of  any  stator  tooth 

=  12,800 ;  of  any  rotor  tooth  =  13,300. 

These  densities  only  occur  at  one  point  of  stator  and  rotor 

tooth  respectively,  and  will  not  be  associated  with  any  considerable 

magneto-motive  forca 

Density  in  the  laminations  above  the  stator  slots =6600. 
Density  in  the  laminations  below  the  rotor  slots =9000. 
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Instead  of  attempting  to  calculate  the  magneto-motive  force  for 
the  teeth  and  cores  more  accurately  than  to  ascertain  by  inspec- 
tion that  it  will  not  increase  the  total  required  magneto-motive 
force  by  more  than  some  10  or  15  per  cent.,  we  obtain  an  "equiva- 
lent" depth  of  air  gap  by  multiplying  the  actual  radial  depth 
by,  say,  10  per  cent.  (This  convenient  method  of  substituting  an 
"equivalent"  depth  of  air  gap  is  due  to  Kapp.  See  Elektro- 
mechanische  Konstruktionen,  pages  35  and  179,  Second  Edition. 
Julius  Springer,  Berlin,  1902). 

Actual  radial  depth  of  air  gap =1*10  millimetres. 
"Equivalent  depth =1-10x1  10 =1-21  millimetres. 

Magneto-motive  force  required  by  a  flux  density  of  5300  through 

an  air  length  of  -121  centimetres  equals  0*8  X  5300x121  =  515 

ampere  turns.     We  have  seen  that  the  resultant  magneto-motive 

force  of  three  phases  is  twice  the  magneto-motive  force  per  phase, 

515 
hence  -—  =  260  ampere  turns  per  phase  are  required.    There  are 

120 
120  turns  in  series  per  phase,  hence  -3-,  or  15  turns  per  pole  per 

o 

phase.    Hence  there  are  required  — _-  =  17*3  maximum  amperes 

15 

per  phase,  and  :i4==12-2  RM.S.  amperes  per  phase,  for  mag- 

J  2 
netising. 

The  value  varies  with  the  wave  shape  of  the  circuit  from  which 
the  motor  is  operated.  Furthermore,  since  it  is  diflRcult  to 
determine  with  any  accuracy  the  radial  depth  of  so  short  an  air 
gap,  it  may  in  general  be  considered  impracticable  to  predetermine 
values  of  the  magnetising  current  in  induction  motors  within  a 
greater  accuracy  than  15  per  cent,  or  20  per  cent.  Suppose  this 
motor  is  rated  at  35  horse-power  with  an  "  apparent  efficiency  "  of 

QK  V  74.fi 
80  per  cent.      Then   its  full  load  current  is  on     q     oqq  =  ^^ 

'o\j  X  «J  X  Zoo 

12*2 
amperes,  and  the  magnetising  current  is  -— -,  or  32  per  cent,  of 

full  load  current.  The  total  current  consumed  by  the  motor  when 
running  unloaded  is  the  resultant  of  the  magnetising  current  as 
determined  above,  and  the  current  required  to  supply  the  losses 
occasioned  by  hysteresis,  Foucault  currents,  and  bearing  friction. 
This  latter  current  is  in  phase  with  the  impressed  electro-motive 
force,  whereas  the  magnetising  current  lags  by  90  per  cent.    Now 
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the  core  loss  is  made  up  of  hysteresis  and  Foucault  current  losses, 
and  these  can  vary  through  very  wide  limits,  even  in  motors  built 
from  the  same  specification. 

§  9.  Curve  for  Estimating  Core  Losses  in  Induction 
Motors. — Iron  for  induction  motors  is  much  more  carefully 
chosen,  and  receives,  during  the  construction  of  the  motor,  much 
more  careful  handling  than  the  iron  used  for  the  cores  of  continu- 
ous current  machinery.  The  teeth  are  rarely  touched  with  a  file 
after  assembling.  Hence,  instead  of  the  curve  given  in  Fig.  21  on 
page  30,  the  curve  in  Fig.  384  may  be  used  in  induction  motor 
work  for  determining  the  core  loss.  Even  loWer  values  should  be 
readily  obtiaiinable  by  the  exercise  of  reasonable  care  in  specifying 
the  quality  of  iron  required  and  in   testing  samples  from   the 


'y-O         30       '  *«  SO         i-0 

^H.ig  WUts  Orrv'  X^ss  per  Kilc^nun^ 

Fig.  384.— Curve  for  Determining  Core  Losses. 


material  received.  From  the  dimensions  in  Fig.  383  we  obtain 
for  the  weights  of  stator  and  rotor  laminations  200  kilogrammes 
and  130  kilogrammes  respectively.  The  density  in  the  stator  core, 
back  of  the  slots,  works  out  at  6500  lines  per  square  centimetre, 

and  from  the  curve  of  Fig.  384  we  obtain  for  ^  =  ^^^^'^  =  3-25, 

the  value  of  5*1  watts  per  kilogramme.  Thus  the  total  stator  core 
loss  is  200  X  5*1  =  1020  watts.  In  the  rotor  the  reversal  of  magnet- 
isation is  at  the  slow  rate  corresponding  to  the  "  slip,"  and  could 
almost  be  neglected  even  at  full  load.  It  is,  however,  good  practice 
to  increase  the  stator  core  loss  by  10  per  cent.,  and  take  for  the 
total  core  loss  1020  x  110  =  1120  watts. 

Taking  the  bearing  and  air  friction  at  400  watts,  we  have  for 
the  total  watts  input,  for  the  motor  running  light,  1120+400  = 
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1520  watts,  requiring  an  energy  current  of  5 — __-  =  l-8  amperes 

3  X  288 

per  phase.    Hence  the  total  current  input  of  the  motor,  running 

light,  is  equal  to  ,yi2-2*+l'8*=  12-3  amperes ;  volt-amperes  input 

=  3  X 12-3  X  288  =  10,600 ;  power  factor  running  light = r^^  = 

0143.  The  current  at  no  load  lags  82**  behind  the  terminal 
voltage,  since  cos.  82°  =  '14. 

§  10.  Inductance  of  the  Windings.— Coming  next  to  the 
question  of  the  estimation  of  the  inductance  of  the  vdndings, 
we  find  it  to  be  a  much  more  inaccurate  matter  even  than 
the  predetermination  of  the  magnetising  current,  and  we  must 
keep  in  close  touch  with  observed  results  in  constructing  our 
theory. 

It  is  practically  the  predetermination  of  the  magnetising 
current,  but  for  one  phase  of  the  stator  winding,  or,  more  pre- 
cisely, it  is  the  magnetising  current  which  would  be  required 
were  the  reluctance  of  the  magnetic  circuit  that  offered  by  all 
the  paths  exclusive  of  that  path  leading  through  the  secondary 
winding. 

In  estimating  the  inductance  of  the  turns  short  circuited  under 
the  brush  in  continuous  current  armatures,  we  have  used  as  a 
basis  the  rough  values  of  4  c.g.s.  lines  per  ampere  turn  per  centi- 
metre of  "  embedded  "  length,  and  0*8  cg.s.  line  per  ampere  turn 
per  centimetre  of  "  free  "  length. 

In  induction  motors  we  are  concerned  with  the  inductance, 
not  of  small  compact  groups  of  conductors  occupying  2  or  3 
centimetres  of  the  periphery,  but  of  the  more  or  less  spread-out 
groups  corresponding  to  the  conductors  per  pole  per  phase.  In 
most  induction  motors  the  polar  pitch — i.e.  that  portion  of  the 
periphery  devoted  to  one  pole  (the  gap  periphery  divided  by  the 
number  of  poles) — amounts,  in  different  designs,  according  to  the 
periodicity,  the  normal  speed,  and  the.  designer's  choice,  to  from 
18  to  45  centimetres ;  hence  the  belt  of  conductors  belonging  to 
one  phase  occupies  a  peripheral  width  of  from  6  to  15  centimetres. 
The  radial  depth  of  winding  is  not  generally  different  from  that 
customary  in  continuous  current  machines.  For  the  greater 
width  considerably  ^mailer  values  should  be  employed  for  the 
lines  per  ampere  turn  per  centimetre  of  "  embedded  "  and  "  free  " 
length  in  deriving  the  inductance.  The  values  given  in  Table 
XLVIII.  are  suggested  as  affording  a  fairly  satisfactory  basis  for 
calculation,  though  they  must  be  considered  only  approximate. 
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Table  XLVIII.—Linbs  per  Ampere  Turn  per  Centimetre 
OF  **  Embedded  "Lengkch  (Approximate). 


Polar  Pitch  In 
Centimetres. 

Wide  Open  Blots. 

Half  Open  Aloto. 

Completely  Closed 
Slots. 

20 

0-86 

1-08 

1-34 

25 

0-69 

0-87 

1-08 

30 

0-57 

0-72 

0-90 

36 

0-49 

0-62 

0-77 

40 

0-43 

0-64 

0-67 

46 

0*38 

0-48 

0-60 

Another  variable  is  introduced  by  the  so-called  "zig-zag"  flux,  which  is 
inversely  proportional  to  a,  the  radial  depth  of  the  air-gap ;  and  to  H,  the 
average  number  of  slots  per  pole  for  stator  and  rotor.  The  values  in  Table 
XL VI II.  are  a  very  fair  approximation  in  the  case  of  designs  where  a  x  H  lies 
between  1*4  and  2*0.  For  designs  lying  outside  of  these  values,  a  correction 
must  be  applied,  which  is  greater,  the  greater  the  deviation  of  A  x  H  from  this 
range  of  vidues. 

lines  per  ampere  turn  per  centimetre  of  "  free  "  length  may  be 
taken  at  0*4  for  all  values  of  the  pitch.  Of  course  the  mechanical 
arrangement  (i.e.  grouping,  etc.)  of  the  end  connections,  occasions 
considerable  variations  in  this  constant. 

For  motors  with  squirrel  cage  rotors,  take  0*3  line  per  ampere 
turn  per  centimetre  of  "free"  length,  taking  as  "free"  length 
that  of  the  stator  winding. 

§  11.  Analysis  of  the  Inductance  of  a  12-Pole  Motor. — 

Let  us  employ  this  data  in  the  estimation  of  the  inductance  of  a 
motor  to  which  the  following  data  applies : 


Diameter  of  air  gap   . . . 
Periphery  of  air  gap  . . . 
Number  of  poles 
Polar  pitch      


109  centimetres 

342 

12 

28-6 


The  slots  are  nearly  closed.  They  are  shown  to  scale  in  Fig. 
385  (page  334),  and  we  shall,  for  the  inductance  calculations, 
employ  the  values:  0*93  line  per  ampere  turn  per  centimetre 
of  " embedded "  length,  and  040  line  per  ampere  turn  per  centi- 
metre of  "  free  "  length. 

Effective  length  of  core  parallel  to  shaft 24    centimetres 

Mean  length  of  one  stator  turn        159  „ 

"  Embedded  "  length  per  turn         48  „ 

"  Free  "  length  per  turn       Ill  „ 

Lines  per  ampere  turn  for  "  embedded  "  length   ...  0*93 x  48=44*5 

Lines  per  ampere  turn  for  "  free  "  length 0*40  x  1 1 1  =  44*4 
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Total  lines  per  ampere  turn 

89 

Number  of  stator  slots          

108 

Number  per  pole  per  phase 

3 

Conductors  per  slot 

33 

Turns  per  pole  per  phase     

49-5 

But  the  winding,  so  far  as  relates  to  the  estimation  of  its 
inductance,  is  equivalent  to  6  coils  of  99  turns  each,  that  is,  to  one 
99-turn  coil  per  pair  of  poles  {not  to  12  coils  of  49*5  turns  each, 
i.e.  one  49"5-turn  coil  per  pole). 


Fig.  386. —Slots  of  Rotor  and  Stator. 


Lines  per  ampere = 89  x  99  =  8800* 

Inductance  per  coil  =  99  x  8800  x  10  -  ^  =     0-0087  henry. 
Inductance  per  phase = 00087 x 6 ^  0*0523       „ 

Periodicity  in  cycles  per  second  50* 

Reactance  per  phase =6*28 x 50x 00523=16*4  ohms. 

The  motor  is  for  5000  terminal  volts,  and  the  stator  (primary) 


windings  are  Y  connected,  there  being  therefore 


5000 

V3" 


=  2880  volts 


per  phase. 

The  rotor  windings  are  also  connected  Y»  ^^'^  there  are  two 
conductors  per  slot.    There  are  144  rotor  slots ;  hence  8  conductors 
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in  series  per  pole  per  phase,  as  against  99  in  the  stator.     Therefore 
the  true  rotor  inductance  per  phase  is   (^  x 0-0523  =  00034 

henry. 

But  at  this  stage  in  induction  motor  calculations  it  is  more 
convenient  to  assume  an  equivalent  rotor,  wound  for  a  1:1  ratio 
of  transformation.  This  is  justifiable,  since,  with  suflBcient  sub- 
division of  the  winding  in  many  slots,  the  operation  will  be  the 
same  whatever  the  precise  number  of  rotor  conductors,  provided 
the  product  of  number  of  conductors  by  cross  section  of  each  con- 
ductor— ix,  the  total  cross  section  of  all  the  secondary  conductors 
— remains  unchanged.  Hence  we  will  assume  an  "equivalent*' 
rotor  with  3564  conductors  (this  bemg  the  total  number  of  stator 
conductors),  each  conductor  having  a  cross  section  of  0116 
square  centimetres  instead  of  the  actual  winding  with  288  con- 
ductors with  each  a  cross  section  of  1*6  x  0*90  =  1*44  square 
(288  \ 

^^^  X  1-44= 0116  j.    Instead  of  the  actual  resistance 

of  0010  ohms  at  60°  cent.,  each  phase  of  the  "  equivalent "  winding 

1*44      3564 
will  have  a  resistance  of  -^^^ x  ^^~  x  0010  =  1-53  ohms.      The 

actual  primary  resistance  per  phase  =  2*20  ohms  at  60**  cent. 

This  "equivalent"  rotor  winding  will  have  about  the  same 
inductance  per  phase  as  the  primary  winding,  namely,  0*0523 
henry. 

In  practice  the  inductance  estimations  are  made  by  a  much 
simpler  method,  which  will  subsequently  be  set  forth.  For  a 
fundamental  understanding  of  the  underlying  phenomena,  how- 
ever, such  an  analysis  as  the  above  is  preferable. 

The  flux  corresponding  to  the  primary  reactance  voltage  is 
only  one  portion  of  the  total  flux  linked  with  the  primary  turns. 
This  is  a  matter  in  which  error  may  readily  arise. 

§  12.  The  Actual  Magnetic  Fluxes  Present  at  any 
LocuL — These  are : 

(1)  Primary  Flux,  M^.— A  flux,  corresponding  almost  exactly 
with  the  primary  terminal  voltage  per  phase— in  fact,  differing 
therefrom  only  by  the  small  amount  caused  by  vectorially  sub- 
tracting the  primary  I  R  drop.  Of  this  total  flux,  the  component, 
corresponding  in  amount  to  the  primary  reactance  voltage,  is 
linked  with  the  primary  winding  alone,  and  does  not  succeed  in 
entering  the  secondary  winding. 

(2)  Air  Gap  Flux,   M^.— The  remaining  component   of   this 
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primary  flux — i.e.  the  total  primary  flux  minus  that  portion  corre- 
sponding in  amount  to  the  primary  reactance  voltage — would 
become  completely  linked  with  the  secondary  winding  were  the 
latter  devoid  of  inductance.  This  never  being  the  case,  there  is 
also  a 

(3)  Secondary  Flux,  M,. — Third  flux  to  be  considered.  This 
is  the  residual  wliich,  at  any  given  load,  is  finally  linked  with  the 
secondary  winding,  and  which  is  less  than  the  second  flux 
mentioned,  to  the  extent  obtained  by  subtracting  the  flux  corre- 
sponding in  amount  to  the  secondary  reactance  voltage.  This 
third  flux  suflBces,  at  the  slip  occurring,  to  generate  in  the 
secondary  windings  an  electromotive  force  per  phase  equal  to  the 
product  of  resistance  per  phase  and  current  per  phase. 

It  is  fairly  in  accordance  with  the  true  occurrences  to  con- 
sider  that  these  three  fluxes  really  exist ;  all  others  are  imaginary 
components.  We  denote  these  three  fluxes  by  M^,  M^,  and 
M,.  Of  the  flux  Mp  originally  set  up,  only  M^  crosses  to  the 
rotor.  M^  would  become  linked  with  the  secondary  windings  had 
this  latter  no  reactance— ie.  for  this  case  M^  would  equal  M,^  but 
owing  to  the  reactance  of  the  secondary  only  the  portion  M,  of 
the  flux  M^  finally  becomes  linked  with  the  secondary  windings. 

To  illustrate  this  diagrammatically,  let  us  neglect  the  primary 
resistance  drop,  which  would  be  small,  and  in  Fig.  386  represent 
by  0  A  the  primary  terminal  voltage,  and  by  O  A^  the 
primary  counter  electro-motive  force  which,  for  zei'O  primary 
resistance  —  i,e.  for  E|,=0  —  is  equal  and  opposite  to  0  A. 
The  total  flux  Mj,  linked  with  the  primary  windings  may  be  re- 
presented by  0  M,  and,  since  0  A^  is  proportional  to  the  rate  of 
change  in  0  M,  the  latter  must  be  90°  in  advance  of  0  A\  The 
load  corresponding  to  the  conditions  represented  in  the  diagram 
may  be  taken  as  being  such  as  to  require  a  primary  current  0  B, 
which  lags  by  the  angle  0  behind  the  terminal  voltage  0  A.  The 
product  of  primary  current  per  phase  0  B,  and  primary  react-ance 
per  phase,  is  the  primary  reactance  voltage  per  phase,  Hp^  and  is 
plotted  as  0  C,  90°  behind  0  B.  Under  the  conditions  of  load, 
represented  by  the  diagram,  0  C  is  merely  an  imaginai-y  voltage 
component  which  we  subtract  vectorially  from  0  A,  and  obtain 
0  D,  which  is  also  an  ims^nary  voltage  component,  the  magnitude 
of  which  enables  us  to  calculate  M^,  that  portion  0  P  of  the 
total  primary  flux  which  would  enter  the  secondary  windings 
were  the  latter  non-inductive.  So  0  D  is  proportional  to,  and 
90°  behind,  0  P,  the  second  of  the  three  above-mentioned  magnetic 
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^ttxes.  Not  quite  180''  behind  the  primary  current  0  B  comes 
the  secondary  current  0  £,  which  must  be  so  related  in  magnitude 
fiji^  direction  to  the  primary  current  0  B  as  to  give  a  resultant 
fliagnetising  current  0  L  sufficient  to  set  up  the  required  flux 
jn  the  magnetic  circuit.  The  voltage  required  for  driving  the 
secondary  current  0  £  through  the  secondary  resistance  S*  is  laid 
pff  on  tbe  vector  0  £  at  0  F,  and  this  latter  voltage  {i.e.  the 
secondary  C  B  drop)  is  a  measure  of  the  flux  0  N  (90''  in  advance 
of  0  F)  actually  linked  with  the  secondary  winding.  At  90^" 
b^ind  the  secondary  current,  0  £,  comes  H^,  the  secondary  re- 
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Fia.  380. — Vector  Diagram  of  Induction  Motor. 


jactance  voltage  plotted  as  O  G,  this  being  the  product  of  the 
reactance  per  phase  of  the  secondary  windings  at  the  periodicity 
corresponding  to  the  slip,  with  O  E  the  secondary  current  per 
phasa 

The  vector  0  H,  which,  compounded  with  the  secondary 
reactance  voltage  0  G,  gives  as  resultant  the  internal  secondary 
voltage  0  F,  is  also  a  measure  of  0  P  (M^),  the  second  of  the 
three  fluxes — i.e.  it  is  a  measure  of  the  flux  which  would  be  linked 
with  the  secondary  winding  were  it  absolutely  non-inductive. 
Sometimes  0  H  is  looked  upon  as  the  internal  secondary  voltage, 
and  it  is  explained  that  it  is  a  voltage  sufficient  to  overcome  the 
resultant  ot  the  secondary  resistance  voltage   0  F  and  the  re- 

Y 
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actance  voltage  0  G,  but  since  the  flux,  0  P  (M^),  corresponding 
in  magnitude  to  the  imaginary  voltage  0  H,  never  becomes  linked 
with  the  secondary  winding,  but  only  the  smaller  flux,  0  N  (M,), 
corresponding  to  the  smaller  voltage  0  F  (the  secondary  I  B 
voltage),  this  is  an  undesirable  designation,  and  this  latter  voltage 
O  F  is  alone  correctly  to  be  regarded  as  the  secondary  internal 
volt^,  and  the  larger  voltage,  0  H,  is  correctly  only  an  imaginary 
quantity,  so  long  as  the  secondary  has  inductance.  With  decreas- 
ing secondary  inductance,  0  F  approaches  0  H  in  magnitude  and 
direction,  as  0  G  decreases,  and  for  a  non-inductive  secondary  they 
become  identical,  since  0  G  then  becomes  zero.  The  flux  0  N, 
corresponding  in  magnitude  to  the  voltage  0  F,  and  90'  in 
advance  of  it,  is  M«,  the  third  of  the  three  fluxes ;  it  is  the  fraction 
of  the  original  flux  0  M  (Mp),  which  actually  becomes  linked 
with  the  secondary  winding. 

We  shall  shortly  show  by  precise  constructions  that  even  M,, 
the  third  (and  least)  of  these  three  fluxes,  is,  at  full  load,  but  little 
less  than  at  no  load ;  hence  also  the  intermediate  value  0  P  (M^, 
the  second  of  the  three  fluxes),  which  may  fairly  be  taken  as 
representative  of  the  air  gap  density.  This  justifies  the  retention  of 
the  no  load  value  for  0  L,  the  resultant  magneto-motive  force  for 
all  loads,  and  the  utilising  as  the  locus  of  its  phase  position  at  any 
load,  the  direction  of  M^,  the  second  of  the  three  fluxes — i,e.  the 
direction  of  the  normal  to  0  D. 

In  Fig.  387  are  plotted  without  the  other  lines,  the  primary 
terminal  voltage  per  phase,  0  A  (Yp),  and  the  flux,  0  M  (Mp), 
associated  with  its  counter  electro-motive  force  0  A^  (E^),  which 
latter  we  have  seen  is,  for  zero  primary  resistance,  identical  with 
it  in  magnitude,  and  about  ISO""  behind  it  in  phase,  so  that  0  M 
(Mp)  is  90'  behind  0  A  in  phase.  There  is,  furthermore,  shown 
in  the  diagram,  E«,  the  actual  internal  secondary  voltage  plotted 
as  0  F,  and  M^,  the  flux  0  N,  which  actually  becomes  linked  with 
the  secondary  windings.  0  M  (Mp)  is  the  largest  of  the  three 
fluxes ;  0  N  (M«)  is  the  least,  0  P  (M^)  having  an  intermediate 
value.  0  P  (M  )  is  laid  off  at  right  angles  to  0  D,  the  resultant 
of  the  primary  counter  electro-motive  force  £p,  and  the  primary 
reactance  voltage  H,  this  being  also  the  direction  of  the  resultant 
of  the  secondary  internal  and  reactance  voltages,  the  line  0  H  of 
Fig.  386.  All  the  six  lines  drawn  in  Fig.  387  represent  voltages 
and  fluxes  actually  present.  Even  the  intermediate  flux  OP 
(M,)  is  present,  though  less  tangibly,  as  there  is  no  winding  from 
whose  voltage  we  may  derive  it.    For  this  reason  0  D  is  indicated 
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in  Fig.  387  by  a  broken  line.  O  P  (M  ),  however,  being  in  reality 
the  flux  corresponding  in  direction  with  the  resultant  magnetising' 
current  0  L  (of  Fig.  386),  is  indicated  by  a  heavy  line. 

In  the  following,  we  will  continue  to  denote  these  three  fluxes 
by  Mp,  M^,  and  M,^  and  the  corresponding  electro-motive  forces  by 
I^,  E^,  and  E,.  The  primary  terminal  voltage  we  will  denote  by 
Vp,  this  seldom  differing  appreciably  in  magnitude  from  Ep,  but 
leading  the  latter  by  about  180°  in  phase.  Hence  V^  is  also  often 
a  measure  of  M^,  so  far  as  relates  to  magnitude.  Ey  has,  as  we 
have  seen,  no  real  existence,  but  will  be  used  and  plotted,  and 
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Fig.  387.— Simplified  Vector  Diagram  of  Induction  Motor. 


denotes  equally  well  the  vector  sum  of  secondary  I  R  voltage 
and  reactance  voltage,  or  of  primary  counter  electro-motive  force 
and  reactance  voltage.  It  would  correspond  with  the  secondary 
internal  voltage  were  the  secondary  windings  non-inductive.  '  It 
would  correspond  with  the  counter  electro-motive  force  in  the 
primary  windings  were  the  latter  non-inductive. 

E,  is  the  secondary  I  R  voltage.  Hence  E^,  Ey,  and  E,  are 
measures  of  Mp,  M^,  and  M,,  and  are,  therefore,  90°  in  phase 
behind  them. 

We  will  denote  primary  reactance  voltage  by  Hp^  and  secondary 
reactance  voltage  by  H,. 
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Ip  =  primary  cui-reiit. 

la  =  secondary  current 

Np= primary  periodicity. 

N,=  secondary  periodicity = periodicity  of  slip. 

0  =^=angle  of  lag  of  Ip  behind  Vp. 

09  wangle  between  Mp  and  M^. 

4>t  wangle  of  lag  of  E«  behind  £^,  and  of  M«  behind  My. 

Bp=  primary  resistance  per  phase. 

R«  =  secondary  resistance  per  phase. 

§  13.  Calculations  for  a  160  H.P.  Motor Assume  now 

the  case  of  a  motor  having  the  following  constants,  chosen  as 
giving  convenient  values  for  graphical  discussion,  not  as  repre- 
senting a  good  design : — 

Rated  output  150  horse-power. 

Periodicity  cycles  per  sec.  40 

Terminal  voltage 660 

Connection  of  windings Y 

Volts  per  phase      318 

Primary  reactance  per  phase  (estimated  as  shown)  0*296  ohm. 

Secondary  reactance  per  phase 0296    „ 

KM.S.  Magnetising  current  (estimated  by  the 

method  already  set  forth  on  p.  319)    50  amperes. 

We  will  first  assume  that  it  is  without  friction  or  iron  losses, 
and  that  the  resistance  of  the  primary  winding  is  zero.  Thus  the 
only  loss  at  first  considered  is  that  due  to  the  resistance  of  the 
secondary  windings. 

The  terminal  voltage  Yp,  being  constant  at  all  loads,  and  the 
primary  being  of  no  resistance,  Mp  must  be  constant  for  all  loada 
The  resultant  magnetising  component  of  the  currents  will  also  be 
practically  constant  up  to  loads  greatly  in  excess  of  the  rated 
load  (since  M^,  to  which  the  magnetising  component  is  proportional, 
decreases  but  slowly  up  to  heavy  overloads),  and  will  be  taken 
throughout  as  constant.  At  no  load  the  reactance  voltage  set  up 
by  the  50  primary  amperes  equals  0-296  x  50  =  14*8  volts =Hp. 

In  Fig.  388  these  no  load  conditions  are  plotted  to  the  scale  of 
1  centimetre  per  100  volts,  and  per  100  amperes ;  effective  (ie. 
root  mean  square)  values  being  plotted  in  all  cases. 

Vp  =  0  A=318volK 

Hp=0  0=14*7  volts = primary  reactance  voltage. 

Ej,= 318 -14-7=303  volts. 

Ip  =0  L=60  amperes. 

I,  =  0,  since  the  diagram  is  for  no  load,  and  the  motor  is 
assumed  to  be  without  friction  or  iron  losses,  hence  no  torque  is 
required  to  be  developed  in  the  rotor. 
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l:=4-2xTxNxMxlO-8. 
E=318=V,.    T=80.    N=40. 

.-.  M=M«=?i?^M?552;599=2,370,()00  lines-2-37  megalines. 
'        4-2x80x40  " 


M. 


=M.=.|??xMp==?^x2-37=2-26  megalines. 
318  318 


We  must  next  suppose  the  motor  to  be  given  a  load.  Let 
this  at  first  be  sufficient  to  cause  a  flow  of  current  equal  to 
200  amperes  in  the  "  equivalent "  rotor  (secondary)  winding,  thus 
I,  =  200.  It  will  be  accompanied,  in  the  rotor  winding,  by  an  I  E 
drop  of  200x0  047  =  9*4  volts  per  phase ;  E,  =  9*4.     We  require 

A 

A 


JsA 


r 
D 


fa9§.4 


Fios.  388  and  389. 


sufficient  "  slip  "  in  the  rotor — i,e.  such  a  value  of  N,  as  to  generate 
9-4  volts  by  the  cutting  of  the  rotor  conductors  through  the  flux  M,. 
We  know  only  M^,  as  M^  can  only  be  exactly  derived  in  the  light 
of  a  knowledge  of  the  primary  current,  and  M,  by  a  knowledge  of 
Ni,  the  rotor  "  slip."  But,  except  at  considerable  overloads,  M,  will 
be  found  to  differ  from  Mp  by  but  a  few  per  cent.,  and  at  the 
present  load  of  200  amperes  per  secondary  winding  we  may,  as  a 
preliminary  trial  estimate,  take  M,  at  10  per  cent,  less  than  Mp. 

Mp=3  2'37  mcgalines. 

M,  =  -90  X  2-37 =2-13  megalines. 

E.  =9-4=4-2  X  80  X  N,  X  2,130,000  x  10-8. 


.'.  N«=l*32  cycles  per  second,  or  a  "  slip  "  ol 


1-32  X  100 
40 


=3  3  p.c. 
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We  may  now  obtain  the  secondary  reactance  voltage  H«,  since 
I,  the  secondary  inductance  per  phase,  has  already  been  estimated 
at  00117  henry. 

H,=2»x  1-32  X  -00117  X  200=1*93  volte  per  phase. 

0,=tan-i  ?^=tan-i  0-205  =  ll-6'. 

In  Fig.  389,  page  341,  draw  0  E  equal  to  the  secondary  current 
I,  (200  amperes),  and  at  an  angle  ^,  (ll-G"*)  behind  0  D.  OB, 
equal  to  L  £,  must  be  the  corresponding  primary  current  I^^,  since 
the  resulting  magneto-motive  force  must  remain  equivalent  to 
that  corresponding  to  the  one  furnished  by  50  amperes  in  the 
primary  windings  at  no  load,  this  being  the  value  0  L  of  Figs. 
388  and  389. 

Ip  BsO  B=:216  amperes. 

H,=219x  *294«63  volte. 

Up  is  laid  off  at  0  C,  90*"  behind  C,  (0  B). 

Knowing  the  direction  of  E^  (0  D),  the  TnagnUvde  of  \p  (318 
volts),  and  the  direction  and  magnitude  of  Hp  (0  C),  we  obtain,  by 
construction,  the  direction  of  Yj,  (0  A),  and  determine  the 
magnitvde  of  E^  (0  D),  which  we  find  to  be  291  volts,  expressed 
in  terms  of  the  primary  voltage.  This  possesses  for  us  the  first 
interest,  as  the  degree  of  agreement  between  our  assumption  for 
M  (213  megalines),  and  the  value  of  E^,  is  a  test  of  the  degree 
of  correctness  of  that  assumption. 

E,  =  VE4«+H,»=V9-4*+l-9*=9"6  volte,  expressed  m  terms  of  the 
secondary  voltage. 

M^s^x 2*13=2-17  megalines. 

Now  from  the  derived  value  of  291  volts,  for  I^  we  obtain — 

Mj,=|?lx2-37=217  megalines. 

The  agreement  thus  justifying  our  preliminary  assumption  of  a 
value  for  M,  10  per  cent,  less  than  Mp.  Had  this  failed  to  agree 
closely  enough  with  our  final  determination,  a  revision  of  the 
calculation,  based  upon  a  revised  assumption  for  M,,  would  have 
been  required.  Of  course,  in  reality,  the  calculation  cls  it  stands 
here  is  arranged  in  accordance  with  results  obtained  by  a  more 
direct  construction,  to  an  understanding  of  which  these  explana- 
tions lead,  and  which,  in  practice,  is,  of  course,  to  be  used  in 
preference  to  such  tedious  calculations  as  these,  which  lead, 
however,  to  a  more  correct  understanding  of  the  principles  of 
the  inductive  motor  than  is  generally  obtained  by  the  use,  from 
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the  first,  of  the  short  and  more  practical  methods  at  which  we 
shall  eventually  arrive. 

For  300  amperes  per  secondary  winding  the  diagram  of  Fig. 
390  applies : — 

E.=300x -047  =  14-1  volte. 
M«  =s  -78  X  2*37  » 1  -85  megalinefl. 

N.=  i^l^i222^il^=2-27  cycles  per  8econd=6-7  per  cent 
4-2x80x1,850,000  J        ^  t^ 

H«  =2» X 2-27 X -00117 x 300=600  volte  per  phase. 

0,=taii-i  5^=tan-i  •365=19-6". 
14*1 


Flos.  390  and  391. 


Cp  =320  amperes. 

Hp=320 X  "294=940  volts. 

^  =Vl4'l*+5-0*=l^*0  volte  in  terms  of  secondary  voltage. 

M^=— -  X  1-85  =  1-97  megalines,  from  assumption. 

£^  (from  diagram) =264  in  terms  of  primary  voltage. 

M^  (from  diagram)=|?|x2-37=l-97. 
olo 

For  400  amperes  per  secondary  winding  we  have  in  the  diagram. 
Fig.  391  :— 

E,  =  400  X  -047=18-8  volts. 
M«s=  -59  X  2*37 = 1*40  megalines. 
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N,=-l?l^i?^^^=4-00  cycles  per  8ccond=10*0  per  cent  fl^p' 
4-2x80x1,400,000  J        f  r-  f 

H,=2»  X  4-00  X  "00117  x  400=11-8  volts  per  phase. 

0,  =tan-i  11^= tan -1-626 =32°. 
18-8 

Ip  =428  amperes. 

Hp=428  X  294= 126  volts. 

Ey  =Vl8-8axll-8*=22'2  in  terms  of  secondary  volts. 

22*2 
M^=-— -  X  1*40=1-65  megalines,  from  assumption. 
18*8 

£g  (from  diagram) =221  in  terms  of  primary  volts. 

221 
Mg  (from  diagram)=— -  x  2-37=1-65  megalines. 
318 


Fig.  392. 


For  450  amperes  per  secondary  winding  we  have  in  diagram 
of  Fig.  392  :— 

E,=460x -047=21-2  volts. 
M, = -43  X  2-37 =1-02  megalines. 

N,=21-2 X  ^^^^^^=6-20  cycles  per  second  =  155  per  cent  slip. 

H,=2» X 6-20 X  -00117 x 450=205  volts  per  phase. 

^.  =tan-l?2:5=tan-l•97=44^ 
212 

Ip  =486. 

Hp=486x -294=143  volts. 

Eg  =  V21  ^^ + 20.52  =  29-5  in  tenus  of  secondary  volts. 


THE  DESIGN  OF  INDUCTION  MOTORS 


345 


29*5 
M^:^..-—  X  1  02 =1*42  inegalineBy  from  assumption. 

E^  (from  diagram) =191  in  terms  of  primary  volts. 

M,  (from  diagram) =  —  x  2*37 = 1  '42  megalines. 
318 

For  480  amperes  per  secondaiy  winding  we  have  the  diagram 
Fig.  393  :— 

lU  =  480  X  •047=22-6  volts. 
M*= '26  X  2-37 = -615  megaline. 

N.=??l4^2l?^^?^=ll-0  cycles  per  8econd=27-5  per  cent,  slip. 
4-2x80x615,000  ^        i^  r  r 

H*=2irx  llOx  •00117x480=38-8  volts  per  phase. 


Fig.  393. 


^,=tan-i  ?5!?=tan- 11-73=60". 
225 

Ip  =525. 

Hp=525  X  -294=  154  volts. 

Ea = V552-6* + 38'8' =45-0  in  terms  of  secondary  volts. 

450 

22-6 
£^  (from  diagram)  =  165  in  terms  of  primary  volts. 


M^=gjj^x  •615=1-23  megalines,  from  assumption 


M^  (from  diagram)=l??  x  237==  1'23  m^ines. 
318 

It  will  have  heen  observed  from  this  group  of  diagrams  how 
the  slip  has  increased  with  ever  greater  rapidity  for  each  succes- 
sive increment  in  current.  Thus  we  have  the  values  in  Table 
XLIX. :— 


346  ALTERNATING   CURRENT  MOTORS 

Tablk  XLIX.— Showinq  Incbeasb  in  Slip  with  Ingrbabe  in  Cubrbnt. 


SeooDdarj 

CORODt. 

"Slip" 
percent 

Per  Cent.  Inereaae  In  Slip 

per  Ampere  Increaae  In 

Secondary  Current. 

Fig.  389 
„    390 
„    391 
>,    392 
„    393 

200 
300 
400 
460 
480 

3-3 

5-7 
10-0 
16-5 
27-6 

-024 
•043 
•110 
•400 

The  last  three  diagrams  have,  in  fact,  represented  unstable 
conditions  such  as  occur  when  one  has  gradually  increased  the 
load  on  the  motor  beyond  the  point  where  the  residual  flux  (M«) 
suffices,  no  matter  how  great  the  rotor  slip,  to  generate  in  the  rotor 

A 

f 


l€t9^V 


C   D 

Fia  394. 


conductors  sufficient  current  to  give  the  torque  corresponding  to 
the  load  imposed.  The  motor  comes  to  rest,  and,  if  left  on  the 
circuit,  carries  about  503  amperes  per  secondary  winding.  The 
conditions  are  as  represented  in  Fig.  394.  The  only  loss  in  the 
motor  is,  by  assumption,  the  secondary  C*E  loss  of  3  x  503*  x  047 
=  35,600  watts.    Hence  this  is  the  watts  input : — 

E,=503  X  •047=23-6  volts. 

N<=40  cycles  per  second,  being  now  equal  to  N^. 

•»r     23-6x100,000,000     ,«,«  i- 

jj^^*ou^jiAA^vw,vw^.jyg  megaline. 

4-2  X  80  X  40  ^ 

H«=2ir  X  40x  -00117 X  503=148  volts  per  phase. 

0,=tan-i  i^=tan-i  6-25=8r. 
23*6 

.    L,  =547  amperes. 

Hp=547xj294=161  volts. 

Bg=  V23-6*+148«=150  volts. 
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M^  =  i52  X  176= 1-12  megaUnes. 
^    23-6  ^ 

Primary  volt-amperes  input  per  phase =547  x  318=174,000. 

„  „         for  three  phases = 522,000. 

Watts  input =35,600= secondary  PR  loss. 

V  Power  factor= 1^5^  =  -O68=cos.0. 
522,000  ^ 

.*.  0=86*"= angle  of  lag  of  primary  current  behind  terminal  voltage. 


Table  L.— Results  given  bt,  and  Values  Deduced  from, 
Vector  Diagrams,  Figs.  388  to  394. 
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In  Table  L.  these  results  are  brought  together,  and  there  are 
included  a  number  of  values  readily  deduced  therefrom,  such  as 
power  factor,  watts  input,  secondary  I^B  loss,  watts  output, 
efficiency,  and  horse-power  output.  The  calculations  being  on  the 
assumption  of  there  being  no  losses  other  than  the  secondary  PR 
loss,  the  efficiency  values  obtained  are  of  but  little  interest.  The 
chief  interest  for  our  present  purposes  relates  to  tracing  from  no 
load,  and  the  synchronous  speed,  up  to  standstill  (100  per  cent, 
"slip"),  the  changes  in  output,  Fig.  395 ;  megalines  flux,  Fig.  396 ; 
primary  current.  Fig.  397 ;  the  angles  of  lag.  Fig.  398 ;  and  the 
"slip,"  Fig.  399. 
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These  are  all  plotted  in  terms  of  the  current  in  the  "  equiva- 
lent" secondary  winding — i.e.  a  winding  with  the  same  number 
of  turns  as  the  primary  winding — substituted  for  that  actually 
employed.  This  substitution  makes,  as  we  have  seen,  no  difiference 
in  the  performance  of  the  motor,  but  greatly  simplifies  the  calcula- 
tions. First,  from  Fig.  395,  we  note  that  the  rated  output  of  our 
motor  (150  horse-power)  corresponds  to  125  secondaiy  amperes, 
whereas  the  maximum  load  which  it  will  carry  (285  horse-power) 
requires  370  secondary  amperes.  At  that  point  the  motor  breaks 
down,  and  while  coming  to  rest  the  current  gradually  increases 
up  to  the  final  value  of  503  secondary  amperes,  and  547  primary 
amperes  at  standstill. 

An  important  point  to  note  in  Fig.  396  is  that  the  flux  M,^ 
which  is  actually  linked  with  the  secondary  circuit,  falls  off*  but 
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VGTj  slightly  from  no  load  to  full  rated  load.  M^  has  fallen  off 
still  a  trifle  less,  and  M,  has,  of  course,  remained  constant,  because 
of  the  assumption  of  resistanceless  primary  windings.  At  the 
motor's  maodmum  load,  however,  M«  has  fallen  off  33*3  per  cent, 
and  M^  25*0  per  cent.  At  standstill,  while  M,  still  remains 
constant,  M^  has  decreased  53  per  cent.,  and  M,  93  per  cent, 
the  remaining  7  per  cent  being  the  small  flux  needful  to  set  up 
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the  23*5  volts  required  to  drive  503  amperes  through  '047  ohm, 
this  being  the  IE  drop  per  phase  (503  x  •047  =  33-5).  In  Fig. 
397  the  primary  current  at  no  load  is  the  required  50  amperes 
magnetising  current  At  higher  loads  the  primary  current  is  not 
much  in  excess  of  the  secondary  current,  so  that  when  vectorially 
combined  the  resultant  shall  be  equivalent  to  the  50  amperes 
magnetising  current.  Thus,  at  standstill,  where  primary  and 
secondary  currents  are  nearly  in  opposition,  the  primary  current 
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is   547  amperes,  thus  having  closely  approached  the  limit  of 
503+50  =  553  amperes. 

From  Fig.  399  we  see  that  the  slip  is  2  per  cent,  at  rated  full 
load,  8*2  per  cent,  at  maximum  capacity,  and,  of  course,  100  per 
cent,  at  standstill,  the  motor  then  being  nothing  but  a  stationary 
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transformer  with  (for  that  purpose)  badly  arranged  primary  and 
secondary  windings,  and  a  poor  magnetic  circuit. 

For  the  purposes  of  this  preliminary  study  of  the  motor  from 
no  load  to  standstill,  it  has  been  assumed  that  the  primary  wind- 
ings have  no  resistance,  that  the  primary  and  secondary  cores 
have  no  iron  losses,  that  the  motor  has  no  friction ;  in  fact,  that 
there  existed  only  the  secondary  I^R  loss. 

It  will  be  well  to  draw  one  more  diagram  for  the  condition 
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of  standstill,  with  the  further  assumption  that  not  onij  tb9 
primary,  but  also  the  secondary,  windings  have  no  resistance. 
This  diagram  is  represented  in  Fig.  400. 

Since  both  primary  and  secondary  resistances  are  zero,  Uie 
primary  voltage  has  merely  to  overcome  the  reactances  of  Uie 
primary  and  secondary  windings,  which  are  '296  ohm  each.     There- 


fore ^;t?^=^      ^^, 
2         2  X  -294 


p     — 


318 


-  =  —3-  =  540  amperes.     But, 

L  =1^-60. 
2^:52=640. 

I|,- 25=540. 

I, =565  amperes. 

If  =515  amperes. 
Hp=665  X  -294=166  volte. 
H«=515x  294=152  volte. 


B^, 


-^E 


D 

Fig.  400. 


Since  the  secondary  resistance  is  zero,  no  flux  will  penetrate 

through  the  secondary  windings.      M,=:0,  and  E^=H,=152 

volts. 

^  152  X  100,00^000^  j.j3^^ 


lines. 


^         4-2x80x40 
Mp=2'37  megalines. 
0=^=90  degs. 
(7m.  0=0. 

In  Figa  388  to  394  the  primary  terminal  voltage  per  phase 
Vp  has,  as  0  A,  been  plotted  at  a  varying  angle,  ^,  with  the 
vertical,  the  diagrams  all  having  been  constructed  with  E^(OD) 
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vertical.  In  Fig.  401,  0  A  is  drawn  vertically,  and  the  primary 
current  is  laid  off  in  magnitude,  and  in  direction  with  respect  to 
0  A,  for  the  seven  values  of  the  seven  figures  388  to  394.  We 
find  the  locus  of  the  primary  currents  to  be  the  circumference  of 
a  circle  with  a  diameter  of  503,  the  value  of  the  secondary  current 
at  short  circuit. 

§  14.  The  Circle  Diagram. — ^This  leads  us  at  once  to  the 
"circle  diagram,"  due  to  the  investigations  of  Bedell,  Behrend, 
Blondel,  Heyland,  Eothert,  Steinmetz,  and  others.  A  good  many 
questions  having  been  raised  as  to  the  priority  in  this  matter,  the 
list  has  been  arranged  alphabetically.  It  is  generally  f^eed  that 
Heyland  has  done  a  very  great  deal  in  the  devising  and  perfecting 
of  this  important  diagram,  and  it  is  often  referred  to  as  the 
"  Heyland  diagram."  The  writer  has  led  up  to  it  in  this  gradual 
way  with  the  hope  of  better  bringing  out  its  real  significance  and 


Fig.  401. 


usefulness.  We  have  now  seen  something  of  the  labour  of 
analysing  the  occurrences  by  means  of  ordinary  vector  diagrams. 

The  analysis  by  means  of  the  "circle  diagram"  is  far  more 
expeditious,  and  the  significance  of  the  results  is  more  apparent. 

Let  us  next,  by  means  of  the  "  circle  diagram,"  investigate  the 
relations  of  the  secondary  current  in  magnitude  and  direction. 

We  have  seen  that  the  vector  resultant  of  primary  and 
secondary  magneto-motive  forces  must  for  all  loads  equal  the 
practically  constant  magneto-motive  force  0  L  of  the  preceding 
Figs.  388  to  394,  hence  must  be  equivalent  to  that  supplied  by  the 
primary  current  at  no  load — namely,  50  amperes  per  phase. 
Primary  and  second  currents,  0  B  and  0  E  (Figs.  389  to  394),  and 
their  resultant  OL,  may,  therefore,  always  be  represented  by  a 
closed  triangle,  instead  of  by  three  lines  radiating  from  0.  Thus 
for  the  case  of  the  diagram  Fig.  391  for  400  secondary  amperes, 
the  triangle  0  B  L  at  the  right  in  Fig.  402  is  a  substitute  for  the 

z 
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diagram  0  B  L  E  at  the  left,  and  is  a  more  convenient  method  of 
representation,  since  it  brings  the  secondary  current  into  the 
limits  of  the  scheme  of  the  "circle  diagram."  In  the  two  diagrams 
of  Fig  402,  the  primary  voltage  Vp  is  represented  by  the  dotted 
line  0  A. 

Now,  it  is  furthermore  convenient  to  always  construct  0  A 
vertically,  as  in  Fig.  403,  letting  0  L  take  whatever  position  it 
will,  instead  of  drawing  0  L  horizontally,  as  in  Figs.  388  to  394, 
and  in  the  two  diagrams  of  Fig.  402.     It  will  be  observed  that  for 


ff298f) 


Figs.  402  and  403. 


no  load  0  A  and  0  L  may  be  respectively  vertical  and  horizontal 
(see  Fig.  388),  but  that,  as  the  load  increases,  the  plan  of  con- 
structing 0  A  vertical  results  in  making  0  L  perform  a  short 
excursion  below  the  horizontal,  to  the  extent  of  a  maximum  angle 
attained  at  maximum  load,  after  which  it  again  progresses  back 
towards  the  horizonal,  and  would,  at  standstill,  regain  that  position 
were  the  primary  and  secondary  windings  devoid  of  resistance, 
as  in  the  hypothetical  case  represented  in  Fig.  400. 

In  Fig.  404  the  secondary  current  0  D,  and  the  resultant 
current  0  L  of  Figs.  388  to  394,  have  been  reproduced  as  B  L 
and  0  L  respectively,  the  lines  representing  the  primary  current 
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having  been  omitted  for  clearness.  Evidently  the  circumference 
of  the  same  circle,  serving  as  the  locus  of  the  primary  current 
values  in  Fig.  401,  is  also  the  locus  for  the  secondary  currents. 
The  locus  of  L  is  an  arc  of  50  amperes  radius,  drawn  about  0  as 
a  centre,  and  extending  a  short  distance  below  the  horizontal  axis. 
Obviously,  the  magnitude  and  phase  of  the  secondary  current 
for  any  load  may  be  represented  with  but  comparatively  small 
error  by  chords  from  the  right-hand  extremity  of  the  horizontal 
diameter  of  the  circle  of  Fig.  401  to  the  intersection  of  the  primary 
current  vector  with  the  circle — i,e,  O  L  may,  for  most  practical 
purposes,  be  taken  as  occupying  a  constant  horizontal  position 
90°  behind  O  A.  For  most  practical  purposes  this  construction 
is  amply  exact,  and  greatly  facilitates  approximate  determinations 
of  many  other  properties  of  the  induction  motor. 


Fig.  404. 


Now  what  determines  the  diameter  of  the  circle?  We  see 
from  Fig.  400  that  it  is  the  value  of  the  current  in  a  resistanceless 
secondary  at  standstill.  This  current  is  determined  by  the  re- 
actance of  the  primary  and  secondary  windings.  This  we  have 
estimated  at  *294  ohm  each,  for,  at  standstill,  the  secondary 
periodicity  is  abo  40  cycles  per  second.  We  have  in  Fig.  400 
seen  that  the  terminal  voltage  is,  under  these  conditions,  equal  to 
the  sum  of  the  primary  and  secondary  reactance  voltages. 

Terminal  voltage  per  phase = 318  =  Hp+H„. 

H.=-296I,. 
.  318= -296(1,+ 1,). 
=  •296  (2  I, +50). 

•"296"^ 
I,=  ^H| =513  ampere». 
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Hence,  if  we  wish  to  construct  the  diagram  for  a  tested  motor,  we 
employ  observed  results  for  its  reactance  at  standstill  and  for  its 
magnetising  current.  For  designing  new  motors  we  may  pre- 
determine these  values  as  already  explained.  These  predetermina- 
tions of  the  value  of  the  inductance  of  the  windings  are  but  the 
roughest  of  estimates,  and  it  is  important  to  revise  one's  constants 
as  often  as  possible  from  the  results  of  actual  tests.  Although 
not  contributing  to  any  greater  exactness  in  the  final  result,  a 
much  more  convenient  method  is  available.  It  is  due,  in  the  first 
instance,  to  Behrend.  It  is,  however,  not  advisable  to  introduce 
it  at  this  point,  as  it  somewhat  obscures  the  real  occurrences,  the 
graphical  representation  of  which  we  shall  next  imdertake. 

From  Figs.  395  and  397  it  is  seen  that  the  secondary  and 
primary  currents  corresponding  to  the  motor's  maximum  load  of 


295  horse-power  output,  are  370  amperes  and  390  amperes  re- 
spectively. In  Fig.  405  the  circle  has  been  redrawn,  and  the 
horizontal  diameter  has  been  produced  to  0.  From  O  as  a  centre, 
the  arc  in  n  has  been  struck  with  a  radius  of  390,  and  the  line 
0  B,  representing  the  primary  current,  drawn  to  the  intersection 
ot  m  n  with  the  circumference.  This,  we  observe,  falls  at  the 
extremity  of  the  circle's  vertical  radius  S  B,  which  represents  the 
energy  component  of  the  primary  current  at  the  maximum  load 
that  the  motor  is  capable  of  carrying. 

In  the  same  way  for  any  other  primary  current — say,  0  B  in 
Fig.  406 — the  line  B  U  drawn  from  B  perpendicular  to  the 
horizontal  diameter  L  T,  represents  the  energy  component  of  the 
primary  current  U  0,  being  the  wattless  component.  Hence  the 
energy  input  to  the  motor,  for  any  load,  is  proportional  to  the 
corresponding  length  of  the  perpendicular  B  U,  and  if  we  calculate 
it  for  any  one  value  of  the  total  primary  current  input,  we  can 
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obtain  it  by  construction  for  other  inputs.  Thus,  for  Fig.  406 
we  have  determined  the  output,  correq)onding  to  the  primary 
current  0  B,  to  be  295  horse-power,  or  220,000  watts,  the  input 
being  greater,  by  the  total  secondary  I^R  loss,  at  the  corresponding 
secondary  current  of  370  amperes — ix.  by  3  x  370^  x  '047  =  19,300 
watts.  Hence  the  maximum  input  {i.e.  the  input  corresponding 
to  the  maximum  ordinate  B  S  of  Fig.  405)  equals  220,000  +  19,300 
=  239,300  watts.  This  may  be  illustrated  for  the  conditions 
corresponding  to  the  diagram  of  Fig,  406,  where  B  U  is  to  the 
same  scale  as  B  S  of  Fig.  405,  and  is  found  to  be  0*90  as  great 
(i.e.  B  U  =  0-90  X  S  B = 0-90  X  250  =  225  amperes) ;  therefore  at  a 
primary  current  input  of  300  amperes — (OB  =  300) — the  energy 
input  is  0-90  x  239,300  =  216,000  watts. 

We  have  stated  that  these  diagrams  are  constructed  to  a  scale 
of  100  amperes  per  centimetre,  and   100  volts  per  centimetre. 

A 


FiQ,  406.    (Cp  corresponds  to  Ip  in  text) 

When,  now,  we  wish  to  represent  watts  input  by  vertical  ordinates, 
such  as  B  S  of  Fig.  405,  and  B  U  of  Fig.  406,  we  must  first  deter- 
mine the  scale.     B  S  of  Fig.  144  corresponds  to  the   maximum 

239  300 
input  of    — '- =  79,500  watts  per  phase,  and  is  2*5  centimetres 

o 

long.    Hence  the  ordinates  represent  watts  input  per  phase  to  the 

79  500 
scale  of  -  '       =31,800  watts  per  centimetre.    It  is  well  to  point 
2*5 

out  here  that  had  the  volts  per  phase  been  10  instead  of  318,  we 

31  800 
should  have  had  an  energy  diagram  to  the  scale  of      *        =  100 

318 

watts  per  centimetre,  as  well  as  100  amperes  per  centimetre,  and 

100  volts  per  centimetre.     In  other  words,  when  volts  and  amperes 

are  plotted  to  a  certain  scale  per  centimetre,   then  in  such   a 

diagram  the  watts  per  primary  winding  (i.e.  per  phase)  are  to  the 

same  scale  per  centimetre. 
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We  can  now  obtain  the  watts  input  corresponding  to  any 
primary  current  input  from  the  length  of  the  vertical  ordinate 
B  U  corresponding  to  that  current  Neglecting  the  slight  de- 
parture of  0  L  from  the  horizontal  at  intermediate  loads,  we  can 
also  obtain  the  corresponding  secondary  current  by  taking  the 
corresponding  lengths  B  L,  and,  knowing  the  secondary  resistance 
per  phase  to  be  047  ohm,  we  may  derive  the  secondary  I*R  loss 
(3  X  -047  X  B  L),  and  subtracting  this  from  the  primary  input  we 
obtain  the  output  from  the  motor  (for  which  we  continue  for  the 
present  to  assume  zero  primary  resistance  and  no  core  loss  or 
friction).  We  also  obtain  directly  from  the  diagram  the  primary 
volt-Amperes  input  from  the  products  of  the  primary  voltage  per 
phase  0  A  (constant  at  318)  and  the  total  primary  current  per 
phase  0  B.  This  enables  us  to  derive  the  power  factor,  which 
is  the  quotient  of  the  watts  input  divided  by  the  volt-amperes 
input,  and  also  the  efficiency  as  the  quotient  of  output  by  input. 
This  is  carried  out  in  Table  LI.,  the  values  being  readily  scaled 
off  from  the  diagram  of  Fig.  406  without  its  being  necessary  to 
draw  any  additional  lines.  The  locations  of  B  for  the  various 
amperes  input  (I^)  are,  however,  indicated  on  the  diagram  (Fig. 
406). 


Table  LI.— Results  Obtaiked  bt  Means  of  the  Cibole 
Diagram  Method. 
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The  directness  and  ease  of  the  constructions  by  means  of  the 
circle  diagram,  which  have  led  to  the  results  set  forth  in  Table 
LI.,  are  in  striking  contrast  to  the  laborious  constructions  in  the 
vector  diagrams  employed  in  obtaining  the  results  of  Table  L.; 
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while  the  latter  constructions  ultimately  show  more  clearly  the 
phenomena  involved,  the  circle  diagram  is  the  really  practical 
method  which,  by  its  directness,  permits  of  investigations  which 
would  be  very  laborious  by  any  other  means. 

The  "  apparent  efficiency,"  given  in  Table  LI.,  expresses  the 
ratio  of  output  to  volt-amperes  input,  and  is  a  term  frequently 
used,  because  in  continuous  current  motors  one  is  so  accustomed 
to  think  of  the  watts  input  being  identical  with  the  volt-amperes 
input,  that  such  a  ratio  came  to  be  considered  to  also  have  its 
meaning  with  reference  to  induction  motors.  But,  of  course,  this 
term  of  ''  apparent  efficiency  "  has  but  a  limited  significance.    The 


TOO        ^Jtoo  900         400  soo 

PHnuMiy  Amperes  per  Fhouee^. 

Fig.  407.— Output. 

true  efficiency  is  higher,  and  may  be  obtained  from  the  *^  apparent 

efficiency,"  by  dividing  by  the  power  factor.    In  Figs.  407  to  409, 

horse-power  output,  power  factor,  and  efficiency  have  been  plotted 

in  terms  of  the  primary  current  for  the  values  in  Table  LI. 

A  word  must  be  said  as  to  the  point  of  maximum  power  factor. 

This  occurs  at  that  value  of  the  primary  current  for  which  B  falls 

at  the  point  of  tangency  of  the  line  drawn  from  0  tangent  to  the 

circle.    This  is,  for  the  case  in  hand,  shown  on  the  diagram  in 

Fig  410,  where  the  primary  current  O  B  is  found  to  be  equal  to 

166  amperes,  its  energy  component  B  U  to  137  amperes,  and  the 

BIT     1^7 
power  factor  to  ^^^  =  -^  =  -83.    The  power  factor  is  equal  to  the 
i>U     loo 

cosine  of  the  angle  of  lag  of  the  primary  current  O  B  behind  the 
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terminal  voltage  0  A.    Now  the  cosine  of  an  angle  is  larger  the 
smaller  the  angle  becoming  equal  to  1*00°  for  0**,  i,e.  for  the  case 
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Fig  409.— Efficiency. 

of  a  current  in  phase  with  its  voltage,  hence  the  maximum  power 
factor  will  correspond  to  that  value  of  the  current  whose  vector 
0  B  makes  the  smallest  angle  with  0  A.     This  is  obviously  the 
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case  when  0  B  is  tangent  to  the  circle.  For  less  and  greater 
values  of  the  primary  current,  the  power  factor  is  lower.  The 
maximum  value  of  the  power  factor  corresponds  to  the  diagram  of 
Fig.  410,  and  is  then  083,  the  primary  current  being  165  amperes, 
and  this  again  appears  as  the  maximum  in  the  curve  of  power 
factor  values  given  in  Fig.  408. 

§  15.  The  Dependence  of  "Slip""  upon  the  Secondary 
PR  Loss. — This  important  consideration  must  next  be  taken  up. 
The  discussion  may  be  prefaced  by  asserting  that  the  ''slip" 
expressed  in  percentage  of  the  synchronous  speed  equals  the 
secondary  I^B  loss  expressed  in  percentage  of  the  total  input  to 
the  secondary,  which,  for  our  motor  with  zero  primary  resistance, 
is  also  equal  to  the  total  input  to  the  primary.  That  the  per- 
centage ''  slip  "  is  equal  to  the  percentage  secondary  I^B  loss,  may  be 
seen  by  turning  back  to  the  calculations  by  which  we  obtained  the 


T  tmiti 


Fia.  410. 


diagrams  in  Figs.  388  to  394.  There  we  saw  that  we  required 
suflScient  secondary  "slip"  to  generate  in  the  secondary  wind- 
ings just  enough  voltage  to  drive  the  secondary  current  per  phase 
through  the  ohmic  resistance  of  the  windings  of  one  phase. 
Obviously  then,  were  the  mc^etic  flux  M».  which  is  linked  with 
the  secondary  windings,  to  remain  constant,  the  required  *'  slip " 
would  be  proportional  to  the  secondary  current.  But  from  Fig. 
396,  page  349,  we  see  that  M,  falls  off  with  increasing  values  of 
the  secondary  current,  at  first  slowly,  and  ultimately  very  rapidly, 
and  the  "  slip  "  must  increase  more  rapidly  than  the  current,  to 
the  extent  of  the  rate  of  decrease  in  the  flux  M,.  This,  however, 
was  taken  into  consideration,  step  by  step,  and  the  values  obtained 
for  the  "  slip  "  were  plotted  in  terms  of  the  secondary  current  in 
Fig.  399,  page  351,  The  secondary  I^R  loss  which  has  been 
already  given  in  Table  LI.  is  repeated  in  Table  LIT.,  in  which  are 
also  given  the  watts  input,  and  the  secondary  I^R  loss  expressed 
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as  a  percentage  of  the  watts  input.     The  percentage  "  slip/'  frcxn 
Fig.  399,  is  given  in  the  last  column. 


Table  LII.— Secondary  PR  IjOBS,  Watts  Input, 
AND  Percentage  Slip. 

Primary 
Amperes 
Input— Ip. 

Secondary 
Amperes— If. 

I2R  Loss  (from 
Table  XL). 

0 
4,760 
10,3*  K) 
19,800 
30,200 
35,500 

Watts  Input 
-Wj>. 

Secondary  I9R 
•ge  of  Wp. 

PteCent. 

50 
200 
300 
400 
500 
547 

0 
184 
275 
374 
462 
503 

0 
157.500 
217,000 
238,(X)0 
184,000 
35,500 

0 

302 
4-75 
8*3 
16-4 
100 

0 
3 
4-75 

8-3 
16-4 
100 

The  agreement  between  the  values  in  the  two  last  columns  is 
in  accordance  with  the  proposition  that  the  percentage  "  slip  "  is 
equal  to  the  secondary  PR  loss  expressed  in  percentage  of  the 
total  input  to  the  rotor — ix,  of  the  total  energy  transmitted  by 
induction  to  the  secondary  circuits.  How  can  this  be  best  repre- 
sented in  our  diagram  ?  At  standstill  the  "  slip  "  is  100  per  cent, 
and  the  secondary  I^R  loss  is  equal  to  the  input  to  the  rotor.  For 
the  motor  we  are  considering,  the  secondary  PR  loss  is,  at  stand- 
still, 35,500  watts,  and  there  being  no  output  at  standstill,  this  is 
100  per  cent  of  the  input  At  no  load  the  slip  is  zero,  thus,  of 
course,  zero  per  cent  of  the  input  We  shall  consider  these,  and 
the  intermediate  loads  in  Table  LII.,  and  examine  them  with 
special  reference  to  the  "  slip,"  and  to  its  graphical  representation 
on  the  diagram.  Now,  for  purposes  of  illustration,  let  us  take  the 
values  in  the  above  table,  corresponding  to  300  primary  amperes 
per  phase,  and  construct  the  diagram  shown  in  Fig.  411  (see  page 
363),  in  which  the  only  novelty  introduced  consists  in  the  exten- 
sion of  B  U  to  V,  and  in  letting  B  V  constitute  the  hypotenuse  of 
the  right-angled  triangle  B  V  L.      From  this  construction  we 

have  :  B  U  :  B  L=B  L  :  B  V,  B  V=^*      Expressing  lengths 

B  U . 

in  centimetres,  we  have :  Secondary  current = 100  x  B  L ;  secondary 
PR  loss  per  phase  =  10,000 x  B  L^x -047  =  470 xB  L«  /.  B  L*= 
•00213  X  secondary  PR  loss  per  phase.  Watts  input  per 
pha8e  =  31,800xB  U  .-.  B  U=  0000315  x  watts  input  per  phase. 
B    V    =  ^-^  - 'QQ^^^ ^ secondary  PR  loss  per  phase    _67-5x 

B  U  -0000315  X  watts  input  per  phase 

Secondary  I^R  loss  per  phase 
Watts  input  per  phase 
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Hence  B  V  =  -675  x  per- 


But  we  have  already  seen  that  tlie  percentage  "  slip  *'  is  equal 

to   iQOy  ^^Q^^ft^y  I^^  ^Q^  P^^  phase 

Watts  input  per  phase 
centage  slip,  and  percentage  slip  =  1*48  B  V,  B  V=3-2  centimetres, 
.-.percentage  slip  =  1*48 x 3*2  =  475  per  cent.,  which  agrees  with 
the  value  475  per  cent,  already  obtained  in  Table  LII.  by  cal- 
culation. For  the  value  corresponding  to  the  diagram  in  Fig.  411,  a 
full  scale  construction  gives  convenient  proportions,  and  this  would 
generally  be  the  case  throughout  the   rated  capacity  of  most 
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Fig.  411. — Diagram  showing  Percentage  of  Total  Energy  Dissipnted  in  the 

Secondary  Circuit,  this  being  also  the  Percentage  Slip. 

(Cp  in  figure  corresponds  to  Ip  in  t«xt) 

induction  motors,  but  for  the  determination  of  the  slip  within  these 
limits  a  graphical  construction  has  no  special  interest.  Its  chief 
value  lies  in  studying  the  phenomena  for  much  higher  current 
values,  and  for  such  values  the  diagi'am  assumes  unsuitable 
proportions.  It  is  hence  desirable  to  plot  the  values  of  the  slip  to 
a  much  smaller  scale,  vertically  downward  below  the  diagram,  as 
shown  in  Fig.  411,  where  a  scale  of  -5  millimetre  per  1  per  cent, 
slip  is  used. 

It  will  now  be  understood  that  by  increasing  the  secondarj- 
resistance,  either  of  the  windings  or  of  the  resistances  in  series 
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with  them,  the  percentage  slip  may  be  proportionately  increased 
for  a  given  load.  This  is  almost  always  very  undesirable  from 
the  standpoint  of  the  performance  of  the  motor  when  running 
normally,  but  it  is  a  consideration  of  great  importance  ^s  r^rds 
the  performance  of  the  motor  when  first  switched  upon  the 
circuit,  and  during  acceleration.  This  is  the  next  matter  to  be 
taken  up,  and  it  requires  a  consideration  of  the  torque  of  the 
motor  under  different  conditions. 

§  16.  The  Torque  of  Induction  Motors.—"  Torque,"  as  used 
in  this  article,  denotes  the  turning  moment  in  kilogramme-metres. 
Thus  a  rotor  exerts  a  torque  of  100  kilogramme-metres  when, 
at  the  extremity  of  a  radius  of  1  metre,  it  exerts  a  force  equal  to 
the  weight  of  a  mass  of  100  kilogrammes;  or  when,  at  a  radius 
of  2  metres,  it  exerts  a  force  equal  to  the  weight  of  a  mass 
of  50  kilogrammes,  etc.  If  we  multiply  the  force  in  kilo- 
grammes by  the  distance  through  which  the  point  of  application 
of  the  force  moves  per  second  (27rX  radius  in  metres  x  revolu- 
tions per  second),  the  product  will  be  power  in  kilogramme- 
metres  per  second.  Thus,  if  a  motor  is  exerting  a  torque  of  100 
kilogramme-metres  at  600  revolutions  per  minute,  its  load  is  27r  X 

100  X    -jTT-  =  6280  kilogramme-metres  per  second.    Sinoe  1  British 

horse-power  equals  76  kilogramme-metres  per  second,  this  is  equal 

to  =82'5  horse  power.    Now,  were  the  speed  of  an  induction 

motor  perfectly  constant,  the  torque  exerted  by  the  rotor  conductors, 
and  available  from  the  rotor  shaft,  would  be  proportional  to  the 
watts  output  plus  the  rotor's  core  loss  and  friction,  which,  for  the 
present,  we  are  taking  equal  to  zero.  But  the  torque  increases 
more  rapidly  than  in  proportion  to  the  watts  output  to  the  extent 
that  the  speed  falls  with  the  load.  By  first  calculating  the  torque 
for  some  one  load,  we  may  readily  derive  it  for  other  loads  by 
taking  it  proportional  to  the  change  in  load,  modified  by  this  ratio 
of  the  change  in  speed.  Thus,  from  Fig.  407,  page  359,  we  find 
that  our  motor,  at  a  primary  input  of  100  amperes,  has  an  output 
of  101  horse-power;  and  (the  slip  being  14  per  cent.)  a  speed  of 
600  X '986  =  592   revolutions  per    minute  =  9*86  revolutions    per 

101 X  76 
second;  the  corresponding  torque =- _L— =  124  kilogramme- 
metres. 

204     '986 
At  200  amperes  we  have  the  torque  =  —  - x  4-^  X  124=254 

101     -970 
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kilogramme-metres.     By  similar  calculations  for  other  values  we 
obtain  Table  LIII. 


Table  LIIL— Tabulation  of  Torque  Values  for  Induction  Motor. 


Primary  Amperes 

Horse-power  Outpat 

Speed  in  Revolations 

Torque  in  Kilogramme- 

Inpat  per  Phase. 

(from  fig.  407). 

per  Minute. 

metres. 

50 

0 

600 

0 

100 

101 

592 

124 

200 

204 

582 

254 

300 

272 

571 

347 

400 

293 

551 

385 

500 

204       . 

502 

294 

547 

0 

0 

58 

The  last  value  in  Table  LIII.  for  the  torque  corresponding  to  547 
primary  amperes  could  not  be  obtained  in  this  way,  for  the  motor 
is  then  at  rest.  Hence  it  is  desirable  to  ascertain  some  other 
method  of  deriving  the  relative  values  of  the  torque.  The  torque 
is,  in  fact,  proportional  to  the  ordinate  6  U  drawn  from  the  inter- 
section B  of  the  vector  representing  primary  current,  with  the  cir- 
cumference of  the  circle.  That  this  is  the  case  is  evident  from 
Table  LIV.,  in  which  the  last  two  columns  give  respectively  the 
length  of  B  U  in  centimetres,  and  the  torque  in  kilogramme- 
metres  per  centimetre,  the  latter  being  derived  by  dividing  the 
values  of  the  torque  already  calculated  above,  by  the  length  of 
B  U  in  centimetres.  The  torque  is  thus  seen  to  be  proportional 
to  B  U  to  the  scale  of  155  kilogramme-metres  per  centimetre. 

Table  LIV.— Lengths  of  B  U,  and  Torque  in  Kilogramme-Metres 

(Fig.  411). 


Primary  Amperes 
Inpat  per  Phase. 

Torque  in  Kilogramme- 
metres. 

Length  of  B  U  in 
Centimetres. 

Torqne  in  Kilogramme- 
metres  per  Centimetre 
on  the  Basis  of  its  Pro- 
portionality to  B  U. 

50 

0 

0 

0 

100 

124 

0-80 

155 

200 

254 

1-65 

155 

300 

347 

2-25 

155 

400 

385 

2-49 

155 

500 

294 

1-90 

155 

547 

(58) 

0-375 

155 

We  have  already  seen  that  the  watts  input  are  also  propor- 
tional to  B  U.  Hence,  for  zero  primary  resistance  and  zero  core 
loss,  the  torque  is  proportional  to  the  watts  input,  and  this  is  con- 


366  ALTERNATING   CURRENT  MOTORS 

sistent,  for  the  watts  input  to  the  motor  are  in  this  case  equal  to 
the  watts  input  to  the  rotor,  there  being  no  stator  losses,  and  the 
speed  falls  off  proportionately  to  the  percentage  which  the  second- 
ary I^K  loss  bears  to  the  total  watts  input  to  the  rotor,  i,e.  by  just 
the  amount  by  which  the  torque  increases  in  greater  proportion 
than  the  load  on  the  motor,,  thus  leaving  the  torque  exerted  by  the 
rotor  proportional  to  the  watts  input  Were  there  a  resistance  loss 
in  the  primary  windings  and  a  stator  core  loss,  these  would  require 
to  be  first  deducted  from  the  watts  input  to  the  motoi\  and  the  total 
torque  exerted  by  the  rotor  would  be  proportional  to  the  watts 
input  to  the  rotor.  That  would  be  tlie  torque  exerted  hy  the  rotor 
condtodors.  The  torque  finally  available  from  the  rotor  shaft  or 
pulley  is  the  less  amount  obtained  after  deducting  the  bearing  and 
friction  losses  and  the  small  core  loss  in  the  rotor. 

Let  us  now  again  examine  the  diagram  in  Fig.  394,  which 
represents  the  conditions  in  the  motor  at  standstill,  with  318  volts 
per  phase  at  its  primary  terminals.  The  diagram  was  drawn  to 
represent  the  conditions  arrived  at  after  carrying  the  motor 
through  the  cycle  of  loads  from  running  free,  to  normal  load, 
maximum  overload,  and  finally  to  standstill.  But,  of  course,  it 
just  as  truly  also  represents  the  state  of  affairs  at  the  instant  the 
motor  is  switched  upon  the  circuit.  Hence  this  motor,  if 
switched  upon  the  circuit  with  its  secondary  windings  closed 
upon  themselves — ie.  without  external  resistance— would,  for 
an  instant,  absorb  547  amperes  per  phase,  and  would  start  off 
with  a  torque  of  58  kilogramme-metres  and  at  a  rate  of  accelera- 
tion corresponding  to  the  momentum  of  its  rotor  and  of  the  load 
upon  it.  Now  we  have  seen  that  the  primary  current  input  at  full 
load  is  135  amperes,  and  we  find  by  scaling  it  off  from  the  diagram 
in  Fig.  406,  page  357,  that  for  0  B  =  135  amperes,  B  U  =  1*105 
centimetres.  Hence  the  torque  exerted  by  the  motor  at  rated  full 
load  equals  1-105x155  =  171  kilogramme-metres. 

Therefore,  as  we  switch  the  motor  directly  upon  the  line  with 

547 
its  secondary  windings  short  circuited,  it  absorbs  _-i=4'05  times 

135 

full  load  current,  and  develops  only  —  =  0*34  of  full  load  torque. 

CO 

The  motor  develops  a  "specific"  torque  of  but   _=  0*106 

547 
kilogramme-metres  per  ampere  input.     But  by  inserting  resistance 
in  the  secondary  circuits  (either  by  the  employment  of  slip  rings, 
as  indicated  in  Fig.  302,  page  252,  or  by  arranging  the  resist- 
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ances  within  the  rotor  spider,  as  indicated  diagrammatically  in 
Fig.  300,  page  251),  a  much  higher  value  may  be  obtained,  and 
with  a  lower  consumption  of  current ;  the  specific  torque — i.e.  the 
torque  per  ampere — being  very  greatly  improved  in  consequence. 
We  will  now  proceed  to  show  that  this  is  the  case :  In  the  diagram 
of  Fig.  412  there  is  a  resistance  inserted  in  each  phase  of  the 
secondary  circuit,  sufficient  in  amount  to  limit  the  primary  current 
at  starting  to  450  amperes,  it  being  assumed  that  a  terminal  voltage 
of  318  volts  per  phase  is  maintained  constant  at  the  primary 
terminals.    We  find  B  U  equal  to  2*35  centimetres,  /.  torque  2-35 

X  155  =  365  kilogramme-metres.    This  is  -—   =  2-14  times  full 

171 


Fio.  412. — Diagram  of  Resistance  inserted  in  Secondary  Circuit 

450 
load  torque,  and  -—  =  334  times  full  load  cuirent,  and  the  torque 

per  ampere — i.e,  the  "specific"  torque — is  --_  =  0*81  kilogramme- 

450 

metres  per  ampere,  nearly  eight  times  as  great  as  the  specific 

torque  obtained  (OlOfi  kilogramme-metres  per  ampere)  when  the 

secondary  was  short  circuited.    We  must  ascertain  the  amount  of 

the  increase  in  secondary  resistance  which  has  brought  about  this 

improvement.    Lay  oflf  (Fig.  412)  the  primary  reactance  voltage 

O  C  equal  to  450  x  294=  132  volts,  and  thus  obtain  0  D  as 

the  component,  which  with  0  C  balances  the  terminal  voltage 

0  A.    At  right  angles  to  O  D  lay  off  0  L  equal  to  50  amperes. 

L  B,  equal  to  419  amperes,  is  the  secondary  current    But  letting 

E,  =  secondary  resistance  per  phase,  we  have  (from  p.  362),  watts 
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input  =PE,  =  31,800  x  B  U  =  31,800  x  2-35  =  74,700;  R,  = 

74700 

— —    =  0-426  ohm — i.e.  to  the  resistance  of  the  windings  per 

phase,  0047  ohm,  has  been  added  '379  ohm,  bringing  the  total 

resistance  per  phase  up  to    ____=9'05  times  the  value  on  short 

0047 
circuit. 

The  maximum  obtainable  torque  corresponds  to  the  maximum 
value  of  B  U,  hence  to  such  a  resistance  as  shall  require  390 
primary  amperes  per  phase,  this  being  the  current  corresponding 
to  the  motor's  maximum  load.  The  diagram  for  this  is  shown  in 
Fig  413,  in  which — 


Fig.  413. — Diagram  of  Resistance  inserted  in  Secondary  Circuit. 

Hp  =390x -294=115  volt8=OC. 

I,     =  376  amperes = B  L. 

B  U=2*5  centimetres. 

3762  X  R=31,800x  2-5  =  79,500. 

^^31,800x2-5^.^^  ohm,  or  !^=12-6  times  the  resistance  on 

short  circuit. 

387 
Torque=  155x2*6=387  kilogramme-metres,  or  -_j.=2-27  times  full 

load  torque. 

This  is  the  maximum   torque  which   this  motor  is  capable  of 

exerting  at  normal    primary  voltage   (318   volts),  and   the  re- 

390 
quired  amperes  input  are  — =  =  2*9  times  full  load  current    The 

387 
"specific"  torque  is  ^qtc  =  I'O  kilogramme-metre  per  ampere. 
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At  250  primary  amperes  input  per  phase  we  have  the  diagrams 
of  Fig.  414. 

Hp  =260x  •294=73-6  volte, 

I«    =235  amperes. 

B  U  =  2-0  centimetres. 

Watto  input  per  phase =31,800  x  2*0=63,600  watte. 

R=^^=M6  ohms,  which  is  lli^=27-6  times  the  resistance 
236'*  ^  047 

on  short  circuit 

ToTque=166xB  U  =  165x  2*0=310  kilogramme- metres,  the  torque 

310 
already  being  on  the  decrease,  and  only  equal  to  -—=1*82  times 

'  250 

full  load  torque  for  ——=1*85  times  full  load  current. 
135 


Fig.  414. 


310 
The  •*  specific  "  torque  equals  - —  =  125  kilogramme-metres  per 

ampere,  this  still  being  on  the  increase. 

If  such  a  resistance  is  employed  as  to  require,  at  starting,  the 
primary  current  corresponding  to  rated  full  load,  135  amperes  per 
phase,  we  shall  have  the  diagram  of  Fig.  415  with — 

Hp   =135x*294= 39*6  volte. 
L     =120  amperes. 

B  U=I*1  centimetres =35,000  watte  input  per  phase,  and  also  equal 
to  1*1  X  155  =  171  kilogramme-metres  torque. 

R  =     '   g  =  2*44  ohms,  or   -— = 52  times  the  resistance  on  short 
circuit. 
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Thus,  with  a  secondary  resistance  of  2*44  ohms  per  phase,  the 

motor  starts  with  full  load  torque  and  requires  full  load  primary 

current. 

171 
The  "  specific "  torque  at  full  load  current  is  equal  to  -—  = 

xOO 

1-27  kilogramme-metres  per  ampere,  this  "specific"  torque  having 
passed  through  its  maximum  value  of  1*29  kilogranmie-metres  per 
ampere  at  165  primary  amperes,  the  value  corresponding  to  the 
maximum  power  factor.  From  that  point  the  specific  torque  falls 
oS,  rapidly  with  respect  to  the  decreasing  primary  current,  and 
slowly  with  respect  to  the  increasing  resistance. 


Fio.  415. 


At  90  amperes  Input  (Fig.  416,  page  371)  4*35  ohms  per  phase 
are  required,  for — 

lp~\  =90^ampere8. 

Hj,    =90x294=26-4  volts. 

I,     =70  amperes. 

B  U=0-67  centimetre. 

R     =2*7x^,4.35  „tme. 

Torque     =0*67  x  155  =  104  kilogramme-metres. 

The  ** specific"   torque   is  now   but    —-  =  1-16   kilogramme- 
metres  per  ampere.    At  50  primary  amperes  input,  corresponding 
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to  the  magnetising  current,  the  specific  torque  has  become  zero, 
and  the  resistance  infinite — i.e.  the  open  circuited  secondary. 

We  have  thus  traced  through  the  cycle  of  values  for  the  torque 
from  short  circuited  to  open  circuited  secondaries. 

The  values  corresponding  to  Fig.  394,  page  346,  and  to  Figs.  412 
and  413, pages  367  and  368,  and  Figs.  414  to  416,are  brought  together 
in  Table  LV.,  together  with  others  readily  deduced  therefrom. 


Fio.  416. 

In  Figs.  417  to  421  are  plotted  curves  from   the  values  in 
Table  LV. 


Table  LV.— Data  Deduced  prom  Diagrams  Figs.  394  and  412  to  416. 
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From  these  curves  we  observe  that  the  use  of  a  comparatively 
small  additional  resistance  in  series  with  the  secondary  windings 
is  accompanied  by  a  great  increase  in  starting  torque  (see  Fig.  418), 
but  with  only  a  very  slight  decrease  in  the  primary  current  re- 
quired (see  Fig.  417).  With  a  total  resistance  of  about  0*6  ohm 
per  phase  in  the  secondary  circuit — i,e.  with  about  tliirteen  times 
the  resistance  on  short  circuit — the  maximum  torque  is  reached. 
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Fio.  418. — Starting  Torque  and  Secondary  Resistance. 


Hence  for  cases  in  which,  irrespective  of  the  amount  of  primary 
current,  it  is  important  to  obtain  the  maximum  starting  torque, 
or  the  maximum  rate  of  acceleration  for  a  given  load,  the  re- 
sistance should  be  adjusted  to  06  ohm  per  phase  for  this  particular 
motor.    The  motor  will  then,  at  starting,  be  capable  of  exertii^ 

_  =  2-3  times  full  load  torque,  but  will  require  — ?  =  2*9  times 

171  n         I  ^  ^gg 

full  load  current.    Generally  it  is  desired  that  the  motor  shall 
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have  a  high  "specific"  torque — i.e,  that  it  shall  start  with  a 
maximum,  or  at  any  rate  a  fairly  high  torque,  per  ampere 
absorbed  during  starting.    From  Fig.  419  we  see  that  the  maximum 
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FiQ.  420. — Specific  Starting  Torque  and  Secondary  Resistance. 

value  of  the  specific  torque  is  1*29  kilogramme-metres  per  ampere, 
and  that  it  occui*s  at  an  adjustment  with  about  3  5  ohms  per  phase 
(see  Fig.  420),  and  requires  about  165  amperes  input — i.e,  1*23 


i 


374 


ALTERNATING   CURRENT  MOTORS 


times  full  load  amperes,  and  gives  a  torque  of   165  x  1*29  =  212 

212 
kilogramme-metres,  or  -_  =  l-23  times  full  load  torque. 

Of  course,  we  can  so  adjust  the  resistance  as  to  restrict 
the  starting  current  to  very  small  valuea  Thus,  for  a  starting 
current  of  90  amperes  (two-thirds  of  full  load  current),  we 
should  want  4*35  ohms  per  phase,  and  should  obtain  a  starting 
torque  of  104  kilogramme-metres  (61  per  cent,  of  full  load 
torque). 

We  have  fairly  covered  the  subject  of  torque  in  the  explana- 
tions leading  up  to  the  curves  of  Figs.  417  to  421. 
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For  practical  purposes  the  calculations  described  are  those 
most  useful  in  this  connection.  But  a  clearer  insight  into  the 
inner  workings  will  be  obtained  by  examining  the  relations  of  the 
residual  flux  M,,  secondary  current  I^,  and  the  torque  resulting 
from  these  two  quantities.  From  Figs.  394  and  412  to  416,  we 
obtain  the  values  for  E^,  Torque,  and  0,  in  Table  LVL,  in 
which  are  also  shown  the  values  deduced  therefrom  for  M^  and 
for  M,  (M,  =  M^  cos.  0, ).  From  these  the  product  M,  I,  is 
obtained,  and  then  the  ratio  of  torque  to  M,  x  !#. 

It  is  evident,  then,  that  the  torque  is  proportional  to  the 
product  of  the  secondary  current  I,,  and  the  flux  actually 
penetrating  the  secondary  windings  M,,  and  is  equal  to  0*66  x 
flux  in  megalines  x  current  in  amperes. 
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Table  LVI.— Values 

OP  Ey,  Torque,  ^^  Mj 

AND  M4. 
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The  constant  0*66  is  dependent  upon  the  geometrical  dimensions 
of  the  motor,  such  as  active  length  of  secondary  conductor,  and 
the  "breadth  coeflBcient"  of  the  winding.  M,  being  the  flux 
actually  penetrating  through  the  secondary  windings,  it  follows 
that  torque  when  expressed  in  terms  of  M,  and  I,  is  independent 
of  0«.  But  Mf  =  M^  COS.  0«,  and  M^  =  K  E^  (E  being  a 
constant)  /.  M,  =  K  ]^  cos.  0,,  and  .'.  from  Torque =K  M,  I, 
we  obtain  Torque =K^  E^I,  cos.  0,.  Eg  is  a  function  of  E^and 
Hp,  and  these  are  properties  of  the  primary  winding. 

However,  0,  is  a  property  of  the  secondary  winding,  and  is 
equal  to  the  angle  whose  tangent  is  the  ratio  of  its  reactance 

to   its  resistance-ie.   ^,  ^^^-^  ^^^H^^^U^S^^ ,    and    as 
^  secondaryresistances 

co8.^;=co8.  ftan-^  ????^^.?3J?5?t^??\  it  follows  that,  for  a  given 
^  \  secondary  resistance/ 

secondary  current  and  a  given  resistance,  the  starting  torque  is 

less,  the  greater  the  reactance  of  the  secondary  winding. 

The  writer  has  proposed  (British  Patent  No.  17,641  of  1901) 

to  make  use  of  this  circumstance  to  improve  the  starting  properties 

of  a  motor  with  a  wound  secondary.    The  arrangement  is  illustrated 

in  principle  in  Figs.  422  to  425,  and  is  seen   to  consist  in  the 

provision  of  closed  circuits   within  inductive  range  of  the  end 

connections  of  the  secondary  windings,  which  may  be  either  upon 

the  stator  or  rotor.     At  starting,  and  during  acceleration,  the 

periodicity  in  the  secondary,  windings  is  high,  and  these  auxiliary 

closed  circuits  are  very  eflfective  in  reducing  their  inductance.    At 

normal  running  speed  the  periodicity  is  small,  being  the  small 

percentage  of  the  primary  periodicity  corresponding  to  the  per- 
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centage  slip,  and  the  currents  induced  in  these  auxiliary  circuits  are 
practically  negligible,  hence  also  the  losses  therein,  during  normal 
running.  Such  a  device  could  not  be  applied  to  the  primary 
winding  of  an  induction  motor,  as  this  continuously  carries 
currents  of  the  full  periodicity,  and  the  auxiliary  circuits  would 
be  the  seat  of  a  large  and  permanent  expenditure  of  energy.  The 
maximum  starting  torque  obtainable  is,  however,  also  increased  by 
diminishing  the  primary  inductance. 

§  17.  Reducing  the  Ourrent  at  Starting. — The  best 
means  of  reducing  the  secondary  inductance  is  by  the  employment 
of  a  squirrel  cage  rotor,  as  the  end  connections  and  their  inductance 
are  then  practically  eliminated.  Moreover,  the  winding  may  be 
considered  as  having  a  "breadth  factor"  equal  to  I'OO;  hence, in 


Figs.  422-425. — Suggested  Method  for  reducing  the  Inductance  at  Starting, 
of  the  Secondary  Windings  of  Induction  Motors. 

The  shaded  cross  section  A  within  the  loop  fonned  by  the  end  connections 
B  is  that  of  an  annular  ring  of  copper  or  aluminium.  The  outer  shields  in 
Figs.  424  and  425  are  connected  at  the  core  end  by  conducting  ligaments 
running  from  M  to  N. 

Torque  =  K  x  I,  X  M,    not    only    would    K    be    =^  x  0-66  = 

*95 

0*695,  but  M,  would  be  greater  because  of  the  lower  inductance 
(i.e.  <f>t  would  be  less,  and  cos.  <f>t  greater,  so  that  M,  would  more 
approach  to  M^  in  magnitude).  In  a  squirrel  cage  rotor,  however, 
whatever  resistance  is  adopted  for  the  winding  must  remain  un- 
changed for  starting  and  running,  and  if  made  sufficiently  great 
for  effective  starting,  the  large  slip  and  excessive  secondary  PR 
loss  are  very  objectionable  for  normal  running  conditions.  The 
squirrel  cage  motor  should  preferably  be  proportioned  for  correct 
running  conditions,  and  arrangements  should  be  made  for  starting 
a  motor  free,  and  afterwards  applying  the  load.      Where  such 
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arrangements  are  permissible,  the  results  obtained  in  all  other 
respects  are  not  to  be  equalled  by  any  type  of  "  wound "  motor. 
There  nevertheless  frequently  arise  occasions  where  squirrel  cage 
rotors  may  preferably  be  wound  with,  say,  one-half  or  one-third 
as  great  total  cross  section  of  face  conductors  as  is  provided  in 
the  primary  winding.  This  doubles  and  trebles  respectively  the 
full  load  "  slip,"  and  the  secondary  I*E  loss,  decreases  the  efficiency, 
and  increases  the  heating.  Such  siuall  increase  in  resistance  (two 
to  three  times  that  of  a  normally  proportioned  winding)  does  not 
much  decrease  the  primary  current,  as  we  can  see  at  a  glance  from 
the  limited  range  between  a  and  h  in  Fig.  421,  page  374,  where 
primary  current  is  plotted  against  resistance  from  the  values  in 
Table  LV.  But  from  the  curve  in  Fig.  417  we  see  that  the  torque 
is  doubled  and  trebled  in  the  two  cases,  although  the  primary 
current  is  only  decreased  from  547  to  525  amperes — i.e,  by  but  5 
per  cent.  Thus,  recognising  that  for  a  good  squirrel  cage  motor 
with  only  moderate  rotor  heating  and  efficiency,  we  cannot,  at 
starting,  appreciably  reduce  the  current  input  to  the  motor  itself 
by  any  practicable  increase  of  resistance,  we  must  resort  to  the 
use  of  a  compensator,  as  already  diagrammatically  shown  in  Figs. 
286  and  298,  on  pages  241  and  249,  and  reduce  the  current  drawn 
from  the  line.  This  means,  however,  reducing  the  voltage  at  the 
motor's  primary  terminals.  If  we  tap  from  the  middle  point  of  the 
compensator,  M,  and  I,  will  both  be  reduced  to  about  one-half,  and 
the  torque  being  proportional  to  their  products,  will  be  but  25  per 
cent,  of  its  value  at  full  voltage.  But  the  current,  drawn  from 
the  line  at  the  moment  of  starting,  is  one-half  of  the  value 
absorbed  by  the  motor,  or  25  per  cent  of  the  value  which  the 
motor  absorbed  when  subjected  directly  to  the  line  voltage, 
hence  the  torque  per  ampere  primary  line  current,  the  "  specific  " 
torque,  remains  unchanged,  although  the  maximmn  torque 
attainable  from  the  motor  has  been  reduced  to  one-fourth, 
as  also  the  maximum  current  which  it  will  take  from  the  line. 
The  purpose  of  the  compensator  is,  then,  to  reduce  the  line  current 
at  starting,  for  cases  where  less  torque  suffices,  than  the 
maximum  torque  of  which  the  motor  is  capable.  This  maximum 
obtainable  torque  is  proportional  to  the  square  of  the  terminal 
voltage.  Except  for  the  additional  current  consumed  by  the 
compensator,  the  torque  per  ampere  consumed  from  the  line  is  the 
same,  whether  a  compensator  is  used  or  not. 

Another  way  of  reducing  the  current  at  starting  is  to  have  the 
primary  windings  "delta"  connected  for  normal  running,  and 
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change  them  to  Y  connection  for  starting.  The  voltage  per  phase 
is  thus  but  '577  as  great  at  starting  as  when  running,  and  the 
current  also  is  correspondingly  smaller  than  it  would  be  were  the 
"  delta  "-connected  primary  windings  switched  directly  upon  the 
line.  The  torque  is  but  -577^= '333  of  that  which  could  be 
obtained  by  applying  full  voltage  per  phase.  The  torque  per 
ampere  drawn  from  the  line  remains,  however,  unchanged,  for 
with,  say,  100  amperes  per  winding,  we  have,  with  delta-con- 
nected primary,  173  amperes  per  line  to  the  motor,  and  if  the 
torque  is   then   100   kilogramme-metres,  the   specific    torque  is 

-_=-577  kilogramme-metres  per  ampere  from  line.    Now,  when 

the  windings  are  Y-<ionnected,  the  motor  takes  but  577  amperes 

per  winding,  and  also  per  line,  and  develops  a  torque  of  only  33'3 

kilogramme-metres  (33-3  =  >/-577  x  100),  the  same  specific  torque 

33*3 
of  e^^  =  *577  kilogramme-metres  per  ampere  fi-om  line. 

This  method,  as  practically  carried  out  by  the  British  Schuckert 
Company,  has  been  described  and  illustrated  on  page  248,  and  in 
Fig.  298.  A  similar  method,  for  the  purpose  of  employing  but  a 
single  double-throw  switch,  has  been  devised  by  Mr  H.  S.  Meyer. 
It  is  employed  with  the  standard  motors  of  the  British  Thomson- 
Houston  Company.  As  arranged  for  y  starting  and  A  running 
of  three-phase  motors,  the  connections  are  as  shown  diagram- 
matically  in  Fig.  426.  The  four-bladed  switch  shown  at  the  right 
connects  the  three  primary  windings  in  Y  when  thrown  into  the 
upper  position  for  starting.  When  sufficient  acceleration  has  been 
attained,  the  switch  is  thrown  down  to  the  lower  position,  connect- 
ing the  primary  windings  in  *'  delta."  For  large  motors  an  oil 
switch  is  employed;  for  smaller  motors  the  switch  is  of  the  air 
break  type. 

Fig.  427  illustrates  an  analogous  arrangement  patented  by  Mr 
Meyer,  designed  for  starting  two-phase  squirrel  cage  motors.  Here 
the  motor  is  wound  with  two  circuits  in  parallel,  which,  during 
starting,  are  connected  in  series.  This  arrangement,  therefore, 
corresponds  to  a  compensator  with  half-voltage  taps,  reducing 
torque  and  current  to  one-quarter  the  value  at  voltage  full.  It 
is  particularly  useful  for  Corporation  supply  systems,  where  it  is 
sometimes  required  that  the  starting  current  shall  not  exceed  one 
and  a  quarter  times  full  load  value.  This  is  a  cheap  and  reliable 
arrangement;  the  switch  quite  does  away  with  the  need  for  a 
compensator. 
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§  18.  Qreater  Flexibility  of  the  Compensator  Method 
of  Starting. — Methods  such  as  those  just  described  avoid  the 
additional  expense  of  a  compensator,  but  are  less  flexible,  as  but 
one  fixed  ratio,  1*73  :  1,  is  at  our  disposal,  whereas  with  a  com- 
pensator it  is  customary  to  provide  several  sets  of  terminals  at 
different  distances  along  the  compensator's  windings,  and  use  the 
set  best  adapted  to  this  particular  motor  and  its  work,  it  frequently 
being  desirable  not  to  attempt  to  assign  the  precise  proportion 
beforehand.  Obviously  the  line  is  best  protected  from  heavy 
currents  by  using  at  the  motor  terminals  the  lowest  voltage 
practicable  for  starting  it,  and  for  maintaining  a  suitable  accelera- 
tion against  whatever  load  it  is  required  to  carry. 

In  Fig.  421,  page  374,  the  primary  amperes  input  at  starting 
has  been  plotted  against  the  secondary  ohms  per  phase,  and  from 
this  curve  Table  LVIl.  has  been  derived,  showing  in  the  third 
column  the  impedance  of  the  motor  at  standstill  for  various  values 
of  the  secondary  resistance. 


-Table  LVIL— Impedance  op  Induction  Motor  at  Standstill. 


Primary  Voltage 

Primary  Am- 

Impedance of  Motor  in 

per  phase. 

peres  Inpat. 

Ohms  per  Phase. 

Ohms  per  Phase. 

318 

90 

3-57 

50 

318 

120 

2-66 

2-8 

318 

150 

212 

2-0 

318 

200 

1-59 

1-60 

318 

300 

106 

100 

318 

400 

0-80 

0-57 

318 

460 

0-71 

0-40 

318 

500 

0-64 

0-20 

318 

547 

0*58 

0-047 

The  motor  impedance  at  standstill,  and  the  secondary  resistance 

per  phase — i.c.  the  values  in  the  two  last  columns  of  Table  LVII. 

—are  plotted  in  Fig.  428.     It  is  the  value  of  this  impedance  at  the 

point  where   the  curve  cuts   the  axis  of  abscissae  {Le.  at  zero 

secondary  resistance  per  phase)  which  gives  us  the  reactance  of 

the  motor,  in  this  case  '592  ohm.    The  quotient  of  the  volts  per 

318 
phase,  divided   by   this  value,  gives  us   __  =  537  amperes,  the 

'592 

value  of  the  primary  current  input  at  standstilL    This,  minus  the 

no-load  running  current,  537  —  50  =  487  amperes,  is  ajjproxinuUelff 

the  diameter  of  the  circle  which  we  use  for  constructing  our 

diagrams  and  analysing  the  motor's  performance.      (The  exact 
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diameter  of  the  circle  is  greater,  corresponding  to  the  assumption 
of  inductanceless  secondary.) 

§  19.  Testing  a  Motor's  Performance. — Whereas,  in  en- 
deavouring to  predetermine  a  motor's  performance,  we  arrive  at 
these  quantities  by  the  methods  already  described  for  estimating, 
first,  the  magnetising  current,  and,  secondly,  the  inductance ;  on  a 
completed  motor  these  quantities  are  measured,  the  first  by  running 
the  motor  unloaded,  and  the  second  by  observing  the  primary 
current  input  at  standstill  at  known  terminal  voltage,  and 
deducing  the  impedance  from  these  observed  values.  The  circle 
can  then  at  once  be  constructed,  and  all  the  other  properties  of 
the  motor  under  various  conditions  of  service  (except  the  heating 
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and    load    losses)    deduced    fairly    approximately   by  means  of 

graphical  constructions  without  need  for  further  tests. 

If  we  want  the  motor  to  start  with  a  certain  current,  we  can 

find  the  corresponding  resistance   which   must  be  given  to  the 

secondary  winding  from  the  curve  of  Fig.  421,  page  374.    Thus, 

if  we  want  the  starting  current  to  be  equal  to  full  load  current, 

135  amperes,  we  find  from  the  curve  of  Fig.  421  that  we  must 

2"35 
have  2*35  ohms  per  phase.    This  is  ——-=50  times  the  resistance 

'047 

on  short  circuit.     i  =  0-020,  and  from  Fig.  374,  H.,  page  322,  we 
50 

note  that  2  per  cent,  is  the  per  cent,  slip  at  full  load.     In  fact, 

this  offers  another  way  of  deducing  the  per  cent,  slip  for  a  given 

rotor  resistance  per  phase,  or,  having  given  the  per  cent,  slip 


382 


ALTERNATING   CURRENT  MOTORS 


corresponding  to  a  given  current,  to  deduce  the  resistance  required 
per  phase  to  limit  the  current  at  starting  to  this  value. 

To  show  more  convincingly  that  this  is  the  case,  Table  LVIII. 
has  been  prepared,  in  which  the  values  of  the  "  slip "  are  taken 
from  the  curve  of  Fig.  399,  page  351,  and  from  these  values  are 
deduced  in  the  adjacent  columns  of  the  table  the  values  of  the 
resistance  required  to  limit  the  current  at  starting  to  the  values 
at  running  corresponding  to  the  slip.  These  will  be  found  t-o 
agree  with  Fig.  421. 


Table  LVIIL— Values 

OP  "Slip,"  and  op  Limiting 

RSSIBTANOBS  REQUIRED. 

Comfpondlng  per  Cent. 

Slip  on  Normal  Bunnlng 
with  Short  Oironited 
Rotor  with  -047  Ohm 
per  Phase.    Values 
taken  from  Curve  of 

Primary 
dureDt. 

100  X  Re. 

ciprocal  of  Per 

Cent  Slip.] 

Factor  of  Preceding 
Column  X -047.    Thia 
equals  the  required  Re- 
sistance per  Phase. 

Fig.8W. 

100 

1-4 

72- 

3-38 

135 

20 

50- 

2-35 

160 

2-2 

46- 

216 

200 

3-0 

33- 

1-55 

300 

4-8 

21- 

9-9 

400 

8-3 

12-1 

•57 

450 

11-6 

8-6 

•41 

600 

16-4 

61 

•287 

We  have  now  fairly  covered  the  more  important  possibilities 
of  the  typical  "circle  diagram"  with  the  assumption  of  zero 
primary  resistance,  and  no  core  losses  or  friction  losses.  It  re- 
mains to  describe  the  required  modifications  in  order  to  take  into 
account  the  core  loss  and  friction  loss,  and  the  resistance  of  the 
primary  windings. 

§  20.  The  Motor  Used  in  DeBcribing  the  Diagrams. — 
The  motor  of  which  we  have  made  use  in  describing  the  diagrams 
had  a  magnetising  current  of  50  amperes.  Its  core  loss  equalled 
3600  watts,  and  its  friction  loss  may  be  estimated  at  2200  watts ; 
the  total  energy  input  at  no  load  was,  therefore,  3600+2200  = 
5800  watts.     Hence — energy  current  input  at  no  load  equals 

— ^^  =  6*1  amperes.    Then,  still  holding  to  the  assumption  of 
3  X  318 

^  This  is  the  factor  by  which  one  must  multiply  short  circuited  resistance 
(•047  ohm  per  phase)  in  order  to  obtain  total  resistance  per  phase  at  starting 
in  order  to  limit  primary  current  at  starting  to  the  values  given  in  the  first 
colnmn  of  this  table. 
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zero  primary  resistance,  the  diagram  for,  say,  135  amperes  input 
becomes  that  shown  in  Fig.  429,  the  origin  from  which  the  primary 
current  is  drawn  being  0^  instead  of  0,  the  length  0  0^  being,  to 

the  scale  of  100  amperes  per  centimetre,  —  =  0'61  millimetre. 

We  note  that  this  leads  to  a  slight  decrease  in  the  angle  by 
which  the  primary  current  O^B  lags  behind  the  terminal  voltage 
O^A,  and  hence  that  the  power  factor  (cos.  0)  is  slightly  higher  for 
a  given  load  than  when  this  no  load  energy  component  is  neglected. 
But  it  is  obvious  that  the  difiference  is  but  slight,  and  that  it  may 


Figs.  429  and  430. — Diagrams  for  135  Amperes  and  200  Amperes 
Input  per  Phase. 


be  considered  not  to  materially  aflfect  the  understanding  that  we 
have  gained  as  to  the  general  occurrences  in  an  induction  motor 
under  various  conditions  of  operation. 

Where,  however,  we  have  heretofore  taken  the  watts  input  as 
equal  to  the  secondary  I^E  loss  plus  the  output  from  the  motor, 
we  should  in  practice  make  the  more  precise  analysis,  and  take 
the  watts  input  to  the  rotor  equal  to  secondary  I^E  loss + friction 
+ output  from  motor,  and  the  watts  output  from  the  motor  as 
corresponding,  not  to  the  watts  output  corresponding  to  the  pro- 
duct of  the  torque  exerted  by  the  rotor  windings  and  the  speed, 
but  to  this  quantity  less  the  friction  of  the  motor.  These  changes 
in  no  wise  affect  in  principle  the  interesting  and  valuable  con- 
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elusions  we  have  deduced  as  to  the  inter-relations  of  all  these 
quantities,  but  merely  mean  that  for  a  precise  analysis  still  more 
care  must  be  bestowed  on  the  subject.  It  will  be  agreed  that  it 
has  been  a  somewhat  laborious  task  already  to  trace  through  these 
relations,  and  that  the  introduction  of  these  slight  modifications 
would  have  obscured  the  essential  points  which  it  was  desirable  to 
emphasise.  The  diagrams  will  not  be  repeated  with  the  further 
modifications  required  for  taking  these  losses  into  account,  as  they 
do  not  greatly  affect  the  conclusions  as  to  the  motor's  performance, 
further  than  with  regard  to  input  and  output,  consequently  to 
commercial  efficiency,  and  for  efficiency  estimates,  one  would, 
with  the  induction  motor,  proceed  on  practically  the  same  lines  as 
for  a  continuous  current  motor. 

These  remarks  also  hold  true  with  regard  to  the  primary  I*R 
loss.  Its  inclusion  is,  of  course,  essential  for  efficiency  determina- 
tions, but  does  not  radically  affect  the  diagrams  for  the  general 
performance  of  the  motor. 

The  diagram  for  Fig.  430  is  plotted  for  the  value  of  200 
amperes  input  per  phase,  and  with  due  regard  to  the  actual 
primary  resistance  of  0036  ohm  per  phase. 

Primary  IR  voltage  per  phase  =  200  x -036  =  7-2  volts.  The 
counter  electro-motive  force  OA^  is  now  no  longer  equal  and 
opposite  to  the  terminal  voltage  0  A,  but  to  the  smaller  value 
0  a,  which  latter  and  0  r,  the  primary  I  R  voltage,  are  the  two 
components  into  which  the  terminal  voltage  0  A  may  be  resolved. 
It  may  be  further  explained  that  in  this  diagram  the  vectors,  in 
direction  and  magnitude,  are  as  follows : — 

0  a  equal  and  opposite  to  the  primary  counter  electro-motive  force  O  A'. 

0  A  the  terminal  voltage  Vp=318  volte. 

Or  the  primary  I R  voltage =Ii>Rp= 200 x  036  =  7  2  volb?. 

O  B  the  primary  current =200  amperes. 

OC=tlie  primary  reactance  voltage =Hp= 200  x  -294=59  volts. 

O  A*=the  primary  counter  electro-motive  force =312  volts. 

OD  =  iniaginary  component  voltage  Ej^  =  283  volts. 

It  is  thus  seen  that  taking  the  primary  IE  voltage  into 
account  slightly  reduces  the  value  obtained  for  the  angle  of  lag 
of  primary  current  0  B  behind  primary  terminal  voltage  0  A,  and 
consequently  improves  the  motor's  power  factor,  cos.  0,  but  it  will 
be  observed  that  the  effect  of  taking  this  into  account  is  but  slight, 
even  at  this  value  of  200  amperes  (1-48  times  full  load  current), 
and  that  one  will  not  go  far  wrong  as  to  general  conclusions  by 
disregarding  this  I  R  component  in  the  diagram  of  the  circle. 
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§  21.  The  Advantages  of  the  Circle  Diagram.— We  may 
thus  sum  up  to  the  efifect  that  the  diagram  of  the  circle  affords  a 
very  valuable  and  practicable  method  of  quickly  determining  the 
performance  of  an  induction  motor  under  various  conditions  of 
starting  and  running;  that  it  assists  us  greatly  in  obtaining  a 
clear  picture  of  the  phenomena  taking  place ;  that,  even  neglecting 
the  primary  I  £  voltage  and  the  core  and  friction  losses,  it  leads 
to  quite  an  accurate  determination  of  the  values  of  the  primary 
and  secondary  currents,  of  the  torque  and  of  the  slip,  and  of  the 
phase  relations  of  the  currents,  voltages,  and  magnetic  fluxes ;  that 
the  additional  exactness  required  for  taking  primary  I  R  voltcige 
and  core  and  friction  losses  into  account  presents  no  difficulty  for 
cases  where  the  modification  is  worth  while,  but  that,  as  they 
afifect  chiefly  the  efficiency,  which  can  better  be  determined  by 
ordinary  methods,  it  is  in  practice  generally  not  worth  while  to 
introduce  these  modifications  in  the  diagrams. 

§  22.  The  Dispersion  Oo-efflcient  of  the  Induction 
Motor. — The  diagram  of  the  circle  affords  a  valuable  means  of 
investigating  questions  relating  to  the  design  of  induction  motors 
for  various  periodicities  and  speeds,  and  it  is  to  this  branch  of  the 
subject  that  we  shall  now  proceed. 

The  treatment  is  capable  of  being  made  much  simpler  than  by 
the  strict  use  of  the  methods  so  far  described.  For  explanatory 
purposes  it  has  been  desirable  to  proceed  step  by  step,  and  to 
avoid  the  introduction  of  unnecessarily  difficult  conceptions.  The 
time  has,  however,  now  come  to  introduce  the  so-called  "  disper- 
sion coefficient "  of  the  induction  motor,  generally  denoted  by  <r. 

If  in  Fig.  440  A,  page  397,  we  let 

^  =  the  distance  OT;  i,e,  from  origin  0  to  left  hand  end  of 
diameter, 

^=the  length  OL,  from  origin  0  to  right  hand  end  of  dia- 
meter, 

<r  =  dispersion  coefficient; 
Then, 

B 

<r=  • 

A-B 

A  is  the  primary  current  which,  for  resistanceless  windings,  would, 
at  standstill,  be  absorbed  by  the  motor  when  normal  rated  voltage 
is  applied  at  its  terminals,  the  secondary  (rotor)  circuits  being,  of 
course,  short  •  circuited.  B  is  the  primary  current  which  would 
flow  under  the  same  conditions  were  the  secondary  windings  on 
open  circuit,  and  (neglecting  hysteresis  and  friction)  B  is  also  the 

2b 
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"magnetising  current" — ie,  the  current  flowing  when  the  motor 
is  running  free  and  without  load. 

The  "dispersion  coefficient"  {a)  is  an  extremely  important 
conception,  as  we  shall  see,  and  one  must  estimate  its  value  at  the 
very  outset  of  the  preparation  of  a  design.  It  takes  into  account 
the  inductance  of  the  motor,  and  obviates  the  necessity  for 
estimating  this  quantity  from  the  lines  per  ampere  turn  per 
centimetre  of  length,  as,. for  explanatory  purposes,  we  have  done 
in  our  illustrative  example. 

Behrend  has  proposed  the  simplest  of  all  formulae  for  estimat- 
ing the  value  of  the  dispersion  coefficient  a.    His  formula  is 

T 

C  is  a  constant  stated  by  Behrend  to  depend  ''  upon  the  shape  and  size  of 
the  slots  and  upon  a  great  many  other  conditions  of  which  we  are 
still  profoundly  ignorant.*'  ("  The  Induction  Motor,"  by  B.  A.  Behrend, 
page  36.     Published  by  New  York  Electrical  World  aiid  Engineer,) 

A  is  the  radial  depth  of  the  air  gap  in  centimetres. 

r  is  the  polar  pitch  at  the  air  gap  in  centimetres. 

K  is  the  net  length  of  core. 

It  has  seemed  to  the  writer  that  the  chief  fault  in  Behrend's 
otherwise  very  excellent  treatise  consists  in  his  overlooking  alto- 
gether the  influence  of  the  inductance  of  the  end  connections, 
which  may  readily  be  of  preponderating  amount,  and  is  in  all 
cases  of  very  appreciable  influence  upon  the  total  inductance. 

To  overcome  this  difficulty.  Table  LIX.  has  been  prepared,  in 
which  values  of  C  for  wide  open  and  for  completely  closed  slots 

are  given  in  terms  of  -,  that  is,  in  terms  of  the  ratio  of  net  core 

T 

length  (X)  to  polar  pitch  (t).  These  values  are  plotted  in  the  two 
curves  of  Fig.  431,  and  results  obtained  by  the  use  of  these  curves 
(or  of  Table  LIX.)  will  be'  consistent  with  those  derived  by  the 
more  tedious  method  already  set  forth,  starting  from  the  basis  of 
the  constants  in  Table  XLVIII.,  page  333,  and  in  accordance  with 
which  the  inductance  and  the  magnetising  current  had  each  to  be 

separately  estimated  in  order  to  arrive  at  the  ratio  -^-  ^  or  or. 

By  the  use  of  cr,  while  one  still  requires  ultimately  an  estimation 
of  the  magnetising  current  B,  one  loses  sight  of  the  reactance  as 
such  (the  reactance  is.  of  course,  Primary  voltage  per  phaae^^  .^^ 
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influence  being  indirectly  taken  into  account,  and  merged  in  that 
of  the  "  dispersion  coefficient "  o-. 
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FiQ.  431. — Behrend's  Constant  for  wide  open  and  for  closed  Slots. 

By  Fig.  410,  reproduced  here,  the  following    relation   was 

BIT 
shown :  Maximum  Power  Factor  =  — -  where  BO  is  a  line  drawn 

from  0  tangent  to  the  circle,  and  £^  is  a  normal  from  the  point 

A 


Fia.  410.— Circle  Diagram, 
of  tangency  to  the  horizontal  diameter  of  the  circle.     BU  :  B0  = 

7     •      7    +B',  .-.  maximum  power  factor  =   .~  p. 
2  2  A-\-I> 

Now^— 5=— ,and  A+B=:B  (1  +  2  <r);  /.  maximum  power 
cr 

factor  ' — - — . 
1  +  2  <r 
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The  short  circuit  current  for  resistanceless  windings  is  equal  to 

A — Jt>  cr 

B,  the  magnetising  current,  has  to  be  calculated  in  accordance 
with  the  method  already  set  forth. 


As  a-  is  generally  such   a  small  quantity, 


1+c 


may  often 


1  B 

convenieatly  be  taken  as  approximately  equal  to  — ,  making  -4  =  -. 

<r  <r 

Table  LIX.— Value  op  Bbhrend's  Constant,  C,  for  Wide  Open  and 

COMPLETELT  CLOSED   SlOTS. 


Value  for  C  in  Behrend's  Formula  for 

Net  Length  (A)  of 

Core  betweeo  Flanges 

in  Par  Ofint  of 

cr«cl 

T 

III  A  OF  Willi*  Wl 

Pitch  (r). 

Wide  Open  Slota. 

Completely  Closed 
Sloti. 

150 

60 

12-5 

140 

6-2 

12-6 

130 

6-4 

12-7 

120 

67 

12-9 

110 

7-1 

131 

100 

7-5 

13-4 

90 

8-2 

13-8 

80 

8-8 

14-3 

70 

96 

148 

60 

10-3 

16-4 

50 

11-3 

161 

40 

12-2 

16-8 

30 

13-6 

17-7 

These  values  and  the  curves  in  Fig.  431  give  fair  approxima- 
tions in  most  cases. 

§  23.  Zigzag  DiBpersion. — As  stated  on  page  333,  the 
so-called  "zigzag"  dispersion  is  inversely  proportional  to  A,  the 
radial  depth  of  the  air  gap,  and  to  H,  the  average  number  of 
slote  per  pole  for  stater  and  rotor.  The  values  in  Table  LIX. 
are  fair  approximations  in  the  case  of  designs  where  AxH  lies 
between  1*4  and  2*0.  For  designs  lying  outside  of  these  values  a 
correction  must,  in  exact  work,  be  applied,  which  is  greater  the 
greater  the  deviation  of  A  X  H  from  this  range  of  values. 

In  the  first  illustrative  examples  which  follow,  the  brief  method 
of  obtaining  a-  by  the  use  of  the  curves  of  Fig.  431  alone  will  be 
used.  For  later  examples  an  additional  curve  correcting  for  the 
**  zigzag "  dispersion  will  be  introduced,  as  leading  to  still  greater 
precision  in  the  determination  of  o-. 
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§  24.  Breadth  Factor.— By  "breadth  factor"  is  denoted  a 
term  taking  into  account  the  distribution  of  the  armature  winding. 
For  customary  three-phase  windings,  for  which  the  winding  of  each 
phase  is  distributed  over  one-third  of  the  pole  pitch,  the  breadth 
factor  is  0*96,  and  in  quarter  phase  windings,  where  the  winding 
per  phase  is  distributed  over  one-half  of  the  pitch,  the  breadth 
factor  is  0*9 1.  The  breadth  factor  for  any  other  winding  may  be 
found  in  the  following  table : — 

PeroeDUge  of  Polar 
Pitch  covered  by  one  side  "  Breadth  Factor." 

of  the  Armature  Winding. 

20  per  cent 0*99 

40        „  0-94 

60        „  .....  0-86 

80        „  0-76 

100        „  0-64^ 

§  25.  Values  of  a-  in  Motors  by  Various  Manu&cturers. 
— Estimated  and  observed  values  for  a-  in  some  fifty-seven  motors 
by  eight  different  manufacturers  have  been  tabulated  on  pages  452 
and  453,  Table  LXV. 
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§  1.  Brown,  Boveri  &  Oo/s  25  H.P.  Induction  Motors.— 
Particulars  of  the  designs  of  a  number  of  modern  induction  motors 
have  been  placed  at  the  writer's  disposal  by  the  courtesy  of  Messrs 
Brown,  Boveri  &  Co.,  of  Baden,  Switzerland.  The  general  me- 
chanical construction  is,  for  the  slip-ring  type,  shown  in  the 
outline  drawings  and  photographs  of  Figs.  432  to  435  and  for 
the  squirrel  cage  type  in  Figs.  436  to  438  (Plate  22). 

We  shall  first  analyse  the  data  of  Messrs  Brown,  Boveri  & 
Co.'s  6-pole,  25  horse-power  design  for  a  no-load  speed  of  1000 
revolutions  per  minute  at  a  periodicity  of  50  cycles  per  second. 
The  design  is  for  a  wound  rotor  with  slip  rings,  and  of  the  general 
type  shown  in  Figs.  432  to  435. 

Specification  for  Brown,  Boveri  Three-Phase  Induction  Motor. 

Rated  horse-power      25 

Number  of  poles         6 

Periodicity  in  cycles  per  second       60 

Synchronous  speed  in  revolutions  per  minute       1000 

Voltage            240 

External  diameter  of  stator  punchings,  centimetres         ...  46 

Internal  diameter  of  stator  punch ings,          „                  ...  32*15 

External  diameter  of  rotor  punchings,           „                  ...  32 

Radial  depth  of  air  gap,  centimetres  (A)     *075 

Internal  diameter  of  rotor  punchings,  centimetres           ...  22 

Circumference  at  air  gap,  centimetres         101 

Polar  pitch  at  air  gap,  centimetres = (t)  = 1 6*8 

Gross  length  between  flanges,  centimetres =(a^) 20 

As  110  ventilating  ducts  are  employed  in  the  motor,  the  net 
length  of  laminations,  Xn,  differs  from  the  gross  length  only  by 
the  10  per  cent,  allowance  for  insulating  varnish  on  the  core 
plates. 

Net  length  lamination  between  flanges,  in  centi metres —x^  ISO 


lH 


Fio.  432. — Brown  Boveri  Slip  Ring  Induction  Motor,  Longitudinal  Section. 


Fig.  433.— Brown  Boveri  Slip  Ring  Induction  Motor,  Sectional  End  Elevation. 


Fig.  436.— Brown  Boveri  Squirrel  Cage  Induction  Motor,  Longitudinal  Section. 


Fig.  437.— Brown  Boveri  Squirrel  Cage  Induction  Motor, 
Sectional  End  Elevation. 
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The  slots  and  the  arrangement  of  the  conductors  in  the  slots 
are  as  shown  in  Fig.  439,  and  are  seen  to  be  nearly  closed.    From 

this,  and  from  the  value  of  1*07  for  — ,  we  obtain  from  Fig.  431 

T 

the  value  of   12'5  for  C  in  Behrend's  formula  for  the 
factor"  (page  387). 

cr=C-.-.<r=12-5x*^=0056 
T  16*8 


J^C9//.C» 


Fia.  439. — Arrangement  of  Conductors  and  Slots,  Brown  Boveri 
26  H.P.  Motor. 


The  designers  at  Brown,  Boveri's  works  quote  0*055  as  the 
value  for  cr  for  this  design,  as  determined  from  the  formula — 

No  load  cnrrent 

(Theoretical)  amperes  at  standstill  -  no  load  current' 

B 


or,  in  the  nomenclature  we  have  adopted,  cr= 


A-B' 


The  agreement  in  this  instance  happens  to  be  far  closer  than 
would  generally  be  the  case. 

It  has  been  shown  on  page  387  that — 

100         100 
Maximum  power  factor =- — __  =  -^=89-3  per  cent. 

But  this,  as  was  explained,  involved  certain  assumptions, 
which  combine  to  give  a  result  sligntly  lower  than  the  true 
value. 

For  the  subsequent  calculation  the  maximum  power  factor  will 
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be  taken  as  cos.  0  =  O'9O,  and  this  is  also  approximately  the  value 

at  the  rated  load  of  25  horse-power. 

Note, — The  continental  horse-power  la  used,  having  736  watts. 

Watte  output  at  full  load  =  26x  736=      18,400 

Preliminary  assumed  efficiency,  per  cent  89*6 

Watte  input  at  fullload      20,500 

Volt-amperes  input  at   full    load  (».e.  3xone   phase) 


20,500 

0-90  

Ditto  per  phase        

Connection  of  stator  windings 

Volte  per  stator  winding  (i.«.  per  phase) 

Full  load  amperes  per  stetor  winding      

Energy  component  of  full  load  amperes  per  stator  wind 

ing(315x-90)      

Full  load  line  amperes  (31  5  x  1*73)         

Diameter  of  bare  conductor  on  stator,  millimetres 
Diameter  of  insulated  conductor  on  stetor,  millimetres 
Cross  section  of  stetor  conductor,  square  centimetre 

Current   density   at   full 


22,700 

7,570 
Delte 
240 
31*5 

28-4 
54*6 

4-4 

5 

0-162 


^^=llS=^"^P''" 


per 


square  centimetre)  

Depth  of  stetor  slot,  millimetres 

Width  of  stetor  slot,  millimetres 

Number  of  conductors  per  stetor  slot       

Arrangement  of  conductors  in  stetor  slot  

Number  Of  stetor  slote        

Totel  number  of  stetor  conductors  (54  x  12)       

Totol  number  of  stetor  turns  (-|i-]         

Ditto  per  phase  ^??^)        

Number  of  stetor  turns  per  phase  i-^) 

Number  per  pole  per  phase  f  ---  ]  

Approz  i  mate  internal  voltege  per  phase 

Megalines  flux  per  pole  M  (£=42  TNM  x  10-8) 

Width  stetor  slot  opening,  millimetres 

Stetor  tooth  pitoh 

Per  cent,  exposed  iron  at  stetor  surface 

Per  cent,  exposed  iron  at  rotor  surface     

Mean  for  stetor  and  rotor  (A;)         

Exposed  cross  section  iron  at  air  gap,  square  centimetres 

(tXaxA;) 

"Spreading  coefficient"      

Corrected  air  gap  cross  section       

Gap  denaity,  average  (1^2?) 

Maximum  gap  density  (1*7  x  3320)  


208 

36 

14 

12 
2x6 

54 
648 

324 
108 
108 

18 

230 
1*02 
3 

18*6 
84 
86 
85 

256 

1-20 
307 

3,320 
5,640 
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Ampere  turns  for  gap  (0-8  x  0"076  x  5640) 338 

Total  ampere  turns  (338x1-12) 378 

Ditto  per  phase  (?I?)        189 

(189  \ 

-— j         10*6 

RM.S.  current  at  no  load  (^) 7*4 

(7*4  X  100\ 

—^.^—)  23-6 


Total  radial  depth  of  stator  punchings,  centimetres 

Total  radial  depth  ahove  slot,  centimetres  3*27 

Magnetic  cross  section  of  stator  core  (i,e,  above  slot), 

square  centimetres  2x69*0 

Stator  core  density 8,600 

Width  of  tooth  at  narrowest  point,  millimetres 5*5 

Cross  section  per  pole  at  narrowest  point,  sq.  cm.  ...  89 

Maximum  density  at   any  stator   tooth    at  narrowest 

point  =l-l^«!Ox  1-7 19,400 

89 

^4t0TSt^U>T(?:^^) 4-3 


/8-6x60\ 

v"Too~;  ••• 


Watts  stator  core  loss  per  kilogramme  (from  fig.  384, 

page  331) 7-3 

Net  weight  stator  punchings,  kilogrammes         85 

Net  weight  rotor  punchings,  kilogrammes          50 

Core  loss  in  stator  iron  (estimated)           620 

The  stator  core  loss  quoted  by  the  manufacturers  is  but  310  watts.  This 
is  an  exceptionally  good  result  for  this  density  and  periodicity,  and  is  con- 
siderably lower  than  the  average.  As  indeterminate  stray  losses  to  a  consider- 
able amount  occur  at  load  in  induction  motors,  it  is  preferable  to  estimate  core 
losses  on  a  very  conservative  basis. 

Core  loss  in  rotor  iron        60 

Total  core  loss         680 

Embedded  length  of  one  stator  turn,  centimetres          ...  36 

Free  length  of  one  stator  turn,                   „        79 

Mean  length  of  one  stator  turn,                 „        115 

Total  length  of  each  stator  winding  {i.e,  of  winding  of 

one  phase),  centimetres  (115x108)      12,400 

Resistance  per  phase  at  60**  Cent,  ohm  ^12>400x '(^00020 \  ^.^^^ 

Total  stator  I"R  loss,  watts  (3  x  31  -5*  x  0*163)      480 

Total  rotor  I^R  loss,       „              580 

Total  core  loss  (stator + rotor),  watts        680 

Allowance  for  friction  loss,  watts 400 

Total  of  losses,  watts          2,140 

Output  in  watts       18,400 

Input  in  watts         20,540 

Full  load  efficiency,  per  cent 89*6 
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Weight  of  stator  copper,  kilogrammes     51 

Weight  of  rotor  copper,  „  30 

Total  weight  of  copper  conductors,  kilogrammes  ...  81 

Total  weight  laminations,  kilogrammes 135 

Cost  copper  at  28.  per  kilogramme  162 

Cost  laminations  at  0'6s.  per  kilogramme  81 

Cost  net  effective  material,  shillings        243 

Cost  per  horse-power  for  net  effective  material,  shillings ...  9*7 

Weight  complete  motor,  kilogrammes      550 

Ditto  per  horse-power,  kilogrammes        ...  22*0 

Batio  of  weight  of  net  effective  material  to  total  weight 
of  motor 0-40 

Letting  A=\h%  ideal  short  circuit  current  for  this  motor,  and  £=:the 
magnetising  current  per  winding,  we  have  B=7'4.  The  quoted  value  is 
6*7.    The  estimated  value  (7*4  amperes)  will  be  used. 

And  (f  (=0-056)=-^^  .-.  0-056=  -f^-. 
^  '    A-B  A-l'4t 

A  =  -^^+7"4=132+7'4=139  =  ideal  short  circuit  current 
0-056 

The  motor's  impedance  per  phase=  — -=1-73  ohms. 
The  circle  diameter =A-B=\Z2, 

From  the  ideal  diagram  {i.e,  the  dis^am  neglecting  losses)  of 
Fig.  440  A,  drawn  to  a  scale  of  40  amperes  per  centimetre,  we 
may  obtain  the  power  factors  for  various  values  of  the  primary 
current  as  the  ratio  of  the  ordinates  at  the  intersections  of  the 
primary  current  values  with  the  circumference  of  the  circle  to  the 
primary  current  values.    These  are  given  in  Fig.  440,  B,  page  397. 

We  know,  futhermore,  that  these  ordinates  are  proportional  to 
the  total  input  The  ordinate  corresponding  to  full  load  current 
of  31*5  amperes  per  phase  is  found  to  measure  0*715  centimetres, 
and  as  this  corresponds  to  26  horse-power  output,  we  have,  at  89*5 

per    cent    efl&ciency,    ;r-—r- x  736  =  20,540    watts    input      The 

diagram"  is  thus  to  the  scale  of       *       =28,800   total  watts  per 

centimetre.  (This  must,  of  course,  be  the  case,  for  the  diagram  is 
plotted  to  the  scale  of  40  amperes  per  centimetre,  and  as  there 
are  three  phases  and  240  volts  per  phase,  there  must  be  an  input 
of  3  X  240  X  40  =  28,800  total  watts  per  centimetre.)  This  enables 
us  to  plot  the  total  watts  input  in  terms  of  the  primary  current 
This  is  done  in  Fig.  440,  G. 

In  Fig.  440  A  the  secondary  current  is  plotted  in  terms  of 
the  primary  current  The  "  equivalent "  secondary  current  is  con- 
sidered— i,e.  the  ratio  of  transformation  is  taken  at  1 : 1. 
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The  secondary  currents  are  taken  from  the  diagram  of  Fig. 
440  A,  L  being  assumed  to  be  their  origin. 

From  corresponding  values  of  the  primary  and  secondary 
current,  and  of  the  total  core  loss  (which  may  be  assumed  constant 
at  680  watts),  the  component  and  total  losses  have  been  plotted  in 
curve  E\  and  from  these  and  the  input  values  of  curve  (7,  the 
output  curve  G  is  derived.  The  ratio  of  the  input  and  output 
curves  gives  us  the  efficiency  curve  of  Fig.  440,  F. 

In  Fig.  440,  H,  the  curve  of  "  apparent "  efficiency  (product  of 
"  true  '*  efficiency  and  power  factor,  cos.  0)  has  been  plotted  from 
the  values  in  curves  G  and  B,  Fig.  440. 

In  curve  D,  Fig.  440,  the  primary  current  is  plotted  as  a 
function  of  the  output  in  horse-power. 

§  2.  Brown,  Boveri  &  Oo.'s  8  H.P.  and  75  H.P. 
Motors. — Two  other  Brown  Boveri  designs,  relating  respectively 
to  an  8-pole,  75  horse-power  motor,  running  at  a  synchronous 
speed  of  750  revolutions  per  minute  at  a  periodicity  of  50  cycles 
per  second,  and  to  a  4-pole,  8  horse-power  motor  for  1,500  revolu- 
tions per  minute  and  50  cycles  per  second,  will  next  be  considered, 
the  calculations  being  arranged  in  parallel  columns.  The  former 
has  a  wound  rotor,  and  the  latter  a  squirrel  cage  rotor. 

Spbcification  for  Brown  Boveri  Three-Phase  Induction  Motors. 


Number  of  poles    .; 

Periodicity  in  cycles  per  second 

Synchronous  speed  in  revolutions  per  minute  ... 

Voltage       

External  diameter  of  stator  punchings,  cms. 
Internal  diameter  of  stator  punchings,     „ 
External  diameter  of  rotor  punchings,      „ 

Radial  depth  of  air  gap,  a  centimetres 

Internal  diameter  of  rotor  punchings,  cms. 

Circumference  at  air  gap,  centimetres 

Polar  pitch  at  air  gap  (t),  centimetres 

Qross  length  between  flanges,  \g  

(There  are  no  ventilating  ducts) 
Net  length  laminations  between  flanges,  An 
An  ^ 

T 

Type  of  slots  employed     

C  in  Behrend's  formula  (from  fig.  431,  page  387) 

,=c-^         

T 

Experimentally  observed  values  of  tr      


Bated  Hone. 

Bated  Hone- 

power,  76. 

power,  a. 

8 

4 

50 

50 

760 

1,500 

500 

250 

70 

:)3 

50-2 

211 

50-0 

21-0 

•10 

•05 

35 

14 

157-5 

66-4 

19-7 

16*6 

28 

12 

25*2 

10-8 

1-28 

-66 

Nearly  closed 

12 

14 

•061 

042 

•06 

t)45 
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Maximum  power  factor  

Watts  output  at  full  load 

Fullload  efficiency  

Watts  input  at  fuU  load 

Total  volt-amperes  input  at  full  load     ... 
Volt-amperes  input  at  full  load  per  phase 

Connection  of  stator  windings     

Volts  between  terminals 

Volts  per  phase      

Full  load  amperes  per  stator  winding    ... 

Full  load  line  amperes      

Diameter  of  bare  conductor  on  stator     ... 
Diameter  of  insulated  conductor  on  stator 
Cross  section  of  one  stator  conductor 
Number  of  conductors  in  parallel 
Cross  section  of  all  parallel  conductors  ... 
Current  density  at  full  load,  amperes  per  square 

centimetre  

Depth  of  stator  slot  , 

Width  of  stator  slot 

Number  of  conductors  per  slot    ... 
Arrangement  of  conductors  in  stator  slot 

Number  of  stator  slots      , 

Total  number  of  stator  conductors  (parallel  con 

ductors  taken  as  one) 

Total  number  of  stator  turns       

Number  of  stator  turns  per  phase 
Number  of  stator  turns  per  pole  per  phase 
Approximate  internal  voltage  per  phase  (£) 
MegaHnes  flux  per  pole  M  (E=4"2  TNM  x  10 
Width  of  stator  slot  opening 

Stator  tooth  pitch 

Per  cent,  exposed  iron  at  stator  surface 

Per  cent  exposed  iron  at  rotor  surface 

Mean  for  stator  and  rotor,  per  cent 

Exposed  cross  section  iron  at  air  gap 

Spreading  coefficient 

Corrected  air  gap  cross  section 

Gap  density,  average 

Maximum  gap  density 

Ampere  turns  for  gap 

Total  ampere  turns 

Ampere  turns  per  pole  per  phase 

Maximum  current  at  no  load 

R.M.S.  current  at  no  load 

R.M.S.  current  in  per  cent  of  full  load  current 

Total  radial  depth  of  stator  punching 

Total  radial  depth  of  stator  punching  above  slot 


400 
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Magnetic  cross  section  of  stator  core  (t.^.  above  slot) 

Stator  core  density  

Width  of  tooth  at  narrowest  point 
Cross  section  per  pole  at  narrowest  point 
Maximum    density    at    any    stator    tooth    at 
narrowest  point 

??  for  stator         

100 

Watts  stator  core  loss  per  kilogramme 

Nett  weight  stat or  punchings 

Nett  weight  rotor  punchings 

Core  loss  in  stator  iron  (from  fig.  384,  page  331) 

Core  loss  in  rotor  iron      

Total  core  loss        

Embedded  length  of  one  stator  turn 

Free  length  of  one  stator  turn     . . . 

Mean  length  of  one  stator  turn    . . . 

Total  length  of  each  stator  winding  (t.«.  wind- 
ing of  one  phase)  

Resistance  per  phase  at  eo**  Cent  (ohms) 

Total  stator  PR  loss         

Total  rotor  PR  loss  

Total  core  loss  (stator + rotor)      

Allowance  for  friction  loss  

Total  of  losses  (watts)       

Output  in  watts 

Input  in  watts        

Full  load  efficiency,  per  cent 

Weight  of  stator  copper,  kilogrammes    . . 

Weight  of  rotor  copper,  „ 

Total  weight  of  copper  conductors,  kilogrammes 

Total  weight  laminations,  kilogrammes 

Cost  copper  at  2s.  per  kilogramme,  shillings 

Cost  laminations  at  0'6s.  per  kilogramme, 

Cost  of  net  effective  material. 

Cost  per  horse-power  for  net  effective  material, 
shillings 

Weight  of  complete  motor,  kilogrammes 

Weight  per  horse-power,  „ 

Magnetising  current,  j5 

O-ss     ... 

Ideal  short  circuit  current  =  -  +  jB 
5 

Diameter  of  the  circle,  A-B 

Ratio  of  weight  of  net  effective  material  to  total 

weight  of  motor 


tated  Horse- 

Bated Horse- 

power, 75. 

power,  8. 

2x136 

2x32 

6,800 

10,700 

•66 

•46 

150 

68-5 

20,900 

19,900 

3-4 

6-35 

6-4 

9 

265 

29 

1,430 

260 

1,430 

260 

190 

30 

1,620 

290 

50-4 

21-6 

89-6 

70-4 

140 

92 

17,700 

8,800 

0134 

0194 

828 

170 

1,000 

260 

1,620 

290 

650 

180 

4,098 

890 

55,200 

5,900 

59,298 

6,790 

931 

870 

126 

21-6 

62 

6-0 

188 

276 

410 

48 

376 

55-2 

246 

28*8 

622 

84 

8-3 

106 

1,450 

175 

19-4 

21-9 

12'6 

3-96 

•061 

•042 

220 

98 

207 

94 

0^62 


0*43 


The  circle  diagram  and  the  curves  of  the  performance  of  these 
motors  as  determined  from  the  above  data  are  given  in  Fig.  441, 
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Fig.  441.— Curves  of  Brown  Boveri  75  H.P.,  50  Cycle  Three-Phase  Motor. 
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Fig.  442.— Curves  of  Brown  Boveri  8  H.P.,  60  Cycle  Tliree-Phase  Motor. 
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pi^  401,  for  the  75  horse-power  motor,  and  in  Fig.  442,  page  402, 
for  the  8  horse-power  motor. 

In  Figs.  443  to  445  are  given  curves  plotted  from  test  results 
of  Brown  Boveri  motors  similar  to,  but  not  quite  identical  with, 
those  above  analysed. 

The  8  horse-power,  4-pole  Brown  Boveri  design,  which  we  have 
described  in  detail,  had  a  squirrel  cage  winding,  and  considerable 
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Fig.  444.--Te8t  Results  60  H.P.  Motor. 

"  slip  "  at  full  load.  The  "  slip  "  at  full  load,  as  percentage  of  the 
synchronous  speed,  may  be  obtained,  as  we  have  seen  in  a  previous 
article,  from  the  ratio  of  the  rotor  PE  to  the  total  input  to  the 
rotor. 

Total  input  to  stator  at  full  load  6790     wati  s 


Stator  PR  loss + stator  core  loss^ 

Input  to  rotor 

Secondary  I^R  loss  at  full  load 


^70+260 


Per  cent.  "  slip  *"  at  full  load  = 


250x100 
6360 


430 

6360 

250 


39 
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The  motor  thus  runs  tot  full  load  at  a  speed  of  '96  k^lSOO  i=^  1440 
revolutions  per  minute,  as  shown  in  the  speed  curve '6f  Jig.  445. 

In'  this  instance  we  have  takeli  for  the  rotoi*  l^R  loss  the 
value  of  250  watts  given  I^  the  manufacturers. 

§  3.  Oopper  Losses  in  Squirrel  Gage  Motora-^This  is  an 
opportune  occasion  for  investigating  the  questioo  of  the  copper 
losses  in  squirrd  cage  motors. 

Fig.  446  gives  a  diagrammatical  representation  of  a  squirrel 
cage  winding  for  2  poles  and  36  face  conductors.  These  are  re- 
presented by  36  radial  lines.  The  inner  and  outer  circles  represent 
the  end  connections.    The  magnetic  flux  set  up  hj  the  stator 
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ampere-turns,  as  we  have  seen  in  a  previous  section,  varies  in  its 
shape  between  two  limits,  curves  A  and  B,  Fig.  380,  page  326,  but 
it  is  amply  exact  to  take  the  equivalent  sine  curve  C  (same  fig.) 
as  the  basis  of  the  calculation.  The  electro-motive  forces  occasioned 
by  the  relative  movement  of  the  conductors  in  the  field  vary  in 
their  magnitude  according  to  their  angular  position,  and,  of  course, 
are  also  to  be  taken  as  sinusoidally  distributed.  It  can  be  shown 
by  a  more  exact  treatment  of  this  subject  that  the  currents 
produced  by  these  electro-motive  forces  are  also  sinusoidally  dis- 
tributed (see  G.  Roesfller,  Elek.  TecL  Zeit.,  1898,  Nos.  45  and  46). 

In  Fig.  446  every  conductor  has  the  value  of  the  current 
written  against  it,  on  the  assumption  that  the  maximum  current 
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in  any  of  the  conductors  is  equal  to  I'QO.  We  see  that  the  current 
in  conductor  A  is  zero,  whilst  conductor  B  carries  the  maximum 
current  1*00 ;  the  current  in  conductor  C,  opposite  conductor  A,  is 
zero  again. 

The  losses  in  one  conductor  can  now  be  found  very  easily, 
because  every  conductor  will  carry  successively  those  values 
written  against  them  in  Fig.  446,  and  as  these  are  ordinates  of  a 
sine  curve,  the  loss  in  each  conductor  will  be  the  root-mean-square 
of  the  current,  multiplied  by  the  resistance  E  of  a  conductor.  If 
Z  denotes  the  number  of  conductors,  and  I«  the  secondary  E.M  S. 
current,  then  the  losses  in  the  conductors  themselves  are  Z  If£. 


Fig.  446.~Diagittm  of  Squirrel  Cage  Winding,  2  Pdles,  36  Conductors. 

The  current  flowing  in  the  end  rings  depends  upon  the  number 
of  face  conductors  per  pole  and  upion  the  secondary  current  I,.  As 
the  conductors  of  Fig.  446  are  symmetrically  distributed,  it  follows 
that  the  current  from  the  conductora  lying  between  A  and  B  will 
flow  into  the  ring  I,  and,  following  path  a,  will  return  into  the 
conductors  lying  between  A  and  D,  whilst  the  conductors  lying 
between  B  and  C  send  their  current  along  path  fi  into  the  con- 
ductors lying  between  C  and  D. 

The  current  in  the  end  rings  will  therefore  increase  in  value 
from  points  up  to  A,  and  also  from  B  up  to  G;  the  conductor  B 
itself  sends  half  its  current  in  the  one  direction  and  half  in  the 
other  direction.    The  adjacent  conductors  on  either  side  increase 
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the  current  to  1*485,  and  so  on,  as  shown  in  Fig.  44(5,  where  the 
values  of  the  current  in  the  outer  end  ring  (ring  I),  have  been 
stated  from  B  to  A. 

The  maximum  current  is  found  to  be  5*72  at  the  points  A  and 
C  respectively,  and  from  there  the  current  decreases  again.  The 
distribution  of  the  current  in  the  ring  II  is  exactly  the  same  as  in 
ring  I,  the  direction  being  reversed. 

It  will  be  seen  that  the  values  of  the  current  in  successive 
parts  of  the  rings  follow  a  sine  curve,  and,  as  the  conductors 
revolve,  each  part  of  the  end  ring  carries  a  current  varying  in 
its  amplitude  from +572  to  — 5*72  and  sinusoidally. 

It  is  not  very  difficult  to  ascertain  how  the  value  5*72  has  been 
obtained.  All  the  conductors  between  A  and  B  send  their  current 
through  path  a,  therefore  the  maximum  current  in  the  end  rings 
in  path  a  must  be  equal  to  the  sum  of  the  currents  in  those 
conductors,  but  this  is  equal  to  the  number  of  conductors  between 
A  and  B  multiplied  by  the  average  current  in  those  conductors. 

As  we  have  altogether  36  conductors,  we  have  9  conductors 

between  A  and  B,  and  as  the  average  of  the  ordinates  of  a  sine 

2  2 

wave = -  X  maximum  ordinate,  we  have  9  x  -  x  1  =  5*72,  coinciding 

IT  IT 

with  the  value  in  Fig.  446.     Max.  ordinate =E.M.S.  x  ^2. 

Let  Zj  =  number  of  conductors  per  pole,  and  I,  =  RM.S.  current 
in  one  conductor;  then  the  maximum  current  in  the  end  rings = 

2  2  — 

-    ^  I,  J2.    Therefore    R.M.S.   currrent    in    the    end    rings = 

IT  2    '• 

The  resistance  of  that  part  of  one  ring  connecting  two  adjacent 
conductors  may  be  taken  as  B^ ;  then  the  loss  of  energy  in  it  is 

/2  ^  i^^2  R^  and  the  total  loss  in  two  rings  =  2  Z  (|  ^  I.)^  Ri  = 

zij-?J?Ej=zi;xo-2z;Ri. 

The  total  copper  loss  in  the  rotor  is,  therefore,  Z IJ  (E + 0*2  ZJ  Bj). 

The  same  result  has  also  been  obtained  by  Fischer-Hinnen 
{Z.f,  Ky  Wien,  1900,  No.  33),  though  by  a  considerably  more  compli- 
cated method  than  that  given  here.  Osnos  (K  T.  Z.,  1901,  No.  8), 
who  compares  the  results  obtained  by  Boessler  with  those  of  Fischer- 
Hinnen,  shows  that  they  disagree  only  by  a  fraction  of  1  per  cent. 

We  may  use  this  formula  for  estimating  the  I^B  loss  in  the 
squirrel  cage  rotor  of  the  8  horse-power,  50-cycle  4-pole  motor. 
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The  rotor  has  36  bare  conductors  of  8*5  millimetres  diameter, 
lying  in  slots  of  11  millimetres  diameter.  These  dimensions  are 
chosen  so  as  to  agree  with  the  PK  loss  given  by  the  manufacturers, 
as  the  actual  dimensions  of  the  squirrel  cage  conducting  system 
were  not  given.    The  length  of  a  conductor  is  16  centimetres,  and, 

therefore,  its  resistance  R  =  !?2^?5|^  =  0-0000562. 

•57 

The  secondary  current,  I,,  can  be  taken  from  Fig.  442,  A,  as  165 
amperes,  for  a  1  :  1  ratio  of  transformation. 

As  there  are  576  conductors  in  the  stator,  and  36  conductors 

in  the  rotor,  the  ratio  of  transformation  is  -—--  =  16,  and  therefore 

36 

the  R.M.S.  current  in  each  conductor  is  16*5  X  16  =  264. 

The  end  rings  have  a  diameter  of  19*5  centimetres  and  a  cross 

section  of  1'30  square  centimetres.    The  resistance  E^,  of  one  end 

ring  between  two  adjacent  conductors,  is  therefore  — ^-^^^r — ^ — 

=  •00000262. 

Here  we  have  9  (  =  Zj)  conductors  per  pole,  the  total  I^E  loss  in 
the  rotor, according  to  our  formula, is  36 x 264^  (00000562+ 02 x 
92x0-00000262  =  142  +  108  =  250  watts),  this  being  distributed  in 
the  proportion  of  57  per  cent,  in  the  peripheral  conductors  and  43 
per  cent,  in  the  end  rings.  It  is  instructive  to  note  the  high  per-  . 
centage  loss  occurring  in  the  end  rings,  in  spite  of  their  relatively 
large  cross  section. 

§  4.  An  Analysis  of  Heating  Tests  on  an  Induction 
Motor. — Up  to  this  point  the  performance  of  the  motor  has  only 
been  considered  with  reference  to  its  ability  to  give  the  required 
output,  and  to  its  efl&ciency  and  general  performance  at  various 
loads.  It  is  necessary  in  designing  a  motor  to  give  careful 
attention  to  the  question  of  heating.  Very  elaborate  tests  re- 
garding heating  have  been  published  by  Emil  Ziehl  in  E.  T.  Z., 
1902,  Heft  12,  and  an  analysis  of  these  tests  in  a  condensed 
form  will  now  be  given. 

The  motor,  manufactured  by  the  Berliner  Maschinenbau  A.-G. 
vormals  L.  Schwartzkopf,  had  a  rated  output  of  10  H.P.  at  1500 
RP.M.,  190  volts  and  50  periods.  The  diameter  of  the  rotor  was 
22-4  cm.,  its  length  11  cm.  Three  horizontal  ducts  were  provided 
in  the  rotor,  but  no  vertical  interlaminar  ducts.  The  outer 
cylindrical  surface  of  stator  laminations  was  exposed  directly  to 
the  air,  so  as  to  increase  the  radiation.  In  the  semi-enclosed  form 
the  end  shields  had  three  large  ventilating  apertures,  whilst  in  the 
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totally-enclosed  form  these  apertures  were  omitted.    The  general 
construction  of  the  motor  is  shown  in  Figs.  447  and  448. 


n    T    r 


3^> 


Figs.  447  and  448.-— Sectional  Elevations  of  10  H.P.  Motor  by 
Berlinger  M.  A.-Q. 
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The  losses  have  been  estimated  from  the  experimental  data  given, 
and  have  been  plotted  in  Fig.  449  with  the  output  as  abscissae. 

The  motor  was  loaded  successively  with  5,  7*5,  10,  12*5  and 
15  H.P-,  and  the  curves  in  Figs.  450  to  452  show  the  temperature 
increase  for  the  semi-enclosed  and  for  the  totally-enclosed  motor. 
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After  the  motor  had  been  heated  up,  the  rate  of  cooling  was 
observed  first  at  standstill,  then  with  the  motor  running  at  no 
load.    The  respective  curves  are  given  in  Figs.  453  and  454. 

An  analysis  of  these  tests  leads  to  exceedingly  interesting 
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Fig.  454.— Cooling  Tests  on  Totally-Enclosed  Motor. 

results,  and  affords  a  good  occasion  for  considering  the  theory  of 
heating  and  cooling  as  applied  to  induction  motors. 

Two  factors  chiefly  determine  the  increase  of  temperature 
within  a  certain  time  for  a  given  loss — first,  the  units  of  energy 
radiated  per  unit  of  time  and  per  unit  of  increase  in  temperature, 
and  secondly,  the  energy  which  the  machine  stores  up,  for  every 
degree  Centigrade  increase  in  temperature. 
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Let  S  be  the  watt  seconds  radiated  in  one  second  by  the 
machine  for  1**  C.  difference  in  temperature,  then  the  energy  radiated 
in  the  time  T  for  a  difference  f  of  temperature  is  obviously 
SfT  watt  seconds. 

The  value  of  /S^may  now  be  estimated  from  the  final  temperature 
obtained  for  a  certain  load 

§  5.  Heat  Radiation  in  Semi-Encloeed  and  Totally-En- 
closed Motors  Compared. — Fig.  450,  page  409,  shows  that  at  a 
load  of  5  H.P.  the  temperature  rise  is  11 '5**  C. — i.e.  the  ultimate 
temperature  exceeds  the  temperature  of  the  surrounding  air  by 
11*5*.  The  losses  pertaining  to  a  load  of  5  H.P.  are  found  from 
Fig.  449  to  be  350  watts. 

The  final  temperature  is  reached  when  the  rate  of  radiation 
of  energy  is  equal  to  the  rate  of  generation  of  heat  in  the  motor 
in  virtue  of  the  losses. 

The  energy  radiated  per  second  is  /S'x  11*5  watt  seconds. 

The  losses  per  second  are  350  watt  seconds. 

Therefore  350  =  fi'xll-5  and  S=|^  =  30'3. 

11*5 

Similar  experiments  were  made  for  loads  of  7*5  H.P.,  10  H.P., 
12'5  H.P.,  and  15  H.P.,  and  the  corresponding  results  for  the  semi- 
enclosed  motor  are  stated  below. 

The  temperature  rise  and  the  losses  were — 

For    5     H.P.  11*5''  C.  and  350  watt  seconds  per  second. 

16-5       „  540 

20-5       „  800  „ 

32-5       „  1200 


7-5  „ 

10  „ 

12-5  „ 

15  „     52  „        1860 


The  corresponding  values  for  S  together  with  similarly  deduced 
values  for  the  totally-enclosed  motor  are  stated  below. 

Table  LX. — Compabison  of  Heat  Radiated  by  Sbmi  Enclosed 
AND  Totally-Enclosed  Motors. 

Watt  Seconds  Badiatid  pxr  Second  per  Dbobeb  Cbntioradb. 


Load 
H.P. 

Semi-EDclofled  Motor. 
S 

TotaUy.Bndoeed  Motor. 
S 

5 

30 

16 

7-5 

33 

17 

10 

39 

14 

12-5 

37 

14 

15 

36 

13 

Average 

35 

14-8 
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It  will  be  noted  that  the  totally-enclosed  motor  radiates  on  the 
average  less  than  half  as  much  heat  as  the  semi-enclosed  motor, 
under  the  same  conditions. 

Besides  the  radiation  per  degree  Centigrade  per  second,  we  must 
also  consider  the  ability  of  the  motor  to  store  up  energy  in  the 
form  of  heat. 

Let  Q  be  the  energy  in  watt  seconds  which,  if  converted  into 
heat  in  the  motor,  will  increase  its  temperature  by  1**  C.  It  is 
evident  that  Q  must  be  very  nearly  the  same  in  the  semi-enclosed 
as  in  the  totally-enclosed  motor,  since  the  amount  and  distribution 
of  material  is  nearly  identical  in  the  two  cases.  By  calculating  Q 
from  the  two  sets  of  data  we  have  an  excellent  opportunity  for 
checking  the  reliability  of  the  tests.  During  the  first  hoiur  the 
semi-enclosed  motor  loaded  with  5  H.P.  increased  in  temperature 
by  7°  C.  The  losses  during  that  time  were  3'5  watt  hours.  The 
radiation  during  the  same  time  was  comparatively  small,  as  the 
average  difference  of  temperature  was  only  3*5**  C.,  the  radiation 
therefore  having  been  122  watt  hours  =  5^  (semi^enclosed)  X  3*5 
watt  hours  =  35  x  3*5  =  122  watt  hours. 

The  energy  stored  up  in  the  motor  in  virtue  of  its  heat  capacity 
was  therefore  350-122  =  228  watt  hours. 

Hence  the  motor  requires  228  watt  hours  =  820,800  watt 
seconds  to  increase  its  temperature  by  7**  C,  or  117,000  watt 
seconds  to  increase  it  by  1°  C.  These  and  the  corresponding 
values  for  other  loads  are  arranged  in  tabular  form,  for  the  semi- 
enclosed  motor,  in  Table  LXI.,  and  for  the  totally-enclosed  motor 
in  Table  LXII. 


Table  LXL— Heating  Tests 

ON  Sbmi-Enolosxd  Motor  (S=35). 

BadUtlonin 

Load  in 
H.-P. 

Blae  in  Tem- 
perature in 
*  Cat  end  of 
flrat  hoar. 

Losses  in 

Motor  during 

Ihoor.    Watt 

hours. 

Watt  hours. 
(Taken  as  pro- 
portional to 
half  the  tern- 
perature 
increase.) 

Energy  in  Watt 
sec.  stored  up 

in  Motor  at  end 
of  one  hour. 

Energy  in  Watt 
sec  stored  up 

per  degree 

^ise»Q. 

5 

7 

350 

122 

822,000 

117,000 

7-6 

10 

540 

175 

1,310,000 

131,000 

10 

14 

800 

245 

2,000,000 

142,000 

12-5 

20 

1200 

360 

3,060,000 

163.000 

15 

29-5 

1860 

515 

4,850,000 

164,000 

17-5 

44 

2690 

770 

6,900,000 

167,000 

As  may  be  seen  from  Table  LXII.,  Q  is  very  constant,  while 
Table  LXI.  shows  a  gradual  increase  of  Q  with  the  load.     A  slight 
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discrepancy  was  to  be  expected,  ae  the  errors  caused  b^  the 
radiation  from  the  interior  must  of  course  be  lai^  in  the  semi- 
enclosed  type,  but  small  in  the  totally-enclosed  type,  and  as  there 
may  occur  in  an  actual  test  variations  in  those  factors  affecting 
the  radiation.  But  by  far  the  greatest  part  of  the  discrepancy  is 
due  to  the  unequal  distribution  of  the  internal  i  heat,  which  will 
be  subsequently  considered. 


Table  LXIL— Heating  Tests  Totally-Enclosed  Motor 

(5=14-5). 

Radiation  in 

Load  in 

Bise  in  Tem- 
perature in 

Lonesin 
Motor  during 

Watt  hours. 

(Taken  ae  pro- 
portional to 

half  the  torn- 
peratare 

Energy  in  Watt 
sec.  stored  up 

EnermrlnWatt 
sec.  stored  up 

H..P. 

•Cat  end  of 
flnthoor. 

Ihour.    Watt 
hours. 

hi  Motor  at  end 
of  one  hour. 

per  degree 
^ise»Q. 

increase.) 

5 

10 

350 

72 

1,000,000 

100,000 

7-6 

14 

540 

101       ' 

1,580,000 

112,000 

10 

20 

800 

146 

2,360,000 

118,000 

11 

23-6 

940 

170   • 

2,770,000 

118,000 

12 

29 

1100 

•    210 

3,200,000 

110,000 

15 

62-5 

1860 

:     280 

6,300,000 

.  101,000 

Let  us  take  for  the  present,  as  an  average  value,  $  =  120,000 
watt  seconds. 

The  whole  weight  of  the  motor  is  200  kilogrammes,  therefore 
the  heat  capacity  Of  the  motor- per  kUogramme  is  Q=600  watt 
seconds. 

This  would  correspond  to  a  specific  heat  6f  the  motor  of  0*144. 

As  iron  or  steel  constitutes  by  far  the  greatest  component  in 
the  total  weight,  the  specific  heat  shoidd  be  somewhat-  less  than 
Oil ;  ie.  30  per  cent,  lower  than  the  experiments  show. 

There  is  a  very  natural  explanation  of  this  deviation,  namely, 
that  the.l^emperatures  observed  upon  the  external  surface  were 
considerably  lower  than  the  inner  temperatures.  Indeed,  this  may 
also  explain  the  fact  that  at  the  higher  loads  of  the  semi-enclosed 
motor,  Q  -was  so  much  higher ;  for  the  difference  in  temperature 
between  inside  and  outside  must  be  greater 

(1)  the  better  the  ventilAtion,  and 

(2)  the  higher  the  losses. 

§  6.  The  Temperature  at  the  Exterior  Compared  with 
the  Mean  Temperature  of  the  Whole  Motor. — If  we  accept 
this  explanation  and  attribute  to  it  the  difference  in  the  calculated 
vaiues  of  Qy  we  obtain  the  following  table,  which  is  of  interest, 
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not  because  of  the  absolute  values  it  contains,  but  because  of  its 
comparative  values,  especially  between  the  serai-enclosed  and  the 
totally-enclosed  types. 

Table    LXIIL— Diffebence    Between    Mean    Tebipbbatube    of    the 

WHOLE  MOTOB    AND  THE    TeHPEBATUBE    MeASUBED  AT  THE    EZTEBIOB 

Subface  of  the  Statob  Punghinos  afteb  one  Houb's  Run. 


LoadinH..P. 

Semi-Bnclo«ed  Motor. 

Totally-Enclosed  Motor. 

5 

28% 

20% 

7-6 

43% 

>f 

10 

56% 

» 

12-5 

68% 

n 

15 

80% 

»> 

17  5 

74% 

f) 

§  7.  Thie  Bate  of  Cooling. — Very  interesting  results  may  be 
obtfidned  by  the  curves  in  figs.  453  and  454,  showing  respectively 
the  law  of  cooling  at  standstill  and  when  running  at  no  load. 

Let  us  first  compare  the  cooling  of  the  semi-enclosed  motor 
with  that  of  the  totally-enclosed  motor. 

The  semi-enclosed  motor  at  standstill  cooled  down  23°  C.  in 
one  hour,  from  68**  C.  to  45°  C.  We  may  find  two  points  of  the 
corresponding  curve  for  the  totally-enclosed  motor  having  the 
same  mean  value,  and  with  abscissae  difiering  by  sixty  minutes. 
These  are  65°  C.  and  47-5°  C,  with  a  difference  of  17*5°  C. 

As  the  mean  temperature  was  in  both  cases  the  same,  these 
different  values  of  cooling  (23  and  17*5)  can  only  be  explained  by 
attributing  to  the  semi-enclosed  motor  a  higher  value  for  8  at 
standstill :  therefore  the  ratio 


S  for  semi-enclosed  motor  at  standstill 


=  -.2?-.  =  l-3. 


S  for  totally-enclosed  motor  at  standstill     17*6 

Whereas  we  found  that  when  running,  S  for  the  semi-enclosed 
motor  is  more  than  double  the  value  of  S  for  the  totally-enclosed 

motor  (~p.  =2'4),  this  ratio  has  at  standstill  decreased  to  1*3. 

This  ratio  was  the  result  of  the  first  hour's  cooling,  viz.,  1-3. 
For  the  second  hour's  cooling  this  ratio  was  1*45. 
For  the  third  hour's  cooling  it  was  1*22. 
The  average  value  of  the  above  being  1*32. 
But  we  may  also  readily  fincl  the  actual  value  for  S^  by  taking 
Q  in  both  cases  equal  to  110,000. 

As  the  difference  between  the  temperature  in  the  interior  and 
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that  outside  is  now  smaller,  a  smaller  value  of   Q  than  that 
obtained  from  the  load  curves  must  be  taken. 

Taking  the  23**  C.  decrease  in  temperature  during  the  first 
hour  (68''  to  45°),  the  entire  energy  radiated  during  that  time  must 
have  been : 

23  0=?^±^x 5x3600 

g^23xll0,000,^g.^ 
56-5x3600 

From  the  value  of  8  at  other  parts  of  the  same  curve  we 

obtain  13-2  and  11*2. 

The  average  value  of  8  may  therefore  be  taken  as  12*3  for  the 

12*3 
semi-enclosed  motor,  and  --^  =  9*3  for  the  totally-enclosed  motor. 

Therefore  at  standstill  the  totally-enclosed  motor  radiates  36  per 
cent,  less  heat  under  given  conditions  than  when  running,  liis 
is  a  very  interesting  result,  as  one  might  have  thought  that  the 
totally-enclosed  motor  would  radiate  heat  at  the  same  rate,  whether 
running  or  at  a  standstill,  with  the  same  difference  of  temperature. 

We  will  tabulate  our  results  for  8  in  Table  LXIV.,  below. 

8  is,  of  course,  proportional  to  the  total  radiating  surface,  but 
to  precisely  define  the  total  radiating  surface  is  a  most  difficult 
matter. 

It  therefore  seems  preferable  to  take  as  radiating  surface  a 
value  which  is  very  nearly  proportional  to  the  true  radiating 
surface,  but  which  can  be  calculated  in  a  very  simple  way. 

Let  X=the  length  of  rotor  core  between  end  flanges. 

T= the  polar  pitch  at  the  air  gap  =  cinmmfejence 

number  of  poles 
d  =  diameter  of  rotor. 
L= length  over  end  connections. 
=  X-h'7T  (approximate  value  for  all  sizes). 
Then  we  may  take 

The  radiating  surface  of  rotor =irdL=ird(X-h -Tt). 
The  above  motor  had  d= 2*2  dcm. ;  X  =  1-15  dcm. ;  t= 1*7  dcm. 
In  that  case  IT  d  (X-h'T  T)  =  '7rx2-2  (M5-h-7xl-7)  =  16'3 
sq.  dcm. 

Let  ^«=the  energy  radiated  per  second,  per  degree  centigrade, 
per  square  decimetre  of  surface. 

8 
Then  8a=  -5^,  and  we  can  determine  this  value  for  the  two 
ttqL 

types  of  motor  in  the  above  analysis. 
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Table  LXIV.— Cobcparison  of  Hbat  Radiatbd  by  Semi-EkcHjOSED 

AND  TOTAIiLT-ENOLOBED   MOTOR8  AT  THE  LIMITS  OF  SPBED. 


Watt-Sboonds  Eadiatm)  pbb  Dkqrsb  C.  pee  Sboohd. 

Semi-EncIoBed  Motor. 

Totally-Bncloeed  Motor. 

Peripheral 
Speed— iiLp.B. 

S, 

Per  aq.  dom. 

S. 

Per  M.  dcm. 

N(MiBal. Speed. 
Standstill    .    . 

17-2 
0 

36 
12-3 

215 
•76 

14-7 
9-3 

.    -89 
•67 

§  8.  Application  of  Results  to  Determination  of  Motor 
Bating  for  Intermittent  Work. — To  show  the  application  of 
thoBe  general  considerations,  to  a  special  case,  we  may  set  ourselves 
the  following  problem : — 

What  would  be  the  rating  of  the  above  semi-enclosed  motor, 
if  after  every  five  minutes'  work  there  is  ten  minutes'  rest,  the 
temperature  never  to  exceed  50**  C.  ? 

The  motor  will  have  its  maximum  temperature  after  the  five 
minutes'  work,  that  is,  it  will  cool  down  from  50°  C.  for  ten  minutes. 
During  that  time  it  radiates  (12-3  x  600  x  50)  watt  sec,  =  369,000 
watt  sec. 

If    6    is    taken    as-   110,000,    the    temperature    will   fall 
369,000     o.oo  p 
TTpOO^^^  ^- 

The  end  temperature  is  therefore  46*7**  C.  We  -  must  oiow 
correct  this  decrease  in  the  temperature,  considering  that  the  mean 
value  of  the  temperature  during  that  time  was  not  50*  C.  as 
assumed,  but 

It 

The  decrease  of  temperature  is  therefore 

3-3^  =  3-2' 0. 
50 

and  the  temperature  at  the  end  of  the  ten  minutes  is  46*8''  C. 

The  motor  is  loaded  again  with  x  horse-power,  corresponding 
to  a  loss  of  y  watts.  The  radiation  during  the  next  five  minutes 
is  35x300x48-3  watt  sees.  =  507,000  watt  sees.  And  as  the 
motor  can  store  up 

110,000x3-2  =  352,000  watt  sees. 
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before  it  exceeds  the  maximum  temperature,  the  losses  during  those 
five  minutes  may  amount  to 

507,000+352,000  =  859,000  watt  sees. 
The  average  watts  lost  therefore 

859,000     oQfto  „,.. 

which  corresponds  to  a  load  of  17*8  horse-power. 

This  calculation  may  be  readily  applied  to  any  other  case.  Q 
can  be  estimated  from  the  weight  of  the  motor,  and  S  from  the 
radiating  surface  TrdL  and  the  special  conditions,  prevailing  as 
to  ventilation  and  speed  of  motor. 

Of  course,  if  the  curves  for  cooling  and  heating  have  been 
found  experimentally,  this  calculation  may  be  made  considerably 
shorter,  as  has  been  done  by  Ziehl  in  his  article. 

§  9.  Data  of  a  Westeras  Motor  and  two  Alioth  Motors. 
— In  the  following  tabulated  specification  is  set  forth  the  data 
of  three  large  induction  motors.  The  design  in  column  A  was 
kindly  supplied  to  the  writer  by  Mr  Ernst  Danielson,  and 
related  to  a  12-pole,  50-cycle,  500  volt,  500  r.p.m.,  100  horse-power 
three-phase  motor,  built  by  the  Allmanna  Svenska  Elektriska 
Aktiebolaget  of  Westeras,  Sweden.  A  photograph  of  the  motor 
is  given  in  Fig.  455,  Plate  23,  and  drawings  in  Figs.  456  to 
458.     Curves  of  test  results  are  reproduced  in  Fig.  459. 

The  Alioth  Company  of  Basel,  Switzerland,  has  kindly  given 
permission  for  the  publication  of  the  design  of  one  of  their  three- 
phase  motors.  This  is  given  in  column  B.  The  motor  is  a  14- 
pole,  50-cycle  motor  of  185  horse-power  rated  capacity  at  8000 
volts,  and  the  synchronous  no-load  speed  is  430  r.p.m.  Drawings 
of  the  motor  are  given  in  Figs.  460  to  462,  Plate  24,  and 
a  photograph  in  Fig.  463,  Plate  23. 

The  design  of  a  30-pole,  25-cycle,  500  horse-power  Alioth 
motor  for  5000  volts,  and  for  a  no-load  speed  of  100  r.p.m.,  is  given 
in  column  C.  Details  of  slot  construction  are  given  in  Fig.  464, 
and  test  results  in  Fig.  465,  page  420.  This  is  a  remarkably 
interesting  motor  in  virtue  of  its  very  large  rated  output  and  its 
very  low  speed. 

In  the  calculation  of  these  three  motors,  o-  was  determined 
by  a  slight  modification  of  Behrend's  formula, 

T 

In  this  form  in  which  it  has  heretofore  been  used,  C  has  been 
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determined  from  the  curves  of  Fig.  431,  page  387.    This  generally 
gives  suflBcient  accuracy  for  ordinary  purposes.     A  higher  degree  of 
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Fig.  457.— Slot  and 
Qap  DimensionB. 


Fio.  458. — Stator  and  Rotor  End  Connections. 
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Fio.  459.— Efficiency,  Power  Factor  and  Slip,  100  H.P.  Three-Phase,  480  r.p.m., 
50  Cycle  All  manna  Svenska  Elektriska  Aktiebolaget  Motor. 

accuracy  may,  however,  be  obtained  by  altering  the  formula  to  read 


In  this  last  form,  C  is  determined,  as  before,  from  the  curves 
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of  Fig.  431,  and  Cf  is  determined  from  the  curve  of  Fig.  466,  and 
is  a  function  of  A  X  H,  where  A  =  radial  depth  of  the  air  gap  and 
H  =  average  of  the  number  of  stator  and  rotor  slots  per  pole. 


TEST  RESULT  OF  30  POU,  asOTCU, 

Booo  volt:  100  if.aM.,5O0H.f:. 

TMRtt-PHASE  MOT0ltl(ALl07M\  BMSUI). 


Fig.  464.— Section 

through  Windings 

in  Slots. 
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Fig.  466.— Test  Resulte  600  H.P.  Alioth  Motor. 
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Fig.  466.— Relation  between  a  H  and  C . 

By  means  of  this  constant,  C,  the  so-called  "  zig-zag "  disper- 
sion along  the  heads  ofthe  teeth,  is  taken  into  account  The 
"  zig-zag  "  dispersion  may  be  very  considerable  when  the  product 
A  X  H  is  small. 


Electric  Motors.] 


Figs.  460,  461,  and  462.— Section,  Side  Elevation,  and  PUr  '■ 


[Plate  24. 
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H  p.  Aliotlx  Co.  Motor,  8000  Volts,  60  Cycles  (see  page  417). 
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Rated  horse-power 

Number  of  poles      

Periodicity  in  cycles  per  sec.         

Synchronous  speed  in  B. P.M 

Voltage  between  terminals  

Connection  of  stator  winding        

Voltage  per  phase 

Stator  lamination— 
External  diameter  of  stator  punchings     . . . 
Internal  diameter  of  stator  punchings 

Qross  length  between  flanges,  A^ 

Number  of  ventilating  ducts         

Width  of  each  duct 

Net  length  of  laminations  between  flanges,  x» 

Pokr  pitch  at  air-gap,  r      

Number  of  stator  slots        

Number  of  stator  slots  per  pole     

Number  of  stator  slots  per  pole  per  phase 

Depth  of  stator  slot 

Width  of  stator  slot  

Width  of  stator  slot  opening         

Stator  tooth  pitch  (at  air-gap)       

„  „     (at  ends  of  the  slots)    ... 

Minimum  width  of  stator  tooth     

Maximum  width  of  stator  tooth 

Weight  of  stator  punchings  

Rotor  lamination — 

Badial  depth  of  air-gap,  A 

External  diameter  of  rotor  punchings 
Internal  diameter  of  rotor  punchinga 
Gross  length  between  flanges,  A^ 

Number  of  ventilating  ducts         

Width  of  each  duct 

Net  length  of  lamination  between  flanges,  Xn 

Number  of  rotor  slots         

Number  of  rotor  slots  per  pole      

Number  of  rotor  slots  per  pole  per  phase 

Depth  of  rotor  slot  ...        

Width  of  rotor  slot 

Width  of  rotor  slot  opening  

Rotor  tooth  pitch  (at  air-gap)        

Rotor  tooth  pitch  (at  bottom  of  sloU) 

Minimum  width  of  rotor  tooth      

Maximum  width  of  rotor  tooth     

Weight  of  rotor  punchings  


▲Unuuma 

Svemln  . 
Elektriska 

klrtfflhAliUHil 

Alioth. 

AUoth. 

A 

B 

C 

100 

185 

500 

12 

14 

30 

50 

50 

25 

500 

430 

100 

500 

8000 

5000 

Y 

Y 

Y 

288 

4620 

2880 

103 

162 

322 

88 

130 

300 

36 

40 

75 

2 

none 

none 

1-5 

... 

■ .. 

29-7 

36 

67-5 

23 

29*2 

314 

180 

168 

450 

15 

12 

15 

5 

4 

5 

2-5 

5-2 

5^7 

1-05 

1-3 

1-3 

•3 

•2 

•3 

1-53 

243 

2-09 

1-62 

2^63 

2^17 

•48 

M3 

•79 

•57 

1-33 

•87 

410 

1750 

3670 

■15 

•125 

•175 

87-7 

129-75 

299-65 

75-7 

101-0 

284-0 

36 

40 

75 

2 

none 

none 

1-5 

••* 

••• 

29-7 

36 

67-5 

216 

294 

720 

18 

21 

24 

6 

7 

8 

215 

2-3 

2-2 

•8 

•75 

•7 

•3 

•2 

•2 

1-28 

1-39 

1-31 

1-21 

1-34 

1-29 

•41 

•59 

•59 

•48 

•64 

•61 

270 

1340 

3400 
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StatoT  windvng — 
Number  of  stator  conductors  per  slot 


Number  of  stator  slots        

Number  of  stator  conductors 

Number  of  stator  turns       

Number  of  stator  turns  per  phase 
Numberof  stator  turns  per  pole  per  phase 
Dimensions  of  conductors  (bare)     ... 
„  „  (insulated) 

Cross  section  of  conductor 

Mean  length  of  one  turn     

Total  length  of  stator  turns  per  phase 

Resistance  per  phase  at  60*"  C. 

Weight  of  stator  copper  in  kilogrammes 

Rotor  winding — 
Number  of  rotor  conductors  per  slot 

Number  of  rotor  slots 

Number  of  rotor  conductors  

Number  of  rotor  turns        

Number  of  phases  in  rotor  winding 
Number  of  rotor  turns  per  phase  ... 
Number  of  rotor  turns  per  pole  per  phase 
Dimensions  of  conductor  (bare)     ... 

,,  „  (insulated) 

Cross-section  of  single  conductor  ... 

Mean  length  of  one  turn 

Length  of  effective  rotor  turns  per  phase.. 

Resistance  per  phase  at  60°  C 

Weight  of  rotor  copper       

Power  factor  and  current — 
Net  length  of  lamination  _Xn 
Pole  pitch  T 

Type  of  slot  (average  of  stator  and  rotor  slot)  two-thirds 

C  in  Behrend's  formula  (from  page  388) 

AxH= 

e= 

Leakage  factor  (T      

Maximum  power  factor  =  — ^ 

Watts  output  at  full  load 

Full  load  efficiency 

Watts  input  at  full  load     


Svenska 
Blektrlaka 

Alloth. 

Alloth. 

AkUebolaget. 

A 

B 

C 

..    3    each 

27 

8 

with  two 

components 

I 

..     180 

168 

450 

..     540 

4536 

3600 

..     270 

2268 

1800 

..    90 

756 

600 

7-5 

54 

20 

2X-26X-65 

-25  diam 

.  ^5  diam. 

2  X  -3  X  -7 

•3       „ 

•56  „ 

..     -324 

•049 

•197 

..     150 

205 

288 

..     13,500 

155,000 

173,000 

..     -084 

6-3 

1-75 

..     117 

203 

910 

..     2 

1 

1 

..     216 

294 

720 

..     432 

294 

720 

..     216 

147 

360 

..     3 

3 

3 

..     72 

49 

120 

6 

3-5 

4 

..     -45  X -8 

1-65  x-S 

1-6  X -5 

..     •5X-86 

1-7  X -55 

1-65  X -55 

..     -36 

*825 

•8 

..     144 

185 

240 

..     10,400 

9060 

28,800 

..     '058 

•022 

•072 

..     100 

200 

615 

1*28 


1-23 


215 


ot)  two-third 

8  nearly 

nearly 

closed 

closed 

closed 

...     10-6 

12 

10^5 

...      2-5 

2-06 

3-4 

■84 

•93 

•71 

•058 

•048 

•042 

•895 

•912 

•922 

...     73,600 

136,000 

368,000 

•90 

•93 

•910 

...     81,900 

146,000 

405,000 
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(I) 


Power  factor  and  current — continued. 
Volt  ampere  input  at  full  load       

»  »        per  phase     

Voltfl  per  phase        

Full  load  ampere  per  stator  winding 

Type  of  connection 

Full  load  line  amperes       

No  load  current  and  short  circuit — 
Periodicity  in  cycles  per  second,  N 
Number  of  stator  turns  per  phase,  T 
Approximate  internal  voltage  per  phase,  E 
Megalines  flux  per  pole,  MxlO-^  from 

E=4-2  T.N.M.  10-8        

Per  cent,  exposed  iroij  at  stator  surface 

„  „  „      rotor        „ 

Mean  for  stator  and  rotor,  k  „ 

Exposed  cross  section  of  iron  at  air-gap 

perpole=\«  tA: 

Spreading  coefficient  

Corrected  air-gap  cross  section  per  pole 

Average  gap  density  

Maximum  gap  density        

Ampere  turns  for  gap  per  pole 
Total  ampere  turns  per  pole 
Ampere  turns  per  pole  per  phase  . . . 
Maximum  current  at  no  load 

R.M.S.  current  at  no  load 

R.M.S.  in  per  cent,  of  full  load  current 

Current  corresponding  to  the  diameter  of 
the  circle,  5^i?5ifH!I?E.t         ... 

Ideal  short  circuit  current 

Secondary  current  at  full  load  (from  circle 

diagram  for  ratio  1  : 1  of  transformation) 

Number  of  stator  conductors 

Number  of  rotor  conductors 

Ratio  of  transformation      

Actual  secondary  current 

Losses — 
PR  loss  of  stator  : 

Current  in  stator  winding 

Resistance  of  stator  winding  per  phase 

PR  loss  of  stator  per  phase 

Total  PR  loss  of  stator       


AUmanna 

Svensks 
ElektriBkft 
iktiebolaffet 

Alioth. 

Alioth. 

A 

B 

C 

91,500 

160,000 

435,000 

30,600 

53,300 

145,000 

288 

4620 

2880 

106 

11-5 

50-5 

Y 

Y 

Y 

106 

11-5 

50-5 

50 

50 

25 

90 

756 

600 

280 

4550 

2820 

1-48 

2-86 

4-5 

80 

92 

86-5 

80 

92 

90-5 

80 

92 

88 

544 

965 

1860 

115 

M5 

1-15 

G25 

1110 

2140 

2370 

2580 

2100 

4030 

4380 

3570 

480 

436 

500 

540 

490 

560 

270 

245 

280 

•36 

4-56 

14 

25-5 

3-2 

9-8 

23-6% 

27-3% 

19% 

•058 

•048 

•042 

440 

66-7 

233 

465 

70 

243 

97-5 

10-5     , 

47-5 

540 

4536 

3600 

432 

294 

720 

1-25 

15-4 

5 

121 

162 

237 

106 

11-5 

50-5 

•084 

6-3 

1-75 

950 

835 

4450 

2850 

2505 

13,350 

424 


ALTERNATING   CURRENT  MOTORS 


Lostes — continued. 

(II)  PK  loss  of  rotor  : 

Current  in  rotor  winding 

Resistance  of  rotor  winding  per  phase     . . . 

PR  loss  of  rotor  per  phase 

Total  PR  loss  of  rotor        

Slip  of  rotor 

(III)  Iron  loss  of  stator : 
Minimum  cross-section  of  stator  teeth  per 

pole  

Average  density  at  these  points    

Maximum  density  at  these  points 

Depth  of  stator  iron  above  tooth 

Cross  section  of  stator  iron 

Density  of  stator  iron         

Periodicity  in  cycles  per  second,  N 
Density  in  stator  iron  in  kilolines,  D 
DN 

100 

Watts  stator  core  loss  per  kilogramme  (from 

fig.  384,  page  331)  

Weight  of  stator  punchings,  kilogrammes 
Core  loss  in  stator  iron       

(IV)  Iron  loss  of  rotor  : 

Cross  section  of  rotor  teeth  at  narrowest 
point  

Average  density  of  rotor  teeth  at  narrowest 
point         

Maximum  density  of  rotor  teeth  at  narrowest 
point         

Depth  of  rotor  iron  below  slots      

Cross  section  of  rotor  iron 

Density  in  rotor  iron  

Slip 

Weight  of  rotor  punchings 

Iron  Iqps  in  rotor     

(V)  Friction   loss   in    bearings   and    through 

windings   ... 


AllmMuia 

Svenska 

Elektrfaka 

AktleboUget 

Alloth. 
B 

AUofeh. 
C 

121 

162 

237 

•058 

-0219 

•072 

860 

575 

4050 

2850 

1625 

12,150 

3-4% 

1-2% 

31% 

214 

490 

800 

6900 

5840 

5620 

11,700 

9900 

9600 

5-0 

10-8 

5-3 

297 

776 

716 

5000 

3700 

6300 

50 

50 

25 

5 

3-7 

63 

2-6 

1-85 

1-58 

3-9 

2-8 

2-4 

410 

1750 

3570 

1600 

4900 

8600 

219 


6800 


448 


6400 


960 


4700 


11,550 

10,900 

8000 

3^85 

121 

5-6 

228 

870 

756 

6500 

3300 

5950 

3-4% 

1-2% 

31% 

270 

1340 

3400 

50 

35 

250 

1400 


1500 


2300 


Total  of  losses— 

Variable  losses  (I  and  II)    ... 
Constant  losses  (III,  IV  and  V) 

Total  losses 

Output  in  watts 

Input  in  watts 
Full  load  efficiency 


5400 

4130 

25,500 

3060 

6635 

11,160 

8450 

10,665 

36,650 

73,600 

136,000 

368,000 

82,060 

146,665 

404,650 

89-9 

92-8 

91 
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vwvDvn 
Blektrlaka 
kktlebolagot 

Alloth. 

Aliott 

A 

B 

C 

117 

203 

910 

100 

200 

616 

217 

403 

1525 

410 

1750 

3570 

270 

1340 

3400 

680 

3090 

6970 

897 

3493 

8495 

Weight  of  stator  copper,  kilogrammes 

„        rotor        „               „ 
Total  weight  of  copper 
Weight  of  stator  laminations 
Weight  of  rotor  laminations 
Total  weight  of  laminations 
Total  weight  of  active  material 
Weight  of  active  material  per  horse-power 
output,  kilogrammes       9  19  17 

It  appears  that  motor  B  is  very  conservatively  rated.    This. 

explains  also  that  the  size  of  the  motor  is  comparatively  large  for 

•  variaDle 

its  output,  and  that  the  ratio  of  losses  is  so  small    In 

constant 

fact,  it  is  stated  this  motor  has  been  frequently  used  for  outputs 

20  per  cent,  higher  than  its  rated  output. 

It  must  be  understood  that  in  the  calculations  in  the  preceding 

tables,  no  reference  is  made  to  the  actual  performance  of  the 

motors  as  tested.    This  omission  was  intentional,  and  was  made 

in  order  to  allow  all  the  calculations  to  be  made  on  a  uniform 

basis.    But  in  justice  to  the  manufacturer,  and  as  at  the  same 

time  showing  the  accuracy  which  is  possible  by  the  methods  of 

calculation  as  set  forth  in  the  tabulated  form,  actual  test  results 

on  the  motors  will  now  be  given. 

MOTOB  A. 

The  no  load  current,  as  observed  was  23  amperes,  at  a  cos.  0  = 
019.  This  is  slightly  lower  than  the  calculated  value  25-5  amperes, 
and  this  discrepancy  may  be  due  to  small  variations  in  the  air  gap. 
If  we  assume  the  reading  of  the  small  power  factor  019  to  have 
been  correct,  we  obtain  losses  at  no  load  =  3x  288x23x019  = 
3700. 

The  losses  from  bearing  and  windage  friction  are  given  as  1'9 
horse-power  =  1400  watts.  This  has  been  given  in  the  tables.  The 
stator  iron  losses  must  therefore  be  equal  to  3700— friction  losses 
-PE  losses  at  no  load  =  3700 -1400 -140  =  2160  watts. 

The  calculated  value  was  1600  watts. 

The  short  circuit  current  is  given  as  438  amperes  at  a  power 
factor  of  0-383. 
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The  calculated  ideal  short  circuit  value  was  465,  which  agrees 
very  well  with  the  test  result. 

If,  again,  we  take  the  power  factor  0-383  to  be  correct,  we  find 
losses  at  standstill  amounting  to  3  x  288  x  438  x  0*383  =  145  Kws. 

The  calculated  value  would  be — 

PR  l088  in  Btator  48,000 

PR  loss  in  rotor  47,000 

Iron  loss  in  stator  1,600 

Iron  loss  in  rotor  1,300 


97,900  watts. 

This  discrepancy  may  have  its  cause  partly  in  the  copper 
becoming  very  hot  during  this  short  circuit  test,  and  thereby 


Fig.  467.— Circle  Diagram  of  12  Pole,  60  Cycle,  500  Volt,  600  r.p.m.,  100  H.P. 
Three- Phase  Motor  (Allmanna  Svenska). 

increasing  in  resistance,  and  partly  in  the  unavoidable  inaccuracy 
in  the  readings  of  such  small  power  factors. 

The  ideal  calculated  circle  diagram  and  the  observed  circle  are 
shown  in  Fig.  467. 

MOTOB  B. 

Very  elaborate  tests  are  available  for  the  combined  performance 
of  motor  B,  directly  coupled  to  a  140  Kw.  direct  current  generator. 
But  as  it  would  lead  too  far  to  analyse  these  tests,  the  necessary 
results  are  alone  quoted. 

Fig.  468  shows  the  circle  diagram  as  calculated  in  the  tabulated 
form.  The  small  circles  and  the  crosses  refer  to  analogous  tests 
made  on  two  motors  built  to  exactly  the  same  models  and  designs. 
It  is  seen  that  the  results  of  one  of  these  tests  agree  closely  with 
the  calculated  diagram.  The  deviation  in  the  other  case  is  no 
greater  than  might  readily  be  due  to  variations  in  the  radial 
depth  of  the  air  gap. 
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Electric  Motor s.'\ 


Figs.  469  and  470.--Zani'8  220  H.P.,  6000  Voi:  \ 


[Plate  25. 


;tion  Motor,  by  Dick,  Kerr  &  Co.  (see  page  427). 
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Motor  C. 

The  observed  no  load  current  was  9*3  amperes,  and  the  calcu- 
lated value  9'8  amperes.  The  losses  at  no  load  amounted  to 
10,400  watts,  which  compare  very  well  with  the  calculated  value 
of  8600+2300+490  =  11,390  watts. 

The  short  circuit  current  at  976  volts,  25  cycles,  was  foimd  to 
be  50  amperes. 

The  corresponding  calculated  value 

243  ^=47-5  amperes. 


X  \OI)stn¥iBd/pctnts  cn/t^vo  Motors, 
oj  hvuU/oufUr  thj&  scumtf  dUsigw. 


<Sia9.Ki 


Fia.  468.— Circle  Diagram  of  14  Pole,  50  Cycle,  8000  Volt,  43C  r.p.m., 
185  n.P.  Three-Phase  Motor  (AUoth,  Basel). 


§  10.  Data  of  Messrs  Dick,  Kerr  &  Oo.'s  Motors.— 
Mr  A.  P.  Zani  has,  with  the  permission  of  Messrs  Dick,  Kerr  & 
Company,  very  kindly  furnished  the  writer  with  full  particulars  of 
two  three-phase  induction  motors  which  he  has  designed  for  that 
firm.  The  designs  are  set  forth  in  columns  A  and  B  of  the 
following  specification.  Both  motors  are  for  a  periodicity  of  50 
cycles  per  second.  The  motor  described  in  column  A  has  6  poles, 
and  is  of  a  rated  capacity  of  5  horse-power  at  400  volts.  The  no- 
load  speed  is  1000  r.p.m.  A  12-pole,  220  horse-power,  5000  volt 
design  is  given  in  column  B.  The  no-load  speed  is  500  r.p.m. 
Drawings  and  photographs  of  these  two  motors  are  given  in  Figa 
469  to  475,  Plate  25,  and  in  Fig.  476,  Plate  23,  is  given  a  photo- 
graph of  the  5  horse-power  motor.  Calculated  curves  of  perform- 
ance are  given  in  Figs.  477  to  480,  pages  431  and  432. 
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Fig.  471.— Section  through  Zani  Motor,  220 


[Plate  26. 
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»000  Volte,  by  Dick,  Kerr  &  Co.  (see  pag^  427). 
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Rated  horse-power 

Number  of  poleg 

Periodicity  in  cycles  per  sec. 
Synchronous  speed  in  R.P.M. 
Voltage  between  terminals 
Connection  of  stator  winding 
Voltage  per  phase 


Stator  lamination — 
External  diameter  of  stator  punchings... 
Internal  diameter  of  stator  punchings ... 


Zani. 
5 
6 

50 

1000 

400 

A 

400 


39-4 
25-4 


Zuil. 

220 

12 

50 

500 

5000 

Y 

2880 


SH.fi  INDUCTION  MOTOR 


HOTOH  St^SLOTS 


(£999.  K) 


STATOn    99  SLOTS 

Fig.  475.— Stator  and  Rotor  Slots,  5  H.P.  Motor,  by  Dick,  Kerr  &  Ca 


Qross  length  between  flanges,  Xg  

Number  of  ventilating  ducts     

Width  of  each  duct         

Net  length  of  laminations  between  flanges,  \n 

Polar  pitch  at  air  gap,  r  

Number  of  stator  slots 

Number  of  stator  slots  per  pole 

Number  of  stator  slots  per  phase  

Depth  of  stator  slot         

Width  of  stator  slot        

Width  of  stator  slot  opening      

Stator  tooth  pitch  (at  air  gap) 

Stator  tooth  pitch  (at  ends  of  the  slots) 


12-7 


30-5 


•  •• 

1-3 

11-4 

23-9 

13-3 

28-5 

36 

108 

6 

9 

2 

3 

3-18 

3-97 

1-52 

21-6 

•25 

•4 

2-21 

3-16 

2-77 

3-4 

U  P0L£,50  CYCLE^SOOO  VOLT.SOO  ttPtH,  MOM.^ 
ZAMi  THRKC^MASK  morom,  (DicicJCarr  A  C^) 

f 

4fJ 

y 

/ 

Is" 

/ 

d 

r 

/ 

/ 

%\  90 

/ 

1  f 

/ 

aoo^  3s 

^ 

i«a 

Ui 

n/j 

^ 

M 

^ 

■i 

7 

^ 

■" 

■■ 

■■ 

400^  20 

fc« 

/ 

11 

^ 

-J' 

JOOS    fS 

^ 

r 

1* 

^ 

r 

r 

2C0  C    to 

y\ 

r 

^ 

> 

too          5 

-^ 

0              0 

O         'H>      60       IM)       teo     200     240     290     920      J90      f«0 

Fig.  477.— Speed,  Cvrrent,  and  Horse-Power  of  220  H.P. 
Three-Phase  Motor. 


ZAM  12  POM.£,SO  CYCL£,B0OO  V0Lr,5O0  ff.KM,  2Q0 M.P. 
THRKE-PHAS£  MOTOR.  0icio,Kerr  A  C^) 


"Wbtts. 

32000 

> 

94fCOO 

_j 

/ 

/ 

2H>00 

I 

/ 

— 

% 
tOOJiOOOO 

/ 

1^^ 

_p 

i 

^ 

^ 

^ 

|£2 

^ 

^ 

f 

- 

60  teooo 

■^ 

^ 

5 

■m 

3t! 

to 

^ 

^ 

i< 

- 

€4^ 

^■« 

^ 

^ 

^ 

— 

€0  12000 

1 

f_ 

/ 

3 

4C    BOOO 

~" 

* 

t 

r 

r 

^ 

^ 

20    9000 

v^ 

V            0 

_ 









0       s 


fO        15        20       25        30        35        'W        W        50 

Current  Input/  in/  Amperes. 
Fig.  478.— Characteriatics  of  220  H.P.  Three-Phase  Motor. 
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Fig.  480.— Characteristics  of  5  H.P.  Motor,  Dick,  Kerr  &  Ca 
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Statar  lanUnation — continued 
Minimum  width  of  stator  tooth 
Maximum  width  of  stator  tooth 
Weight  of  stator  punchingB       

BotoT  lamination — 

Radial  depth  of  air-gap  (a)       

External  diameter  of  rotor  punchings  ... 
Internal  diameter  of  rotor  punchings  ... 
Qross  length  between  flanges,  Xg 

Number  of  ventilating  ducts      

Width  of  each  duct         

Net  length  of  lamination  between  flanges,  a« 

Number  of  rotor  slots 

Number  of  rotor  slots  per  pole 

Number  of  rotor  slots  per  pole  per  phase 

Depth  of  rotor  slot  

Width  of  rotor  slot         ...        

Width  of  rotor  slot  opening       

Rotor  tooth  pitch  (at  air-gap) 

Rotor  tooth  pitch  (at  bottom  of  the  slots) 

Minimum  width  of  rotor  tooth 

Maximum  width  of  rotor  tooth 

Weight  of  rotor  punchings         

Staler  winding — 
Number  of  stator  conductors  per  slot    ... 


Number  of  stator  slots 

Number  of  stator  conductors     

Number  of  stator  turns 

Number  of  stator  turns  per  phase 
Number  of  stator  turns  per  pole  per  phase 
Di mensions  of  conductors  (bare) 

Cross  section  of  conductor  

Mean  length  of  one  turn  

Total  length  of  stator  turns  per  phase  ... 

Resistance  per  phase  at  60"*  C 

Weight  of  total  stator  copper     

Botor  windings — 
Number  of  rotor  conductors  per  slot    . . . 

Number  of  rotor  slots     

Number  of  rotor  conductors      

Number  of  rotor  turns 

Number  of  phases  in  rotor  winding 
Number  of  rotor  turns  per  phase 


Zani. 


Zftni. 


0-69 

10 

1-25 

1-24 

49 

1220 

•076 

•16 

25-25 

108-68 

17-8 

86-5 

127 

30-5 

... 

3 

... 

13 

11-4 

23-9 

54 

144 

9 

12 

3 

4 

1-65 

3-94 

•81 

118 

•16 

•16 

1-47 

2-37 

1-28 

219 

0-47 

101 

0-66 

119 

17 

516 

66 

33 

each  consist- 

ing of  two 

components 

36 

108 

2376 

3564 

1188 

1782 

396 

594 

66 

49-5 

•145 

Two  2-34 

diam. 

•0165 

•086 

75 

159 

29,700 

94,000 

3-6 

2-2 

13 

216 

2 

2 

54 

144 

108 

288 

54 

144 

3 

3 

18 

48 

2b 
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Rotor  windings — continaed. 
Number  of  rotor  turns  per  pole  per  phase 
Dimensions  of  single  conductors  (bare) 
Dimensions  of  insulated  conductor 

Cross  section  of  conductor  

Mean  length  of  one  turn  

Length  of  rotor  turns  per  phase 

Resistance  per  phase  at  60**  C 

Weight  of  rotor  copper 


Zani. 

Zani. 

3 

4 

... 

rex -9 

1-66X-96 

^5 

1-43 

70 

150 

1260 

7200 

•01 

•01 

8-4 

273 

Pou>er  factor  and  current — 

Net  length  of  laminations  ^Xw 
Pole"Pitch  T 

Type  of  slot  (average  of  stator  and  rotor) 

C  in  Behrend's  formula  (from  page  388) 

AxH=  

(y=         (from  page  420) 

Leakage  factor  (<r=CC'-j         

Maximum  power  factor  =  - — -—  

*^  1x2  ff 

Watts  output  at  full  load  

Full  load  efficiency         

Watts  input  at  full  load 

Volt  amperes  input  at  full  load  

Volt  amperes  input  per  phase 

Volts  per  phase 

Full  load  ampere  per  stator  winding 

Type  of  connection  

Full  load  line  amperes 

No  load  current  and  short  circuit  current — 

Periodicity,  cycles  per  second,  N  

Number  of  stator  turns  per  phase,  T    

Approximate  internal  voltage  per  phase,  E     ... 
Megalines  flux  per  pole  from  E=4-2TNM  10 -« 
Per  cent,  exposed  iron  at  stator  surface 
Per  cent,  exposed  iron  at  rotor  surface 

Mean  for  stator  and  rotor  (k)     

Exposed  cross  section  of  iron  at  air-gap  per 

pole  =  Xn  T  h 

Spreading  coefficient       

Corrected  air-gap  cross  section  per  pole 

Average  gap  density       

Maximum  gap  density 

Ampere  turns  for  gap  per  pole 

Total  ampere  turns  per  pole      

Ampere  turns  per  pole  per  phase         


•84 


nearly 

nearly 

closed 

doeed 

13-6 

13-5 

•67 

1-68 

1-6 

1-0 

•125 

•80 


•076 
•65 


3730 

164,000 

836 

93-5 

4460 

175,000 

6670 

203,000 

1860 

67,700 

400 

2880 

4-65 

23-5 

A 

Y 

8-0 

23-5 

50 

50 

396 

594 

380 

2800 

•456 

2-24 

89 

87 

•89 

■88 

•89 

87-5 

135 

595 

115 

115 

165 

685 

2940 

3280 

5000 

5600 

304 

720 

340 

810 

170 

405 

2-68 

8-2 

1-82 

5-8 

41 

246 

•126 

•076 

14-5 

76-6 

16-3 

82-3 

3-9 

21-6 

2376 

3564 

108 

288 

21-9 

12-3 

86-6 

265 
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ZABi. 

No  load  current  and  short  circuit  cwrent — continaed. 

Maximum  eurrent  at  no  load     

RM.S.  current  at  no  load  

R.M.S.  current  at  no  load  in  per  cent,  of  full 

load  current      

<r»      

Current  corresponding  to  the  diameter  of  the 

^^l^^nojoadcuront         

<r 

Ideal  short  circuit  current        

Secondary  current  at  full  load    (from  circle 

diagram  for  ratio  1 : 1  of  transformation)    ... 

Number  of  stator  conductors 

Number  of  rotor  conductors     

Ratio  of  transformation  

Actual  secondary  current  

Losses — 

(I)  PR  loss  of  stator : 

Current  in  stator  winding         

Resistance  of  stator  winding  per  phase 

PR  loss  of  stator  per  phase       

Total  PR  loss  of  stator 

(II)  PR  loss  of  rotor  : 

Current  in  rotor  winding  

Resistance  of  rotor  winding  per  phase 

PR  loss  of  rotor  per  phase         

Total  PR  loss  of  rotor 

Slip  of  rotor        

(III)  Iron  loss  of  stator : 
Minimum  cross  section  of  stator  teeth  per  pole 

Average  density  at  these  points  

Maximum  density  at  these  points       

Depth  of  stator  iron  above  teeth         

Cross  section  of  stator  iron       

Density  of  stator  iron 

Periodicity  in  cycles  per  second,  N     

Density  of  stator  iron  in  kilolines,  D 

DN 

100       

Watts  stator  core  loss  per  kilogramme 

Weight  of  stator  punchings,  kilogrammes 
Core  loss  in  stator  iron 

(IV)  Iron  loss  of  rotor : 
Cross  section  o&  rotor  teeth  at  narrowest  point 
Average  density  of  rotor  teeth  at  narrowest  point 

Maximum  density  of  rotor  teeth  

Depth  of  rotor  iron  below  slot 

Cross  section  of  rotor  iron  


4-65 

23-5 

36 

22 

78 

1210 

234 

3630 

85-5 

265 

•01 

•01 

73 

700 

220 

2100 

6-6% 

1-3% 

47 

215 

9700 

10,400 

16,500 

17,700 

382 

14 

87 

670 

5250 

3350 

50 

50 

5-25 

3-a5 

2^62 

1-67 

4 

2-5 

49 

1220 

200 

3050 

48 

288 

9500 

7800 

16,200 

13,200 

2-07 

7 

47-5 

335 

436 
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Lo88e» — continued. 

Density  in  rotor  iron      

Slip  

Weight  of  rotor  punchingB        , 

Iron  loss  in  rotor , 

Friction  loss  in  bearings  and  through  windage 


ZanL 


ZaBi. 


Variable  losses  (I  and  II) 
Constant  losses  (III,  IV  and  V) 

Total  losses  

Output  in  watts 

Input  in  watts     

Full  load  efficiency         

Weight— 
Weight  of  stator  copper  (kilogrammes) 
Weight  of  rotor  copper  „ 

Total  weight  of  copper 

Weight  of  stator  laminations     ... 
Weight  of  rotor  laminations 
Total  weight  of  laminations 
Total  weight  of  active  material 
Weight  of  active  material  per  horse-power  out- 
put (kilogramme) 


5-6% 

1-3% 

17 

515 

10 

40 

100 

2000 

454 

5730 

310 

5090 

764 

10,820 

3730 

164,000 

4494 

174,820 

83-3% 

93-8% » 

13 

216 

8-4 

273 

21-4 

489 

49 

1220 

17 

515 

66 

1735 

87-4 

2224 

17-3 
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In  a  recent  contribution  ^  to  the  Proceedings  of  the  Institu- 
tion of  Electrical  Engineers,  Dr  Behn-Eschenburg  proposed  a  very- 
interesting  formula  for  the  estimation  of  o-. 
It  reads  as  follow : 

in  which 

N  =  average  number  of  slots  per  pole  for  stator  and  rotor. 

X  =  Average  width  of  slot  opening,  and  o-,  r  and  X  have  the  same 

significance  as  in  all  preceding  chapters  (see  Index). 

This  formula  is  more  especially  valuable  because  it  shows  the 
subdivision  of  the  total  dispersion  in  three  components,  namely : 

1st.  The  dispersion  due  to  the  end  connections. 

2nd.  The  dispersion  associated  with  the  active  length  of  the 
winding,  t.e.  the  embedded  portion. 

3rd.  The  "  zig-zag  "  dispersion  over  the  heads  of  the  teeth. 

^  The  efficiency  assumed  at  first  was  therefore  not  quite  correct,  but  the 
small  differences  (0*3  per  cent.)  do  not  justify  repeating  the  calculation. 

>  "  On  the  magnetic  dispersion  in  induction  motors,  and  its  influence  on 
the  design  of  these  machines."  By  Dr  Hans  Behn-EBchenbui^,  of  the  Oerlikon 
Machine  Works. 
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It  is  very  important  for  a  designer  to  obtain  a  clear  apprecia- 
tion of  the  relative  magnitudes  of  these  three  components  and 
the  influence  upon  them  of  the  general  dimensions  and  the  type  of 
design. 

The  writer  has  tested  Dr  Behn-Eschenburg's  formula,  and  finds 
it  to  give  fairly  good  resulta  By  means  of  the  large  amount  of 
reliable  data  contained  in  Dr  Behn-Eschenburg's  paper,  the  writer 
has  also  tested  his  own  method  based  on  Behrend's  formula  when 
thrown  into  the  form 

where  C  and  C  are  obtained  respectively  from  the  curves  of  Figs. 
431  and  466.  This  method  leads  to  still  closer  results.  Table 
LXV.,  page  452,  sets  forth  the  results  on  the  motors  for  which  Dr 
Behn-Eschenburg's  paper  contained  data,  together  with  the  result 
on  a  number  of  other  motors  for  which  the  writer  has  reliable 
experimental  data.  The  only  cases  excluded  are  those  for  which 
the  value  of  A  x  H  is  less  than  075,  as  good  commercial  motors 
ought  not  to  have  so  low  a  value  for  this  product,  for  the  curve  for 
C  rises  sharply  from  this  point  (page  420).  From  Fig.  43 1 ,  page  387, 
we  see  the  futility  of  designing  with  high  values  for  the  pole  pitch  r, 
since  this  leads  to  high  magnetic  dispersion  in  the  end  connections. 
Fig.  466,  page  420,  shows  that  it  is  futile  to  employ  an  excessively 
small  radial  depth  (A)  of  the  air  gap,  unless  a  large  number  of 
slots  per  pole  are  used,  for  this  will  lead  to  a  high  "  zig-ziag  "  dis- 
persion over  the  heads  of  the  stator  and  rotor  t^eth. 

Thus  the  general  idea  that  a  large  polar  pitch  (t)  and  a  short 
air-gap  (A)  contribute  very  greatly  to  a  high  maximum  power 
factor,  is  shown  to  be  far  from  generally  true,    r  may  safely  be 

chosen  large  only  when  the  ratio  —   is  not  thereby  too  greatly 

T 

decreased.  A  small  radial  depth  of  air-gap  will  only  be  of 
advantage  in  cases  where  the  number  of  slots  per  pole  is  so  great 
as  to  give  a  reasonably  high  value  for  A  X  H.  With  the  increasing 
use  of  low  periodicities  it  will  be  much  more  practicable  to  obtain 
the  advantages  associated  with  high  values  of  AxH,  and  these 
will  be  the  lines  on  which  designers  will  henceforth  proceed  in 
designing  for  high  power  factors. 

For  squirrel  cage  motors  a  third  factor  C"  is  introduced,  and 

Behrend's  formula  assumes  the  form  <r==C  C  C"  -  • 

T 

A  good  average  value  for  C"  will  be  found  to  be  0*75. 


CHAPTEE  XVII 

COMMUTATOBS  IN  ALTERNATING  CURRENT  MACHINERY 

§  1.  Development. — Various  types  of  series-wound,  single- 
phase  commutator  motors  are  now  in  process  of  development, 
and  it  may  be  expected  that  by  the  end  of  another  six  months 
they  will  have  come  into  limited  commercial  use.  At  present 
considerable  secrecy  is  necessarily  observed  with  regard  to  the 
details  of  their  construction,  and  no  approach  to  standardisation 
has  yet  been  arrived  at  by  any  of  the  firms  engaged  in  their 
development.  Such  motors  are  at  present  being  advocated 
chiefly  for  railway  work.  For  stationary  work,  the  high  fre- 
quencies at  present  customary  in  power  distribution  under- 
takings will  be  an  obstacle  to  their  general  introduction, 
although  in  small  capacities  they  are  practicable  at  moderately 
high  periodicities. 

§  2.  Bibliography  of  Alternating  Current  Oommutat- 
ing  Machinery. — The  following  bibliography  relates  not  only 
to  single-phase  commutator  motors,  but  to  the  subject  of  the 
employment  of  commutators  in  alternating  current  machinery 
in  general,  the  two  subjects  being  practically  inseparable. 
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ENGLISH  AND  METRIC  EQUIVALENTS. 


lincb 

=  2*54      centimetres. 

1  cm. 

=     -3937  inch. 

1  foot 

=     *a048  metre. 

1  metre 

=  3-2808  feet. 

1  mile 

==  1-6093  kilometres. 

1  km. 

=     -6214  mile. 

1  sq.  in. 

=  6*4515  sq.  cm. 

i  sq.  cm. 

=     -1560  sq.  in. 

Isq.  ft 

=     -0929  stj.  m. 

1  sq.  m. 

=  10-7641  sq.ft. 

1  cu.  in. 

=  16-387    cu.  cm. 

1  cu.  cm. 

=     -0610  cu.  in. 

1  cu.  ft. 

=      0283  cu.  m. 

1  cu.  m. 

=35-3166  cu,  ft 

V¥. 

=     -5-0. 

rc. 

=  1-8' F. 

1  English  H.P 

.=     -746    Kw. 

IKw. 

=  1-3404  English  H.P. 

1  Metric  H.P. 

=     -736    Kw. 

iKw. 

=  1-369    Metric  ILP. 

lib. 

»     '4536  kilogramme. 

1  Kgm. 

»  2-205  lbs. 

1000  amperes 

100  amps,  per 

per  sq.  in. 

=  155  amps,  per  sq.  cm. 

sq.  cm. 

=  645  amps,  per  sq.  in. 
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TABLE  OF  THE  PROPERTIES  OF  COPPER  WIRES  FOR  THE 
PRINCIPAL  GAUGES  IN  USE  IN  DIFFERENT  COUNTRIES. 


DIAMETEKS  AND  AREAS. 


Gauge 
Name. 

Gauffe 
No. 

Diameter. 

Cross  Section. 

Gauge 
Name. 

Gauge 
No. 

1 

1 

1 

Bare. 

S.C.C. 

D.C.C. 

T.C.C. 

Sq.  Cms. 

Sq.  Ins. 

Milli- 
metres. 

Inches. 

Mini- 
metres 

Ins. 

MilU- 
metres 

Ins. 

Miin- 

melros 

Ins. 

S.W.G. 

7/0 

12-70 

•600 

... 

13*20 

'520 

1-265 

•196 

S.W.G. 

7/0       1 

... 

12 

*478     j    ... 

... 

12-5 

'492 

1-186 

'176 

... 

S.W.G. 
B.<fcS. 
B.W.G. 

6/0 
0000 

11-80 
11-64 
11-50 

•464 
•460 
•464 

... 

- 

12-80 
12*20 
18*00 

-484 
•480 
•474 

l-OOO 
1070 
1-046 

•169 
•166 
•162 

S.W.G. 
B.A8. 
B.W.G. 

6/0 
0000 
0000 

S.W.G. 

6/0 

11 

•432     !     ... 

... 

... 

11*40 

•462 

-960 

147 

S.W.G. 

6/0 

B.W.G. 
B.  <fcS. 
S.W.G. 

000 
000 
4/0 

10-80 
10*40 
1015 

•425 
•410 
400 

... 

11*30 
11*00 
1066 

•446 
•480 
•420 

•916 
•860 
-814 

•142 
•182 
•126 

B.W.G. 
B.&8. 
S.W.G. 

000 
000 
4/0 

... 

10 

-304 

... 

... 

... 

W46 

-410 

•787 

•122 

B.W.G. 
S.W.G. 
B.&S. 

00 

000 

00 

0-65 
9-44 
0-26 

-880 
•872 
866 

... 

;;; 

10-20 
9-90 
9-76 

•400 
-392 
-386 

•780 
•706 
-680 

•118 
•109 
•105 

B.W.G. 
S.W.G. 
B.^kS. 

00 
000 
00 

... 

... 

0 

'864 

... 

9*46 

-872 

-688 

•0986 

... 

i 

S.W.G. 
B.W.G. 
B.ftS. 
S.W.G. 

00 
0 
0 
0 

8-84 
8-64 
8-80 
8-28 

•848 
•840 
•826 
•824 

••• 

••• 

V.' 

9-30 
9-10 
8-70 
8-67 

-866 
-868 
•848 
•842 

•614 
•686 
•684 
•681 

•0051 
•0908 
•0829 
'0624 

8.W.G. 
B.W.G. 
B.&S. 
8.W.G. 

00 
0 
0 
0 

... 

... 

8 

-816 

... 

... 

8*26 

-333 

•603 

•0780 

... 

S.W.G. 
B.W.G. 
B.dkS. 
B.W.G. 

1 
1 
1 

2 

7-62 
7-62 
7-86 
7-20 

-800 
•800 
•288 
*2S4 

7-70 
7-66 

•808 
•296 

8'05 
8^06 
7^80 
766 

•818 
•818 
•807 
•302 

•466 

•456 

•424 

.   -408 

•0707 
•0707 
•0667 
•0688 

8.W.G. 
B.W.G. 
B.&^, 
B.W.G. 

1 
1 
1 

2 

S.W.G. 

2 

7 

-276 

...        7-36 

•290 

7-46 

•294 

•386 

•0698 

S.W.G. 

2 

B.W.G. 
B.dkS. 
S.W.G. 
B.W.G. 

3 
2 
8 

4 

6-60 
6-66 
6-40 
6-U6 

•269 
-268 
•262 
•288 

...     1    6-96 

6-90 

...        6-76 

...    1    6-40 

•273 
-272 
•266 
•262 

700 
700 
6-86 
6-60 

•277 
•276 
-270 
•266 

•340 
•836 
•320 

•288 

•0627 
•0621 
•0499 
•0445 

B.W.G. 
B.  AS. 
S.W.G. 
B.W.G. 

8 
2 
8 

4 

... 

6 

-286     '     ... 

...     1    6-86 

•260 

6-46 

•264 

•283 

•0489 

S.W.G. 
B.AS. 
B.W.G. 
S.W.G. 
B.^kS. 
B.W.G. 

4 
S 
6 

6 

4 
6 

5-90 
6-80 
500 
6*40 
6*20 
6-15 

•232 
-229 
-220 
•212 
•204 
-203 

6-25 
616 

...        6-96 
5'66 
6-60 

...    1    6-46 

•240 
•248 
-234 
•224 
•216 
-216 

6-30 
6^25 
6-00 
5-80 
6*55 
6^60 

•260 
•247 
•238 
•280 
•220 
•219 

•274 

•266 

•246 

•228 

•2116 

•209 

•0428 
•0413 
•0880 
•0858 
•0828 
•0824 

S.W.G. 
B.  dkS. 
B.W.G. 
S.W.G. 
B.&8. 
B.W.G. 

4 

8 
6 
5 
4 

6 

... 

5 

-197      1     ... 

... 

6-81 

•209 

686 

•213 

-197 

•0805 

... 

8.W.G. 
B.^kS. 
B.W.G. 
8.W.G. 
B.W.G. 
B.^kS. 
S.W.G. 

0 
6 
7 
7 
8 
6 
8 

4*00 
4-63 
4-58 
4*47 
4-20 
4  10 
4*07 

-192 
•182 
•180 
•176 
•166 
•162 
-160 

:;*. 

5-16 
4-90 
4-86 
4*76 
4-60 
4*40 
4-85 

•204 
•194 
•192 
•188 
•177 
•174 
•172 

6-25 
5*00 
4-95 
4-86 
4-60 
4-50 
4-46 

-208 
-198 
•196 
-192 
-181 
•178 
-176 

•187 

•1676 

•164 

-167 

•188 

•138 

-1296 

•0290 
•0260 
-0264 
•0248 
-0214 
-0206 
•0201 

S.W.G. 
B.  &8. 
B.W.G 
S.W.G. 
B.W.G. 
B.&S. 
S.W.G, 

6 
6 
7 
7 
8 
6 
8 

4 

-167 

... 

4-82     170    1    4-40 

-174 

•126 

-0190 

... 
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DIAMETERS   AND   KSiEkB— continued. 


Diameter. 

Gross  Section. 

Gauge 
Name. 

Gauge 
No. 

Bare. 

S.C.C. 

D.C.C. 

T.C.C. 

Gauge 
Name. 

Gauge 
No. 

Sq.  Cms. 

Sq.  Ins. 

MilU- 
metms. 

Inches. 

Milli- 
metres 

Ins. 

Milli- 
metrei 

Ins. 

Hilll- 
mebw 

.    '"•• 

B.W.O. 

9 

3-76 

•148 

4^06 

•160 

416 

•164 

•Ill 

•0172 

B.W.G. 

9 

B.<ftS. 

7 

3-65 

-144 

... 

3^96 

•166 

4^06 

•160 

•106 

•0168 

B.  AS. 

7 

S.W.O. 

9 

3-65 

•144 

... 

... 

3-96 

•166 

4^06 

•160 

•106 

•0163 

8.W.G. 

9 

B.W.O. 

10 

3-40 

•134 

... 

3^70 

•146 

8-80 

•160 

•0910 

•0141 

B.W.G. 

10 

B.&8. 

8 

3*26 

•128 

... 

3^66 

•140 

8-66 

•144 

•0688 

•0129 

B.AS. 

8 

S.W.O. 

10 

3-25 

•128 

... 

... 

8^66 

•140 

866 

•144 

•0883 

•0129 

S.W.G, 

10 

B.W.G. 

11 

8-06 

•120 

385 

•182 

8-46 

•136 

•0780 

•0118 

B.W.G. 

11 

8 

•118 

... 

... 

328 

•129 

8-40 

-186 

•0710 

•0110 

... 

... 

S.W.O. 

11 

2-96 

•116 

8^26 

•128 

8^86 

•132 

•0686 

•0106 

8.W.G. 

11 

B.  &  S. 

9 

2-90 

•114 

... 

... 

3-80 

•126 

8-26 

•130 

•0663 

•0108 

B.AS. 

9 

B.W.G. 

12 

2-77 

•109 

300 

•119 

3-16 

•124 

•0601 

•00088 

B.W.G. 

12 

8.VV.0. 

12 

2*66 

•104 

2-90 

•114 

3-00 

•119 

•0646 

•00840 

S.W.O. 

12 

B.&S. 

10 

2-60 

•102 

2-76 

•108 

2-86 

•112 

2-96 

•116 

•0618 

•0U816 

B.AS. 

10 

B.W.G. 

13 

2-41 

•0980 

2-66 

•101 

2-66 

■106 

2^76 

•109 

•0462 

•00709 

B.W.G. 

13 

S.W.O. 

18 

2-34 

•0920 

2-50 

-098 

2-60 

•102 

2-70 

•106 

•0429 

•00665 

S.W.G. 

13 

B.&S. 

11 

2*30 

•0007 

2-46 

•097 

2-65 

•101 

2-66 

•106 

•0418 

•00647 

B.AS. 

11 

B.W.G. 

14 

2-11 

•0836 

2-26 

•089 

2-36 

•008 

246 

•097 

•0349 

•00541 

RW.O. 

14 

B.&8. 

12 

206 

•0808 

2-20 

•087 

2-80 

•091 

2-40 

•096 

•0880 

•00618 

B.  AS. 

12 

S.W.G. 

14 

203 

•0800 

2^20 

•086 

2-30 

•091 

288 

•094 

•0824 

•00608 

S.W.G. 

14 

...      1      ... 

2 

•0788 

2-16 

•086 

2^26 

•089 

2-86 

•092 

•0314 

•00490 

... 

B.W.G. 

16 

1-88 

•0720 

2-00 

•078 

2^10 

•082 

2-20 

•088 

•0264 

•00407 

B.W.O. 

16 

S.W.G. 

15 

1-88 

-0720 

2-00 

•078 

2^10 

062 

2^20 

•066 

•0264 

•00407 

S.W.G. 

16 

B.  *8. 

IS 

1-83 

•0720 

2-00 

•078 

2^10 

•082 

2^20 

•086 

•0264 

•00407 

B.AS. 

18 

B.W.G. 

16 

1-66 

•0660 

1-80 

•071 

1^90 

•076 

2-00 

•079 

•0214 

•00882 

B.W.G. 

16 

B.ftS. 

14 

1-63 

•0641 

1-80 

•071 

1^90 

•076 

1^98 

•078 

•0208 

•00328 

B.AS. 

14 

S.W.G. 

16 

1-63 

•0641 

1-80 

•070 

1-90 

•076 

1^98 

•078 

•0208 

•00828 

8.W.O. 

16 

B.W.G. 

17 

1-47 

-0680 

TOO 

•068 

1^70 

•068 

1-80 

•072 

•0170 

•00264 

B.W.G. 

17 

B.  <fcS. 

16 

1-46 

•0671 

1^60 

•063 

1^70 

•068 

1-78 

•071 

•0166 

•00266 

B.AS. 

M 

8.W.G. 

17 

1-42 

•0660 

1-66 

•061 

1^66 

•066 

1-76 

•070 

•01685 

•00246 

S.W.G. 

17 

B.<tS. 

16 

1-29 

•0608 

1-40 

•065 

1-60 

•069 

160 

•063 

•0181 

•00208 

B.  A  S. 

16 

B.W.G. 

18 

1-246 

•0490 

1-36 

•064 

1-46 

•067 

1^66 

•061 

•0122 

•00189 

B.W.G. 

18 

S.W.G. 

18 

1-22 

•0480 

1-846 

•063 

142 

•066 

1-62 

•060 

•0117 

•00181 

S.W.O. 

18 

B.dkS. 

17 

116 

-0463 

1^243 

•049 

1846 

•063 

1-48 

•067 

•0104 

•00161 

B.  AS. 

17 

B.W.G. 

19 

1-066 

•0420 

1-192 

•047 

1-270 

•060 

1-37 

•064 

•00898 

•00189 

RW.O. 

19 

B.  &S. 

18 

1-023 

•0403 

1-118 

•044 

1-220 

•048 

132 

•052 

•00128 

B.AS. 

18 

S.W.G. 

19 

1-017 

•0400 

1^142 

•046 

1-220 

•048 

1-32 

•062 

•00814 

•00126 

S.W.G. 

19 

1-0 

•0393 

1122 

•044 

1-19 

•047 

1^80 

•061 

•00794 

•00128 

... 

... 

S.W.G. 

20 

-915 

•0360 

1017 

•040 

1-118 

•044 

1^22 

•048 

•00669 

•00102 

S.W.O. 

20 

B.  AS. 

19 

•910 

•0868 

•990 

•039 

1-118 

•044 

1-19 

•047 

•00069 

•00102 

B.AS. 

19 

•9 

•0864 

•990 

•089 

1^09 

043 

M8 

•047 

•00686 

•000086 

B.W.G. 

20 

-890 

•0360 

•990 

•089 

1^090 

•043 

1-17 

•046 

•00622 

•000961 

B.W.O. 

20 

S.W.G. 

21 

•8126 

•0820 

•916 

•036 

1-016 

•040 

1^11 

■044 

•00620 

•000806 

S.W.G. 

21 

B.W.G. 

21 

•8125 

-0820 

•916 

•036 

1-016 

•040 

111 

•044 

•00520 

•000606 

B.W.O. 

21 

B.<&S. 

20 

-8125 

•0820 

•916 

•036 

1-016 

•040 

l-ll 

•044 

•00620 

•000806 

B.AS. 

20 

-8 

•0815 

•890 

•036 

-990 

•039 

1-09 

•043 

•00602 

•000780 

... 

... 

B.  *  S. 

21 

•724r 

•0286 

•826 

•082    ! 

•916 

•036 

1^02 

'040 

•00411 

•000639 

B.AS. 

21 

B.W.G. 

22 

-7110 

•0280 

•812 

•082 

•916 

•036 

1-01 

•040 

•00398 

•000618 

B.W.O. 

22 

8.W.G. 

22 

•7110 

•0280 

•812 

•032 

•916 

•086 

1-01 

•040 

•00396 

•000618 

S.W.O. 

22 

... 

... 

-7 

•0276 

-801 

•082 

•890 

•036 

1^00 

•039 

•00887 

•000600 

... 

... 

B.AS. 

22 

■6426 

•0263 

-736 

•029 

•838 

•033 

•940 

•037 

•00326 

•000802 

B.A8. 

22 

B.W.G. 

23 

•6360 

•0260 

-736 

•029 

•838 

•033 

•980 

•087 

•00817 

•000491 

B.W.G. 

28 

8.W.G. 

23 

•6100 

-0240 

•711 

•028 

•812 

■082 

•914 

•036 

•00298 

•000468 

8.W.G, 

23 

•6 

-0236 

-701 

•028 

•812 

•032 

•900 

•086 

■00288 

•000438 

... 

... 

?\*»- 

23 

-6749 

-0226    1 

•686 

•027 

•786 

•081 

•890 

•036 

•00269 

•000402 

B.AS. 

23 

B.W.G. 

24 

•6690 

•0220 

•660 

•026 

•762 

•080 

•862 

'034 

00246 

•O0088O 

B.W.O. 

24 

S.W.G. 

24 

-6690 

•0220 

•660 

•026 

•762 

•080 

•862 

t)84 

•00246 

twooso 

8.W.O. 

24 
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Oaage 
Name. 

Oftoge  ; 
No. 

Diameter. 

Gross  Section. 

QAOgB 

Name. 

Gauge 

No. 

BMt). 

S.C.C.             D.C.C. 

T.C.C. 

Sq.  Cms. 

Sq.  Ins. 

MilU. 
metres. 

Inches. 

Milli- 
metres 

'""•    metre.H   ^"•-   metres 

1 

Ins. 

B.^kS. 
B.W.O. 
S.W.O. 

24  1    -5100 
26          -6080 

25  -6060 

•0201 
■0200 
•0200 

•610 
•610 
•610 

•024    ,    ^710      ^028 

•024  1  ^710    nes 

•024    1    ^710      ^028 

•812 
•812 
•812 

•082 
•032 
•082 

•00204 
•00203 
•00203 

•000317 
•000316 
•00U815 

B.  A  S. 
B.W.O. 
S.W.O. 

24 
25 

25 

■6 

•0197 

•602 

•024    1    ^710      ■028 

■790 

•081 

■00196 

•000806 

... 

26 

27 
27 
26 

B.W.O. 
S.W.O. 
B.AS. 
S.W.O. 
B.W.O. 
B.<&S. 

26 
26 
26 

27 
27 
26 

•4670 
•4570 
■4660 
•4100 
•4060 
•4040 

•0180 
•0180 
•0179 
■0164 
•0160 
•0159 

660 
•669 
•669 
•508 
•508 
•608 

■022 
•022 
•022 
•020 
■020 
•020 

•660      -028 
•660      -026 
•660      -026 
•610      ^024 
•610      ^024 
•610      ^024 

•762 
•762 
•762 

•030 
•030 
•030 

■001645 

•001645 

•001625 

•00136 

•00130 

•00128 

•000266 
•000256 
•000262 
•000211 
■000201 
•000196 

B.W.O. 
S.W.O. 
B.&S. 
8.W.O. 
B.W.O. 
B.AS. 

... 

•4 

•0167 

•604 

•020 

•610  1    ^024 

... 

•00125 

•000194 

... 

S.W.O. 
B.A3. 
B.W.O. 
S.W.O. 
B.W.O. 
B.AS. 
S.W.O. 
B.W.O. 

28 
27 
28 
29 
29 
28 
30 
SO 

•8760 
•3606 
•8660 
•8460 
•8300 
•3200 
•8160 
•30ftO 

•0148 
•0142 
•0140 
•0136 
•0180 
•0126 
•0124 
•0120 

•488 
•467 
•467 
•467 
•482 
•482 
•482 
•417 

•019 
•018 
018 
■018 
•017 
•017 
•017 
•010 

•585 
•669 
•550 
•659 
•533 
•588 
•638 
•506 

•023 
•022 
•022 
-022 
•021 
•021 
■021 
•020 

••• 

••• 

•00111 

■00102 

-000994 

•000982 

•000862 

•000806 

•000780 

•000730 

•000172 
•000158 
-000164 
•000146 
•000182 
-000125 
•000121 
■000113 

S.W.O. 
B.  AS. 
B.W.O 
S.W.O. 
B.W.G. 
B.AS. 
S.W.O. 
B.W.O. 

28 
27 
28 
29 

i 

80 
SO 

B.ftS. 

29 

•8 

•0118 

•881 

•016    1    ■608 

•020 

... 

... 

■000705 

■000109 

B.  A  S.        29 

S.W.O. 
S.W.O. 
B.4  8. 
B.W.O. 
S.W.O. 
S.W.O. 
B.W.O. 
B.<fcS. 
S.W.O. 
B.W.O. 
B.AS. 

31 
32 
30 
31 
83 
84 
32 
81 
36 
S3 
82 

•2960 
•2740 
•2640 
•2640 
•2640 
•2340 
•2280 
•2270 
•2138 
•2030 
•2020 

•0116 

•0109 

•0100 

•0100 

■0100 

•00920 

•00900 

•00893 

•00840 

•00600 

•00795 

•407 
•381 
•366 
•366 
•356 
•830 
•318 
•318 
•305 
•292 
•292 

■016 

•015 

•014 

•014 

■014 

'013 

•0125 

•0126 

■012 

•0115 

•0115 

•606 
•482 
•467 
•467 
•467 

•020 
■019 
•018 
•018 
•018 

•• 

••• 

•000685 
•000590 
•000S08 
•000508 
•000608 
-000429 
•000410 
•000404 
•000367 
•000324 
•000320 

•000106 

•0000918 

•0000787 

•0000787 

•0000787 

■0000666 

•0000636 

•0000626 

•0000664 

•0000603 

•0000496 

S.W.O. 
S.W.O. 
B.  AS. 
B.W.O. 
8.W.O. 
S.W.O. 
B.W.O. 
B.AS. 
S.W.O. 
B.W.O. 
B.AS. 

31 
32 
80 
31 
88 
84 
32 
31 
35 
88 
82 

... 

•2 

•00788 

•200 

•0114 

... 

... 

•000314 

-0000490 

... 

... 

S.W.O. 
B.dkS. 
B.W.O. 
S.W.O. 
R.dkS. 
S.W.O. 
B.A8. 
S.W.O. 
B.dkS. 
B.W.O. 
S.W.O. 
B.AS. 
8.W.O. 
B.W.O. 
S.W.O. 
B.AS. 

36 
S3 
34 
37 
34 
88 
85 
39 
36 
35 
40 
87 
41 
86 
42 
88 

•1980 
•1800 
•1780 
•1780 
•IfiOO 
•1626 
•1430 
•1320 
•1270 
•1270 
•1220 
•1130 
•1120 
•1016 
•1016 
•1010 

•0O760 
■00708 
•00700 
•00660 
■00631 
•UOQOO 
•00662 
•00520 
•00600 
•00500 
■00480 
•00446 
•00440 
•00400 
•00400 
•00397 

•280 
•266 
•264 
•264 
•240 
•241 
•218 
•216 
•203 
•208 
•208 
•190 
•190 
•177 
•177 

•oiin 

•O106 
0100 
■0100 
■0098 
•0005 
•0086 
■0085 
•0080 
•0080 
■0060 
■0075 
■0076 
•0070 
•0070 

•280 
•280 
•280 

•oil 

•Oil 
•Oil 

::; 

•000292 
•000254 
•000248 
•000234 
•000201 
•000182 
•  00160 
•000137 
•000126 
•000126 
•000117 
•000101 
•000098 
•000081 
•000081 
■000079 

•0000464 
•0000394 
■0000385 
•0000363 
■0000812 
■0000283 
•U000248 
•0000212 
•0000196 
•0000196 
■0000181 
•0000156 
■0000152 
•0000126 
•0000126 
•0000123 

S.W.O. 
B.  AS. 
B.W.O. 
S.W.O. 
B,  A  S. 
S.W.O. 
B.AS. 
S.W.O. 
B.AS. 
B.W.O. 
S.W.O. 
B.AS. 
S.W.O. 
B.W.O. 
S.W.O. 
B.AS. 

36 
33 
34 
87 
34 
88 
36 
39 
36 
36 
40 
87 
41 
86 
42 
88 

... 

... 

•1 

•00893 

... 

... 

... 

... 

•000079 

•0000128 

... 

S.WQ. 
B.AS. 
8.W.O. 
B.AS. 
S.W.O. 
S.W.O. 
S.W.O. 
S.W.O. 
S.W.O 
8.W.O. 

43 
89 
44 

40 
46 
t6 
47 
48 
49 
60 

•0916 
•0696 
•0613 
•0600 
•0711 
•0610 
•0609 
•0406 
•0366 
•0254 

•00860 
•00353 
•00820 
•00316 
•00280 
•00240 
•00200 
•00160 
•00120 
•00100 

::: 

•• 

•0000657 
•0000681 
■0000518 
•0000600 
•0000398 
•0000292 
•0000200 
•0000130 
•0000078 
-0000050 

•0000102 

•00000979 

•00000604 

•00000776 

•00000616 

•00000462 

•00000314 

-00000201 

-00000118 

•000000785 

S.W.O. 
B.AS. 
S.W.O. 
B.A8. 
S.WO. 
S.W.O. 
S.W.O. 
S.W.O. 
8.W.O. 
S.W.O. 

48 
39 
44 

40 
45 
46 
47 
48 
49 
50 
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Gftnge 
Name. 

Gimge 
No? 

Ohm8. 

Gauge 
Nam^. 

1 

©•Cent. 

JVCent. 

40-  Cent 

60*  Gent. 

80*  Genr. 

100*  Cent. 

Gauge 
No.     1 

Km. 

1000' 

Km. 

• 

1000' 

Km. 

lOOO* 

Km. 

lOOO' 

Km. 

lOOO' 

Km. 

1000' 

1 

8.W.O. 

7/0 

•1200 

•0888 

•1860 

-0414 

•1460 

•0446 

•1680 

•0480 

•1690 

•0616 

•1780 

•0646 

8.W.G. 

7/0        1 

12  mm. 

•1416 

•OiSl 

•168 

•0466 

•166 

•0608 

•177 

•(1689 

•19 

•068 

•202 

•0614 

12  mm. 

... 

S.W.G. 
B.dkS. 
B.W.G. 

6/0 
0000 
0000 

•1460 
•1480 
•1620 

•0f45 
•0462 
•0464 

•168 

•1600 

•1660 

•0480 
•0489 
•0602 

•1700 
•1720 
•1780 

•0618 
•0526 
•0642 

•1820 
•1860 
•1920 

•0666 
•0666 
•0683 

•1960 
•1980 
•2060 

•0807 
•0606 
•0622 

•2060 
•2100 
•2160 

•0681 
•0643 
•0660 

8.W.O. 
B.<fcS. 
B.W.G. 

6/0 
0000 
0000' 

1 

S.W.G. 

6/0 

•1660 

•0612 

•1820 

•0668 

•1960 

•0607 

•2100 

•0641 

•226 

•0687 

•2400 

•0728 

8.W.G. 

6/0 

B.W.G. 
B.  dkS. 
S.W.G. 

000 
000 

4/0 

•1780 
•1870 
•1900 

•0620 
•0670 
•0607 

•1880 
•2060 
•2100 

•0678 
•0617 
•0646 

•2046 
•2176 
•2276 

•0619 
•0668 
•0606 

•2180 
•2840 
•2460 

•1)666 
•0718 
•0747 

•2880 
•2600 
•2660 

•0710 
•0764 
•0802 

•2460 
•2660 
•2800 

•0761 
•0812 
•0860 

B.W.G. 
B.dkS. 
8.W.O. 

000 
000 

4/0 

10  mm. 

•062 

•22 

•0671 

•287 

•0722 

•264 

•0776 

•273 

•0832 

•29 

•0885 

10  mm. 

... 

B.W.G. 
S.W.G. 
B.dkS. 

00 

000 

00 

•2170 
•2260 
•2860 

•0668 
•0600 
•0720 

•2360 
•2460 
•2660 

•0717 
•0746 
•0778 

•266 
•266 
•276 

•0776 
•0806 
•0837 

•2720 
•2840 
•2960 

•0883 
•0866 
•0000 

•2900 
•8060 
•8160 

•0888 
•0929 
•0068 

•8100 
•8200 
•8860 

•0048 
•0038 
•102 

B.W.G. 
8.W.G. 
B.AS. 

^     1 
000  1 

00 

9  mm. 

•262 

•0767 

•271 

•0827 

•292 

•080 

•814 

•0060 

•887 

•108 

•868 

•109 

9  mm. 

...    . 

S.W.G. 
B.W.G. 
adkS. 
S.W.G. 

00 
0 
0 
0 

•2600 
•2700 
•2000 
•2900 

•0780 
•0620 
•0000 
•0910 

•2800 
•2960 
•3200 
•8200 

•0862 
•0806 
•0961 
•0064 

•800 
•320 
•860 
•860 

•0920 
•0070 
•106 
•106 

•3240 
•3400 
•8700 
•8760 

•0088 
•104 
•118 
•114 

•3600 
•8600 
•4000 
•4000 

•106 
•HI 
•122 
•122 

•8600 
•8860 
•4260 
•4260 

•112 
•118 
■129 
•180 

8.W.G. 
B.W.G. 
B.^k8. 
8.W.G. 

^  1 

I  1 

0 

8  mm. 

•819 

•0978 

•344 

•1048 

•872 

•1183 

•399 

•1216 

•420 

•181 

•466 

•1885 

8  mm. 

... 

8.W.G. 
B.W.G. 
B.AS. 
B.W.G 

1 
1 
1 
2 

•860 
•860 
•8770 
•3000 

•107 
•107 
•115 
•119 

•8760 
•8760 
•4060 
•4200 

•116 
•116 

•124 
•128 

•406 
•406 
•440 
•460 

•124 
•124 
•184 
188 

•4850 
•4850 
•4700 
•4860 

•188 
•183 
•144 
•148 

•4676 
•4676 
•6000 
•6200 

•1425 
•1425 
•168 
■169 

•4976 
•4976 
•6300 
•5660 

■1616 
•1615 
•162 
•169 

S.W.G. 

aw.G. 

&dk8. 
B.W.G. 

1 

1       1 

1 

2 

S.W.G. 

2 

•4160 

•126 

•4460 

•186 

•480 

•147 

•6160 

•157 

•6660 

•169 

•6000 

•179 

8.W.G. 

2 

B.W.G. 
B.<ft8. 
8.W.G. 
B.W.G. 

8 

2 

\ 

•470 
■478 
•600 
•666 

•148 
•144 
•161 
•169 

•5050 
•6100 
•6860 
•6000 

•164 
•156 
•168 
•183 

•646 
•550 
•680 
•660 

•166 
•168 
•176 
•197 

•6900 
•5900 
•6200 
•7000 

•179 
•180 
•189 
•212 

•6800 
•6350 
•6600 
•7400 

•191 
•193 
•2112 
•226 

•6700 
•6700 
•7000 
•7900 

•204 
•204 
•214 
•240 

B.W.G. 
B.^k8. 
8.W.G. 
B.W.O. 

8 
2 

8 

* 

6  mm. 

■664 

•172 

•61 

•186 

•657 

•201 

•706 

•215 

•767 

•231 

•803 

•246 

6  mm. 

S.W.G. 
B.4S. 
B.W.G. 
S.W.G. 
B.<ftS. 
B.W.G. 

4 

8 
6 
6 
4 

6 

•586 
•600 
•660 
•700 
•756 
•760 

•178 
•182 
•198 
■213 
•230 
■282 

■6300 

•650 

•7000 

•7650 

•810 

•820 

•192 
•197 
•214 
•280 
•248 
•261 

•680 
•606 
•760 
•810 
•880 
•890 

•207 
•212 
•231 
•245 
•268 
•271 

•7300 

•7600 

•8100 

•8700 

•945 

•960 

■222 
•228 
•248 
•266 
•288 
•291 

•7800    -288 
•8000    ^244 
■8700    •266 
•9400    ^286 
1010     807 
1-020    -311 

•8300 
•8600 
•9800 
•9900 
1070 
l^OSO 

•262 
•268 
•282 
•802 
•825 
•880 

S.W.G. 
B.AS. 
B.W.G. 
S.W.G. 

B.W.G. 

4 
S 
5 
5 

4 

«            1 

6  mm. 

... 

•810 

•247 

•875 

•207 

•940 

•287 

1010 

•308 

1090    -334 

1^150 

•861 

6  mm. 

S.W.G. 
B.  AS. 
B.W.G. 
S.W.O. 
B.W.G. 
B.&8. 
S.W.G. 

4  mm. 

6 
6 
7 
7 
8 
6 
8 

•860 
•960 
•970 
1^02 
116 
1-20 
1^28 

•280 
•290 
•296 
•310 
•M2 
•866 
•374 

•920 
1-08 
1-05 
110 
1^25 
ISO 
1-82 

•280 
•313 
•320 
•884 
•380 
•894 
•404 

■990 
1^10 
114 
118 
1-84 
140 
1-42 

•802 
•337 
•346 
•360 
•410 
•425 
•436 

1^060 

1^19 

1-22 

r27 

145 
150 
1-54 

•824 
•862 
•871 
•387 
■441 
•456 
•468 

1-140 
128 

i-m 

136 
1-54 
1-64 
1^66 

•348 
•887 
■896 
•415 
•471 
•488 
•502 

1-200 

184 

1-88 

144 

164 

reo 
r74 

•368 
•410 
•421 
•440 
•600 
-616 
•582 

8.W.G. 
B.AS. 
B.W.O. 
S.W.O. 
B.W.O. 
B.^k3. 
8.W.O. 

6 

5 
7 
7 

8 

6 
8 

... 

1-27 

•889 

1-87 

•419 

1^48 

•461 

1-59 

•485 

1-71 

•622 

rsi 

•651 

4  mm. 

... 

B.W.G. 
B.&S. 
S.W.G. 
B.W.G. 
B.  4ft8. 

0 
7 
0 
10 

8 

1-44 
1-51 
1-61 
1-76 
i-91 

•487 
•460 
•460 
•534 
•582 

1-56 
1^64 
164 
1-90 
205 

•478 
•497 
•497 
•677 
•62-? 

1-68 
l-7« 
1-76 
2-05 
^•22 

•511 
•535 
•535 
•624 
•677 

Ipso 

•l-89 
189 
2-20 
2-39 

•549 
•576 
•576 
■670 
•728 

1^92 
203 
2-03 
285 
2-66 

■38f 
•617 
•617 
•714 
-780 

2^06 
2^16 
2-16 
260 
2-70 

■621 

•666 

•665 

•760. 

•828 

B.W.O. 
B.AS. 

s.w.a. 

B.W.Q. 
B.<fc3. 

0 

7 

9 

10 

8 
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Gauge 
Name. 

Gauge 
No. 

Ohms. 

Gauge 
Name. 

Gauge 
No. 

O-Cent 

SO"  Gent. 

40*  Cent. 

60-  Cent. 

80' Cent. 

100*  Cent. 

Km. 

lOOV 

Km. 

lOOO* 

Km. 

1000' 

Km. 

lOOO' 

Km. 

1000' 

Km. 

lOOC 

8.W.O. 

10 

1-91 

•682 

206 

•628 

2*22 

•677 

8*89 

•728 

2-66 

•780 

2*70 

-828 

8.W.O. 

10 

B.W.O. 

11 

2-20 

•666 

2*86 

*719 

2*66 

•776 

8*76 

*884 

8^98 

•890 

8*10 

-946 

B.W.G. 

11 

8  mm. 

... 

2-26 

•688 

2*44 

*746 

2*68 

•801 

8-81 

•860 

8-08 

•926 

8-21 

-980 

8  nun. 

... 

8.W.G. 

11 

2-80 

*710 

2*60 

*766 

2*70 

•827 

8-90 

*888 

8*15 

•964 

8-80 

101 

8.W.G. 

11 

B.AS. 

9 

8*40 

•788 

2*60 

•791 

2*80 

*862 

8*00 

*916 

8-80 

•979 

8*40 

1*04 

B.dkS. 

9 

B.W.G. 

le 

2*66 

•806 

2*86 

*878 

810 

•942 

8*80 

1*01 

8*65 

1*08 

8*76 

116 

B.W.G. 

12 

8.W.O. 

12 

2-90 

•886 

8*16 

•966 

8*40 

1*08 

8-66 

111 

8*90 

1*19 

416 

1*86 

S.W.G. 

12 

B.AU. 

10 

8-00 

*924 

8*26 

•997 

8*66 

1*08 

8*80 

116 

4-10 

1*24 

486 

1*88 

B.AS. 

10 

B.W.G. 

IS 

8-60 

1-07 

8-76 

1*16 

4*0fr 

1*24 

4*85 

1-88 

4*66 

1-48 

6-00 

1*68 

B.W.G. 

18 

8.W.G. 

18 

8-70 

118 

4*00 

1*22 

4-80 

1*81 

4-66 

1-41 

4*96 

1-61 

6-86 

1*60 

S.W.O. 

13 

B.<ftS. 

11 

8-86 

1*17 

416 

1*26 

4-46 

1*86 

4-80 

147 

6-10 

1*66 

6*40 

1*65 

B.AS. 

11 

•B.W.O. 

14 

4-66 

1*89 

4-90 

1*60 

680 

1*68 

6*70 

1-74 

610 

1'86 

6-60 

1*98 

B.W.O. 

14 

B.dkS. 

12 

4-80 

1-47 

680 

1*69 

6^66 

1*71 

6*06 

184 

6-40 

1*96 

6-80 

8*06 

B.dkS. 

12 

S.W.O. 

14 

4iM) 

1*50 

6-80 

1*62 

672 

176 

6-16 

1*87 

6-65 

8-00 

7*00 

8*18 

S.W.6. 

14 

2  mm. 

... 

6-09 

1*66 

6*48 

1-66 

6*88 

1-80 

6*88 

1*98 

6*80 

2*06 

7*2« 

8*81 

2  mm. 

B.W.O. 

16 

0-10 

1*86 

6-66 

2*00 

7*10 

8*16 

7*60 

2*82 

8*10 

8-47 

8*60 

8*63 

B.W.O. 

16 

aw.G. 

16 

6-10 

1*86 

6*66 

2*00 

7*10 

8*16 

7*60 

2*82 

8*10 

8*47 

8-60 

8*68 

S.W.G. 

15 

B.AS. 

18 

610 

1*85 

6*66 

2-00 

7*io 

8*16 

7*60 

8*82 

8*10 

8*47 

8-60 

8*68 

B.AS. 

13 

B.W.O. 

16 

7-60 

2-27 

8-06 

2-46 

8*$0 

8*64 

9*80 

2*84 

10*00 

8-OB 

10*60 

8*88 

B.W.O. 

16 

B.ftS. 

14 

7-70 

2*84 

8*80 

2-62 

8*90 

8*78 

9*60 

2*92 

10*80 

8*13 

10*80 

8*88 

B.&S. 

14 

8.W.O. 

16 

770 

2-84 

8-80 

2-62 

8*90 

8*78 

9*60 

2*92 

10*80 

818 

10*80 

8*88 

S.W.G. 

16 

B.W.G. 

17 

9-86 

2*86 

lO-fO 

8-08 

lO^K) 

3-88 

1170 

8*67 

18*60 

3*81 

18*80 

4-06 

B.W.G. 

17 

B.  AS. 

16 

9-70 

2*94 

10*60 

8-18 

11*80 

8-48 

18*10 

3-68 

18*00 

8*94 

13-70 

4*18 

B.  AS. 

15 

8.W.Q. 

17 

10-OU 

8*06 

10*60 

8*80 

11*70 

8-66 

18*60 

8*82 

18*40 

4*10 

14-20 

4*36 

S.W.O. 

17 

B.dk8. 

16 

12*20 

8*72 

18*^ 

4^01 

14*8 

4-88 

16*20 

4*66 

16*80 

4*96 

17-20 

6*26' 

B.AS. 

16 

B.W.G. 

18 

18*00 

8*99 

14*00 

481 

16-80 

4*66 

16*40 

6*00 

17*60 

6-84 

18-60 

6-68 

B.W.O. 

18 

8.W.Q. 

18 

18*60 

4*16 

14-76 

4*49 

16*90 

4-84 

17*06 

6*20 

18*80 

6-68 

19-40 

691 

S.W.O. 

18 

B.AS. 

17 

16-40 

4*7U 

16*60 

6*06 

17*90 

6*46 

19*80 

6*87 

80*6 

6*86 

217 

6-62 

B.AS. 

17 

B.W.O. 

10 

17*80 

6*48 

19*8 

6-87 

80*8 

6*84 

22*8 

6-80 

88*8 

7-87 

26-4 

7-72 

B.W.O. 

19 

B.<ft& 

18 

19-4 

6*90 

20*9 

6*87 

88*6 

6*87 

24-2 

7*88 

86*9 

7*89 

27*4 

8-36 

B.A8. 

18 

8.W.G. 

19 

19*6 

6*97 

21-2 

6-46 

88*9 

6*96 

24*6 

7*47 

88-8 

8-01 

27*9 

8-6 

8.W.O. 

19 

1*0  mm. 

... 

20*4 

6*20 

22*0 

6^71 

88*7 

7*28 

86*4 

7*76 

27*8 

8*88 

29*0 

8-86 

romro. 

a.w.G. 

80 

84*2 

7*87 

•26*2 

7*96 

88*80 

8*6 

80-88 

9*28 

38-6 

9*9 

34*48 

10*5 

S.W.G. 

20 

B.dk8. 

19 

24*6 

7*46 

26-4 

8-04 

88*44 

8*66 

30*6 

9*8 

38-6 

9*96 

34*8 

10*6 

B.A8. 

19 

*9mm. 

... 

26 

7*6 

27 

8*8 

898 

8*96 

81-4 

9*6 

88*8 

10-8 

867 

10*9 

•9  mm. 

B.W.G. 

SO 

26-6 

7*8 

27*76 

8*46 

299 

9*18 

88-2 

9-8 

34*48 

10-6 

86*4 

11*1 

B.W.O. 

20 

8.W.G. 

21 

8U-7 

9-86 

88*1 

10*1 

86*8 

10*9 

38*4 

117 

41*8 

18*6 

48-60 

18*3 

S.W.G. 

21 

B.W.G. 

21 

80*7 

9*85 

881 

10*1 

86*8 

10*9 

38*4 

117 

41*2 

18*6 

44*8 

13*6 

B.W.G. 

21 

B.(fe8. 

20 

80*8 

9*39 

88*1 

10-1 

86*8 

10*9 

88*4 

117 

41*8 

12*6 

44*0 

]8*4 

B.ft8. 

20 

'8  mm. 

... 

81-6 

9*7 

84-8 

10*6 

87*2 

11*4 

39-8 

121 

42-8 

13*8 

46*0 

18-8 

•8  mm. 

... 

B.&S. 

21 

38-7 

11-8 

42*0 

12*8 

46-2 

18*7 

48*5 

14*8 

61*8 

16-8 

56-1 

16*8 

B.AS. 

21 

B.W,G. 

22 

40*06 

12-2 

48*4 

18*2 

46*7 

14*2 

60-2 

16-8 

58^8 

16-4 

671 

17-4 

B.W.O. 

22 

8.W.O. 

22 

40*06 

12*2 

43-4 

18-2 

46-7 

14-8 

50*2 

16*3 

68*8 

16*4 

66*8 

17-3 

S.W.O. 

22 

*7mm. 

... 

41-2 

12*6 

44-6 

18*6 

48-2 

147 

51*7 

16-7 

66*6 

17*0 

68*6 

17-8 

•7  mm. 

B.<ft8. 

22 

49*0 

161 

.SSS 

16-8 

67-6 

17*6 

62*0 

18-9 

66*8 

20*0 

696 

21-2 

B.  AS. 

22 

B.W.G. 

28 

60*8 

16-4 

64-6 

16*6 

68*8 

17*9 

68*0 

19-2 

67-6 

20-5 

71-8 

21*9 

B.W.G. 

23 

S.W.G. 

28 

64*8 

16*6 

68-76 

17*9 

68-6 

19*8 

67-9 

20*7 

72*8 

88*2 

77*0 

28*6 

S.W.O. 

23 

'6  mm. 

... 

66*2 

17*2 

61^0 

18*8 

66-0 

801 

70*8 

21-6 

76*8 

23-2 

80*0 

24*6 

•6  mm. 

B.  (fe8. 

28 

61*6 

18*8 

66*6 

2U*8 

72*0 

81*9 

77*4 

83*6 

82-6 

26*2 

87*6 

267 

B.  &3. 

23 

B.w.a. 

24 

66*0 

19-8 

70-6 

81-4 

75-8 

88*1 

81*8 

84-8 

87*1 

266 

92*6 

28*2 

B.W.O. 

24 

S.W.O. 

24 

66-0 

19*8 

70-6 

21*4 

75*8 

83-1 

81-8 

84*8 

871 

86*6 

92*6 

28*2 

S.W.O. 

24 

B.dk8. 

24 

78*0 

28-7 

84-6 

26*6 

91-0 

87*6 

97-0 

89^6 

104*0 

81*7 

110*0 

336 

B.A8. 

24 

B.W.O. 

26 

78-6 

240 

84*6 

26-8 

9^*0 

88*0 

06-4 

80^0 

105*2 

82*0 

112-0 

84-0 

B.W.G. 

25 
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Gaage 

Gttuge 

Ohms. 

GMige 

Gange 

0-  Cenf. 

20- Cent. 

40- Cent. 

60' Cent. 

80- Gent. 

100*  Cent. 

Name. 

No. 

Name. 

No. 

Km. 

1000* 

Km. 

looo- 

Km.  i  1000* 

1 

Km. 

lOOO' 

Km. 

lOOO* 

Km.  1  1000* 

1 

1 

8.W.G. 

26 

78-6 

24-0 

\j^l 

26-8 

1 
92-0,  28-0 

96-4 

80-0 

106-0 

82-0 

112*0   84*0 

S.W.G. 

~r! 

!  '6  mm. 

81-8 

24-8 

88-0 

26-9 

96  1  29 

102 

81-1 

loot) 

38-2 

116-0;  86-5 

*6mm. 

1  RW.O. 

zT" 

96-8 

29-6 

'105*0 

820 

lis    84-6 

121 

37-0 

180-0 

~m 

138*0  42-0 

B.W.G. 

^lo" 

S.W.G. 

28 

96*8 

29-6 

106-0 

82-0 

113    84-6 

121 

87  •« 

130 1) 

89*6 

188*0  42-0 

S.W.G. 

26 

B.dkS. 

26 

98-0 

29-9  1  1060 

82-3 

114    84-8 

128-0 

37-4 

181-0 

40*0 

189-0   42-0 

B.AS. 

26 

S.W.O. 

27 

117 

86-6 

126-0 

38-4 

186 

41-5 

146 

44-6 

167 

47*7 

166 

60*6 

S.W.G. 

27 

B.W.O. 

27 

128-1 

37-4 

182-8 

4l)-5 

148-2 

48-7 

154 

47-0 

164-4 

50-1 

174*2 

63*2 

B.W.G. 

27 

B.<ft8. 

26 

124-3 

87-8 

184-0 

40-8 

144-3 

44-0 

166 

47-2 

166*0 

60*5 

176-5 

58-6 

B.AS. 

26 

'4  mm. 

... 

128 

v» 

'137-U 

42*2 

149 

45-6 

160 

48-8 

172-0 

62*2 

182-0 

66-4 

-4  mm. 

... 

s.w.a. 

28 

146-0 

43-6 

'164-2 

471 

167 

60-9 

179 

64*6 

192*0 

58-6 

208-6 

68-0 

S.W.G. 

28 

B.  <fcS. 

27 

166-0 

47-6  1  168-6 

61-4 

182 

55-8 

196 

50-4 

2IJ9 

68*6 

221*0 

67-5 

B.AS. 

27 

B.W.G. 

28 

161 H) 

48-8 

173-0 

62*8 

187  ,  67-0 

2U1 

61-8 

214-0 

66-4 

228 

09-4 

B.W.G. 

28 

S.W.G. 

29 

169-9 

617 

186 

66-1 

198 

60*8 

212*3 

64-8 

228-0 

69-5 

241*0 

78-6 

S.W.G. 

29 

B.W.G. 

29 

187-0 

56-0 

204 

61-8 

217 

662 

288 

711 

848*6 

75*9 

2i$40 

80*5 

B.W.G. 

29 

B.AS. 

28 

197-u 

6irO 

214 

64-7 

280 

69-7 

246 

76-0 

268-0 

8U*2 

279 

86*0 

B.AS. 

28 

S.W.G. 

30 

204  0 

62-1 

220 

67-1 

288 

72-6 

264-6 

77-8 

274-0 

88-6 

290*0  ;  88-6 

8.W.G. 

80 

B.W.G. 

30 

218-0 

66-4 

236 

71-9 

266 

77-6 

278 

88-4 

294-0 

89-0^ 

810*0 

94*6 

B.W.G. 

80 

B.  AS. 

29 

227 

09 

246 

76 

"264~ 

81-0 

286 

87 

805 

"w"" 

820 

98 

B.AS. 

29 

S.W.G. 

81 

288 

71-0 

251 

76-6 

271 

82-7 

291 

88-8 

318 

96-8 

880  llul 

8.W.G. 

31 

S.W.G. 

32 

270 

82-0 

292 

88-6 

314 

95-6 

838 

108 

361*0 

110 

884   117 

8.W.G. 

82 

B.ftS. 

80 

814 

95-6 

388 

108 

86H-0 

1120 

880 

119 

420 

128 

446   136 

fi.AS. 

80 

B.W.G. 

31 

314 

96-6 

338 

103 

368 

112 

390 

119 

420 

128 

446   136 

B.W.G. 

31 

S.W.G. 

8S 

314 

95-6 

338 

103 

368 

112 

390 

119 

420 

128 

446  ilS6 

S.W.G. 

33 

8.W.G. 

34 

372 

113 

402 

122 

482 

131 

462 

141 

496 

161 

526   160 

S.W.G. 

84 

B.W.G. 

32 

3M8 

118 

422 

128 

463 

138 

486 

148   618 

168 

662   168 

B.W.G. 

82 

B.  AS. 

31 

896 

120 

427 

130 

469 

140 

496 

151   628 

161 

562  im 

B.AS. 

81 

S.W.G. 

86 

444 

186 

481 

146 

617 

167   664 

160  1698 

181 

688 

192 

8.W.G. 

86 

B  W.G. 

33 

493 

160 

681 

162 

574 

176  ,  617 

188   666 

800 

702 

214 

B.W.G. 

S3 

B.  AS. 

32 

600 

162 

589 

164 

680 

177  1624 

190   668 

208 

709 

216 

B.AS. 

S2 

•2  mm. 

... 

610 

166 

548 

167  |604 

182 

64 

195  |680 

207 

720  |220 

2  mm. 

S.W.G. 

86 

646 

166 

687 

179  1  638 

193 

686 

807 

738 

222 

780  286 

8.W.G. 

86 

B.AS. 

33 

627 

191 

679 

207    782 

223 

787 

240 

840 

256 

898 

278 

B.AS. 

S3 

B.W.G. 

34 

640 

195 

692 

211  1  748 

228 

804 

246 

860 

262 

918 

278 

aw.G. 

34 

S.W.G. 

37 

680 

207 

734 

228  1  787 

240 

850 

268 

910 

277 

905 

294 

S.W.Q. 

87 

B.  AS. 

34 

795 

242 

856 

261  ,  926 

282 

990 

802 

1060 

828 

1180 

842 

B.AS. 

S4 

S.W.G. 

38 

874  266 

940 

287   1018 

310 

1089 

832 

1168 

866 

1240 

378 

S.W.G. 

88 

B.AH. 

36 

998 

804 

1076 

328  '  U60 

364 

1245 

380 

1385 

407 

1414 

431 

B.AS. 

86 

S.W.G. 

80 

1166 

356 

1267 

388  ;  1364 

413 

1466 

444 

1602 

476 

1660 

504 

S.W.G. 

39 

B.AS. 

36 

1267 

888 

1360 

414 

1466 

446 

1572 

480 

1690 

513 

1788 

546 

B.AS. 

38 

B.W.G. 

36 

1257 

883 

1360 

414 

1466 

446 

1572 

480 

1690 

518 

1788 

646 

RW.G. 

36 

S.W.G. 

40 

1300 

416 

1470 

448 

1587 

483 

1700 

619 

1830 

667 

1935 

580 

S.W.G. 

40 

B.  AS. 

37 

1580 

484 

1713 

522 

1850 

664 

1983 

606 

•2122 

647 

2260 

686 

B.AS. 

87 

S.W.G. 

41 

1620 

494 

1750 

633 

1880 

676 

2026 

618 

2178 

663 

2800 

701 

S.W.O. 

^l   1 

B.W.G. 

86 

1966 

696 

2121 

645 

2282 

696 

2469 

749 

2628 

801 

2785 

846 

B.W.G. 

86   1 

S.W.G. 

42 

1630 

497 

2121 

646 

2280 

606 

2460 

747 

2628 

801 

2785 

850 

S.W.O. 

42 

B.AS. 

88 

2006 

610 

2160 

G60 

2350 

710 

2510 

762 

2680 

816 

2840 

866 

B.AS. 

3S   j 

I  mm. 
S.W.O. 

204 

620 

&i00 

671  j  2370 

722 

2640 

776 

2780 

882 

2900 

886 

-1mm. 

1 

43 

2420 

788 

2690 

796  2820 

800 

8023 

922 

3246 

990 

8480 

1060 

S.W.G. 

48 

B.  AS. 

80 

2630 

770 

2728 

880  2940 

895 

3164 

965 

3880 

1080 

8679 

1000 

B.AS. 

39 

S.W.G. 

44 

3070 

986 

8825 

1010  8579 

1090 

8840 

1170 

4120 

1250 

4880 

188U 

8.W.G. 

44 

B.A8. 

40 

3180 

970 

3449 

1060  3710 

1180 

3970 

1210 

4256 

1300 

4680 

1880 

B.A8. 

40 

S.W.G. 

46 

4000 

1220 

4330 

1820  4660 

1420 

5020 

1680 

6880 

1640 

6710 

1740 

8.W.G. 

45   , 

S.W.G. 

46 

6450 

1600 

6000 

1790  6380 

1980 

6890 

2070 

7820 

2200 

7700 

288U 

S.W.O. 

«0 

S.W.G. 

47 

7900 

2890 

8630 

25801  9190 

2780 

9800 

2084 

10560 

3200 

11160 

8400 

8.W.G. 

«7 

S.W.G. 

48 

12260 

8740 

18280 

4040 1 14270 

4350 

16380 

4680 

16460 

5020 

17400 

6810 

8.W.G. 

48   ' 

S.W.O. 

40 

21800 

6640 

28.'i00 

7170 ,  26400 

7740 

27300 

8310 

29400 

8820 

31000 

9460 

aw.o. 

49 

S.W.G. 

60 

81300 

9580 

33950 

103U0 136600 

1 

11100  394001 

11900 

42200 

12800 

44800 

18600 

8,W.O. 

60 

1 

APPENDIX 


449 


KELATIONS  BP:TWEEN  WEIGHTS,  LENGTHS,  AND  RESISTANCES. 


Kilo. 

Oauice 
Name. 

Gauge 
No? 

Uetrra 
atfO'C. 

Feet 

Ohm 
atWC. 

Kilograms 

Ohm 
afiO'C. 

Lbs.  per 
Ohm  at 
20"  C. 

Metres 

per 
KUogram. 

Feet 
per  lb. 

grams 

metre 
(Bare). 

Lbs.  per 

lOOV 
(Bare). 

Oaojce 
Name. 

Gauge 
No. 

S.W.O. 

7/0 

7880 

24200 

8800 

18800 

•89 

1-88 

1186 

766 

8.W.O. 

7/0 

12  mm. 

6660 

21400 

6600 

14600 

•995 

1-48 

1010 

680 

12  mm. 

... 

H.W.O. 

8/0 

6870 

20900 

6170 

18600 

104 

1-54 

970 

651 

S.W.O. 

6/0 

B.  AS. 

0000 

6216 

20400 

6940 

13100 

1-05 

1-66 

966 

641 

B.  AS. 

0000 

B.W.O. 

0000 

6066 

19900 

6680 

12400 

108 

1-60 

080 

624 

B.W.G. 

0000 

S.W.O. 

B/0 

6600 

18100 

4620 

10200 

119 

1-77 

840 

664 

S.W.O. 

6/0 

B.W.G. 

000 

6320 

17600 

4830 

9640 

1-28 

1-88 

815 

547 

B.W.O. 

000 

B.AS. 

000 

4060 

16200 

8740 

8230 

1-88 

1-97 

768 

606 

B.AS. 

000 

S.W.O. 

4yo 

4720 

15600 

8400 

7600 

139 

207 

780 

484 

8.W.O. 

4A> 

10  mm. 

...   1  4660 

14900 

3180 

7060 

1-425 

812 

701 

471 

10  mm. 

... 

B.W.O. 

00 

4260 

14000 

2760 

6100 

1-54 

2-29 

660 

487 

B.W.O. 

00 

S.W.O. 

Olio 

4100 

18400 

25«0 

6600 

1-61 

2-89 

622 

419 

S.W.O. 

000 

B.AS. 

00 

8060 

12000 

2350 

6180 

1-67 

2-48 

600 

408 

B.AS. 

00 

9  mm. 

... 

8690 

18100 

2090 

4626 

1-76 

2-61 

667 

882 

9  mm. 

... 

S.W.O. 

00 

8600 

11800 

1960 

4800 

1-84 

2-78 

545 

866 

S.W.O 

00 

B.W  0. 

0 

8400 

11200 

1780 

8910 

1-92 

8-86 

f22 

860 

B.W.O. 

0 

B.  AS. 

0 

8100 

10200 

1480 

8260 

2-10 

3-13 

477 

820 

B.AS. 

0 

S.W.O. 

0 

8100 

10200 

1460 

3220 

212 

8*15 

476 

318 

S.W.O. 

0 

8  mm. 

2910 

9560 

1800 

2870 

2-28 

8-81 

448 

802 

8  mm. 

... 

S.W.O. 

1 

2660 

8780 

1060 

2380 

2-47 

8-67 

405 

272 

8.W.O. 

1 

B.W.O. 

1 

2660 

8600 

1075 

2370 

2-47 

8-67 

406 

272 

B.W.O. 

1 

B.AS. 

1 

2460 

8060 

980 

2060 

2-66 

8-96 

876 

868 

B.A8. 

1 

B.W.O. 

2 

2370 

7790 

860 

1900 

2-76 

4-10 

364 

244 

B.W.O. 

2 

S.W.O. 

2 

2246 

7870 

770 

1700 

2-92 

4-84 

842 

280 

S.W.O. 

2 

B.W.O. 

8 

1970 

6480 

600 

1320 

830 

4-98 

802 

203 

B.W.O 

3 

B.  (&8. 

2 

1960 

6410 

6S5 

1290 

8-85 

4-96 

800 

201 

B.AS. 

2 

S.W.O. 

8 

1870 

6160 

686 

1180 

8-50 

6-20 

285 

192 

S.W.O. 

3 

B.W.O. 

4 

1660 

6470 

425 

938 

8-92 

6.88 

266 

172 

B.W.O. 

4 

0  mm.  1   ... 

1640 

5890 

414 

916 

3-97 

6-90 

262 

169 

6  mm. 

... 

.S.W.O. 

1600 

6210 

885 

849 

4-12 

614 

243 

168 

S.W.O. 

4 

B.  AS. 

1640 

5080 

867 

810 

4-20 

6-28 

287 

160 

B.A8. 

3 

B.W.O. 

142U 

4680 

810 

686 

4-60 

6-83 

219 

147 

B.W.O. 

5 

.S.W.O. 

1320 

4360 

269 

602 

4-96 

7*86 

202 

186 

S.W.O. 

5 

B.  <fe  S. 

1280 

4080 

280 

609 

5-81 

7-91 

188 

126 

B.AS. 

4 

B.W.O. 

1210 

8980 

225 

497 

5-40 

8-02 

186 

126 

B.W.G. 

6 

5  mm.  i 

1140 

3760 

200 

440 

6-60 

8-48 

175-6 

118 

6  mm. 

S.W.O. 

6 

1090 

858U 

180 

393 

6-00 

8-97 

167 

112 

S.W.O. 

6 

B.  AS. 

5 

975 

82U0 

146 

320 

6-70 

9-98 

148 

100 

B.AS. 

5 

B.W.O. 

7 

960 

3180 

140 

807 

6-85 

10-2 

146 

981 

B.W.O. 

7 

S.W.O. 

7 

915 

8000 

127 

280 

720 

10-7 

140 

98*7 

S.W.O. 

7 

B.W.O. 

8 

800 

2630 

06 

217 

810 

121 

128 

82-4 

B.W.O. 

8 

B.  A  S. 

6 

776 

2640 

91 

202 

8-45 

12-6 

118 

79*5 

B.AS. 

6 

S.W.O. 

8 

760 

248U 

87 

192 

8-70 

12-9 

116 

77-4 

S.W.O. 

8 

4  mm. 

... 

780 

2890 

81-9 

180 

8-9 

18*2 

112 

75-7 

4  mm. 

... 

B.W.O. 

9 

645 

2180 

63 

140 

1015 

151 

90 

66-3 

B.W.O. 

9 

B.  AS. 

7 

610 

2010 

67-6 

127 

10-70 

15-9 

94 

68-0 

B.A8. 

7 

3.W.O. 

9 

616 

2020 

67-6 

127 

10-70 

16  9 

98-5 

62-7 

8.W.G. 

9 

B.W.O. 

10 

626 

1780 

42-6 

94-8 

12-40 

18-4 

81-2 

54-4 

B.W.G. 

10 

B.  AS. 

8 

490 

1600 

86-0 

79-7 

18-40 

80-0 

74-6 

60*0 

B.AS. 

8 

3.W.O. 

10 

485 

1690 

86-5 

78-5 

18*60 

208 

7400 

49-6 

S.W.O. 

10 

2f 
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BELATIONS  BETWEEN  WEIGHTS,  LENGTHS,  AND  EESISTANCES— 

eomtinued. 


Kilo. 

Gauge 
Name. 

Gauge 
No. 

Metres 

Ohm 
ataO'C. 

Feet 

Ohm 
at  20*0. 

KUogtama 

0^ 
at  20*0. 

Lbs.  per 

Ohm 
at20'G. 

Metres 

per 
Kilogmm. 

Feet 
per  lb. 

grams 

metro 
(Bare). 

(Bare). 

Gauge 
Name. 

Gauge 
No. 

B.W.O. 

11 

426 

1890 

27-6 

60-6 

15^40 

22-9 

66  iX) 

43-6 

B.W.G. 

11 

3  mm. 

... 

410 

1842 

26-9 

67^0 

16^8 

28-6 

63*2 

42-5 

3  mm. 

... 

8.W.G. 

11 

395 

1800 

24 

680 

1660 

24-6 

6080 

40*7 

S.W.O. 

11 

B.&S. 

9 

886 

1270 

22-7 

601 

16^90 

26-2 

59-00 

89-6 

B.AS. 

9 

B.W.G. 

12 

850 

1160 

18-8 

41-8 

18^70 

27^8 

53-8 

360 

B.W.G. 

1 

S.W.G. 

12 

820 

1050 

16-6 

84*2 

2060 

80^6 

48-7 

827 

8.W.O. 

1 

B.  <ftS. 

10 

806 

1000 

14-2 

81*6 

81*40 

S1^8 

46*9 

81-4 

B.AS. 

1 

B.W,0. 

18 

266 

872 

10-8 

28*8 

24*60 

86*6 

40*6 

27*3 

B.W.G. 

' 

SW.G. 

IS 

250 

820 

9*6 

210 

26-2 

89*1 

88*00 

25*6 

S.W.G. 

B.AS. 

11 

240 

796 

9*0 

19*8 

27^00 

401 

87*00 

24*9 

B.dkS. 

11 

B.W.G. 

14 

208 

666 

6-8 

18-9 

82-20 

48*0 

31-20 

20-9 

B.W.G. 

14 

B.&8. 

12 

192 

681 

5-68 

12*6 

34*80 

60*6 

29-50 

19*8 

B.<kS. 

12 

8.W.G. 

14 

189 

621 

6*60 

12^1 

34*60 

61*6 

2900 

19*4      |8.W.G. 

14 

2  mm. 

1826 

699 

611 

11-2 

86*6 

58-0 

28-2 

18-85      2  mm. 

B.W.G. 

16 

152 

601 

8*66 

7*86 

42*50 

687 

23.40 

15-7       B.W.6. 

15       i 

8.W.G. 

16 

168 

608 

8-59 

7^90 

42^70 

68-8 

28-40 

15-7 

S.W.G. 

15       1 

B.^kS. 

18 

162 

600 

8*66 

7-84 

42*70 

63-8 

28*40 

15-7 

B.<kS. 

13      ; 

B.W.G. 

16 

124 

406 

2*86 

6*22 

62*60 

78*2 

19*10 

12-8 

B.W.O. 

16       1 

B.dkS. 

14 

120 

897 

2*28 

4-93 

64-00 

80*4 

18*60 

12-4      ,  B.  A  S. 

14        1 

8.W.O. 

16 

120 

897 

2*28 

4*91 

6420 

80*7 

18*50 

12-4      !8.W.O. 

16 

B.W.G. 

17 

09 

825 

1-50 

8*81 

66-00 

96-2 

15*20 

10*2       B.W.G. 

17 

B.&8. 

16 

96 

815 

1-40 

8*10 

68^00 

101 

14-70 

9*86 

B.<fcS. 

16 

8.W.G. 

17 

92 

804 

1-80 

2*88 

70^50 

106 

14*15 

9*49 

8.W.G. 

17       1 

B.&S. 

liB 

78 

249 

•886 

1^96 

86-00 

128 

11*80 

7*82 

B.dkB. 

16 

B.W.G. 

18 

71 

282 

•767 

1-09 

92-70 

188 

10-80 

727 

B.W.G. 

18       1 

8.W.G. 

18 

68-8 

224 

•707 

1^66 

9610 

148 

10*89 

6*97 

S.W.G. 

18 

B.dkS. 

17 

60*4 

196 

•668 

1^28 

108 

161 

9-23 

6-20 

B.^kS. 

17 

B.W.G. 

19 

61-8 

170 

•413 

•910 

126 

187 

7*96 

6*84 

B.W.G. 

10 

B.A8. 

18 

47-8 

167 

•850 

•772 

186 

208 

7*88 

4-92 

B.  AS. 

18 

8.W.G. 

19 

47-8 

156 

•840 

•760 

189 

207 

7-20 

4-84 

8.W.G. 

19 

1mm. 

45-6 

149 

•820 

•706 

142 

812 

^0 

4-78 

lmm.{      ... 

8.W.G. 

20 

88-4 

126 

•222 

•491 

171 

268 

5-84 

8*92 

S.W.O. 

20       I 

B.^kS. 

19 

87-8 

124 

•220 

•486 

178 

257 

5-81 

8*90 

B.<fcS. 

19 

•9  mm. 

87-0 

121 

•210 

•460 

176 

263 

6*6 

3*79 

-9  mm.,      ... 

B.W.G. 

20 

360 

118 

•199 

•489 

182 

270 

6*62 

3-71 

B.W.G. 

20 

S.W.G. 

21 

80-2 

99-0 

•189 

•807 

217 

823 

4*62 

3*10 

8.W.G. 

21 

B.W.O. 

21 

80-2 

96*9 

•139 

•807 

217 

823 

4*62 

3*10 

B.W.G. 

21 

B.<k8. 

20 

80-2 

98-7 

•188 

•306 

217 

823 

4*62 

8*10 

B.<ftS. 

20 

-8  mm. 

... 

29-1 

95-0 

180 

•286 

228 

832 

4-48 

SO 

•8  mm. 

.. 

B.dkS. 

21 

28-7 

77-5 

•0870 

•192 

274 

408 

3*66 

2-46 

B.<ftS. 

21 

B.W.G. 

22 

28-0 

76-5 

•0816 

•180 

283 

421 

8-68 

2*37 

B.W.G. 

22 

R.W.G. 

22 

28-0 

75-8 

•0816 

•180 

284 

422 

8*68 

2*37 

8.W.G. 

22 

'7  mm. 

... 

22-5 

78-6 

•077 

•169 

280 

484 

8*42 

2*8 

•7  mm. 

... 

B.&S. 

23 

18-9 

621 

•0548 

•121 

846 

614 

2*90 

1-96 

B.AS. 

22 

B.W.G. 

28 

18-4 

60*0 

•0516 

•114 

356 

520 

2*82 

1*89 

B.W.G. 

2S 

1  S.W.G. 

28 

170 

&5-6 

*0442 

•0976 

886 

670 

2*69 

1*74 

8.W.G. 

28 

*6mm. 

16-4 

63'5 

•041 

•090 

898 

603 

2-5 

1*68 

•6  mm. 

... 

B.A8. 

28 

16-0 

49-2 

•0648 

•0769 

486 

648 

2-29 

1-64 

B.dbS. 

28 

B.W.Q. 

24 

14-2 

46-8 

•0806 

•068 

460 

688 

2-19 

1*47 

B.W.G. 

24 

S.W.G. 

24 

14-2 

46-8 

•0806 

•0686 

460 

683 

2-18 

1*46 

a.w.G. 
9.  A  8. 

24 

B.AS. 

24 

11-8 

88-6 

•0216 

•0477 

660 

818 

1-82 

1*22 

84 

B.W.Q. 

25 

11-8 

88-6 

•0216 

•0468 

666 

886 

1*80 

1*21 

B.W.O. 

25 

8.W.G. 

1 

26 

11*8 

88-6 

•0216 

•U468 

666 

826 

1*80 

1*21 

8.W.G. 

25 
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RELATIONS  BETWEEN  WEIGHTS,  LENGTHS,  AND  RESISTANCES— 

continued. 


i 

KHo- 

Gauge 
Name. 

Oaage 
No! 

Metiea 
Ohm 

atao'c. 

Feet 

Ohm 
at  20*  C. 

Kllograma 

Ohm 
atSO'C 

Lba.  per 

Ohm       1 
at  20'  C.    1 

Metres 

per 

KUogmm. 

Feet 
per  lb. 

grama 

Klto. 
metre 
(Bare). 

Lba.  per 

lOOO' 

(Bare). 

Gauge 
Name. 

Gauge 
No. 

■5  mm. 

... 

U-4 

87-2 

•0196 

•0485 

580 

860 

1^74 

117 

•5  mm. 

... 

B.W.O. 

26 

9-6 

81-0 

•0139 

•0807 

686 

1020 

1^46 

•981 

B.W.G. 

26 

S.W.G. 

26 

9-6 

31*0     i 

•0189 

•0806 

686 

1020 

146 

•960 

S.W.G. 

26 

B,  <&  S. 

25 

9*45 

30-8 

•0136 

•0800 

603 

1030 

146 

•97 

B.AS. 

26 

«  W.G. 

27 

7-95 

26-1 

•00060 

•0212 

827 

1230 

121 

•814 

S.W.G. 

27 

,V.G. 

27 

7-68 

24*7     1 

•00666 

•0191 

868 

1290 

116 

•775 

B.W.G. 

27 

&S. 

26 

7-46 

24*5     1 

■00857 

•0189 

876 

1300 

1-14 

•769 

B.dkS. 

26 

'^. 

7-3 

24 

•00616 

•0178 

894 

1860 

1^12 

•740 

•4  mm. 

ri.W.G. 

28 

6-46 

21-2 

•00689 

•0141 

1016 

1510 

•086 

•668 

8.W.G. 

28 

B.  &  S. 

27 

5-94 

19-5     , 

•00680 

•0119 

1100 

1640 

•906 

•610 

B.<fcS. 

27 

B.W.G. 

28 

6*76 

18-9     , 

•00508 

•0112 

1136 

1600 

•882 

•588 

B.W.G. 

28 

8.W.O. 

29 

5-46 

179 

•00464 

•0100 

1206 

1790 

•884 

•560 

S.W.G. 

29 

B.W.G. 

20 

4-W 

16-8   r 

•00878 

•00635 

1319 

1960 

•762 

-512 

B.W.G. 

29 

B.  ct  8. 

28 

4*69 

154      1 

00337 

•00747 

1390 

2070 

•720 

•484 

B.ifeS. 

28 

S.W.G. 

80 

4*54 

14-9     , 

■00814 

•00684 

1444 

2150 

•692 

•465 

S.W.G. 

30 

B.W.G. 

30 

4-24 

18*9 

•00275 

•00606 

1540 

2200 

•650 

•486 

B.W.G. 

30 

B.<ft9. 

29 

41 

18-4 

•00258 

•00570 

1580 

2360 

•626 

•41 

B.^kS. 

29 

S.W.G. 

81 

3-96 

130 

•00240 

•00530 

1663 

2460 

•606 

•407 

S.W.G. 

81 

S.W.G. 

82 

3-46 

11*3 

*00181 

•00399 

1900 

2830 

-625 

•863 

S.W.G. 

32 

B.  <&S. 

80 

2-96 

9*71 

•U0134 

•00296 

2210 

8290 

•452 

•304 

B.A8. 

80 

B.W.O. 

81 

2*96 

9-66 

•00182 

•00292 

2218 

8800 

•446 

•303 

RW.G. 

31 

S.W.G. 

88 

2*96 

970 

•00188 

•00204 

2224 

3310 

•451 

•303 

8.W.G. 

88 

S.W.G. 

84 

2*60 

8-20 

•000962 

•00210 

2628 

8910 

•881 

•266 

8.W.G. 

34 

B.W.G. 

82 

2*36 

7*82 

•000670 

•00192 

2741 

4060 

•366 

•245 

B.W.G. 

82 

B.&S. 

81 

2*84 

7*70 

•000844 

•00186 

2700 

4160 

•869 

•241 

B.^kS. 

31 

S.W.G. 

85 

209 

6*86 

•000666 

•00147 

8146 

4680 

•318 

•218 

S.W.G. 

85 

B.W.G. 

83 

1-89 

618 

•000644 

•00120 

3470 

5160 

•289 

•191 

B.W.G. 

38 

B.  &S. 

82 

1-86 

611 

•000630 

•00117 

8615 

6280 

•284 

•191 

B.&S. 

32 

•2  mm. 

1*82 

6^0 

•000505 

•00111 

8600 

6400 

•277 

•185 

'2  mm. 

S.W.G. 

86 

1*71 

5*60 

•000442 

•000976 

8840 

6720 

•261 

•175 

S.W.G. 

36 

B.&S. 

83 

1*48 

4*84 

•000883 

•000736 

4430 

6600 

•226 

•152 

B.<kS. 

38 

B.W.G. 

84 

1*44 

4*73 

•000318 

•000702 

4525 

6740 

•220 

•148 

B.W.G. 

84 

S.W.G. 

87 

1*87 

4-49 

•000283 

•000626 

4820 

7160 

•208 

•140 

S.W.G. 

37 

B.  <ft8. 

34 

1*17 

3-84 

•000210 

•000462 

5680 

8810 

•179 

•120 

B.dkS. 

84 

S.W.G. 

88 

1*06 

346 

•000172 

•000879 

6170 

9180 

•162 

•109 

S.W.G. 

38 

B.  &S. 

86 

9*80 

806 

•000132 

•000291 

7060 

10600 

•142 

•0664 

B.^kS. 

35 

S.W.G. 

89 

•798 

2-62 

•0000970 

•000214 

820O 

12200 

•122 

•0818 

S.W.Q. 

89 

B.4ftS. 

36 

•785 

2*41 

•0000630 

•000183 

8875 

18200 

113 

•0767 

B.AS. 

86 

B.W.O. 

35 

•786 

2-41 

•0000830 

•000183 

8876 

18200 

•113 

■0767 

B.W.O. 

86 

S.W.G. 

40 

•683 

2*24 

•0000707 

•000156 

9610 

14800 

•104 

•0607 

S.W.G. 

40 

B.  <fcS. 

87 

•586 

1-92 

•0000522 

•000116 

10220 

16700 

•0694 

•0600 

B.A8. 

37 

S.W.G. 

41 

•574 

1^88 

•0000499 

•000110 

11600 

17100 

•0874 

•0586 

8.W.G. 

41 

B.W.O. 

86 

•472 

1-55 

•0000639 

•0000748 

18900 

20700 

•0720 

•0484 

B.W.G. 

36 

S.W.G. 

42 

•472 

1-66 

■0000840 

•0000750 

13000 

20700 

•0720 

•0484 

S.W.G. 

42 

B.4S. 

38 

•463 

1^62 

•0000827 

■0000721 

14120 

21000 

•0709 

•0476 

B.^k8. 

38 

*1  mm. 

... 

•455 

1^40 

•O0OU32 

•0000706 

14200 

21200 

•07 

•0473 

•imm. 

1   - 

S.W.G. 

48 

•382 

1-25 

•0000223 

•0000492 

17130 

25600 

•0584 

-0392 

8.W.G. 

43 

B.  AS. 

SO 

•866 

1^20 

•0000206 

•0000456 

17800 

26500 

•0661 

•0377 

B.<fcS. 

39 

S.W.G. 

44 

•302 

•990 

•0000189 

•0000306 

21700 

32300 

•0462 

•0310 

3.W.O. 

.      44 

B.  (SsS. 

40 

•291 

•955 

•0000180 

•0000286 

22440 

83400 

•0445 

•0299 

B.4ftS. 

40 

S.W.G. 

45 

•281 

•768 

•0000U816 

•0000180 

28400 

42200 

•0853 

•0237 

8.W.O. 

46 

S.W.G. 

46 

•171 

•560 

•00O0O442 

•00000975 

88600 

57400 

•0259 

-0174 

S.W.G. 

46 

S.W.G. 

47 

•118 

•388 

•00000218 

•00000469 

55600 

82600 

•0180 

•0121 

S.W.G. 

47 

3.W.G. 

48 

•0756 

•248 

•000000675 

•00000198 

86760 

126000 

•0115 

•00774 

S.W.G. 

!      ^ 

3.W.O. 

40 

•0424 

'189 

•000000274 

•000000605 

164800 

280000 

•00660 

•00486 

S.W.G. 

49 

3.W.O. 

60 

•0296 

•0970 

•000000188 

•000000298 

218500 

831000 

•00451 

•00308 

S.W.O. 

1      M 
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A,  182,  885 
All-day  economy,  9 

Alioth  Go.'s  motors  and  coils,  160,  417 
Allgemeine  £.  G.  motors,  240 
Allmanna   Svenska  E.   A.   motors,   140, 

487. 
Alternating  versus  continnona  motors,  1 

—  supply,  285 

—  transformer  regulation,  7 
American  I.  £.  £.  rules,  114 
Apparent  efficiency  of  induction  motors, 

298,  898 
Areas,  equivalent,  448 
Armature  ampere  turns  per  pole,  9 

—  copper  cost,  109 

—  interference,  9 

—  im  loss,  28 

—  slots,  choice  of  number,  86 

—  windings,  44,  160 

—  8  and  4  turn  comparison,  189 
Arnold  on  induction  motors,  818 
Auto-transformer,  246 

B,  132,  885 

BatcJielder's  winding,  168 
Bedell  on  circle  diagram,  853 
Behrend's  <*The  Induction  Motor,"  308, 

858 
Berlin-Zosaen  railway  motors,  240 
Berliner  Mach.  A.  G.  motors,  407 
BUmdel  on  circle  diagram,  853 
Bradley,  Mr  C,  S,,  external  movable  field, 

276 
Breadth  coefficient,  327,  875,  889 
British  Thomson  Houston   compensator, 

248,  245 
British  Westinghouse  compensator,  245 
Brawn,  Boreri  A  Co.^a  motors,  890,  398 
Brush  contact  resistance,  102 

—  position  and  speed,  7,  36,  40 

—  pressure,  104 

C,  C,  Cr,  888,  420,  487 
Castle  motor,  92 

Oircle  diagram,  and  advantages  of,  858, 
882,  885 


Circle  diagram,  diameter,  380 

Clayton's,  Mr  A.   V„  designs,  119,  149, 

224 
Coal-cutting  by  induction  motors,  247 
Commutation,  .satisfactory,  38 
Commutator  conductivity  and    material, 

106 

—  cost  per  ampere,  108 

—  design,  102 

~  losses,  82,  34,  104 

—  mica,  106 

—  sparking,  88,  48 

—  in  alternating  machines,  488 
Comparative  designs  C.   C.   motors,   15, 

171 

shunt,  compound,  series,  59,  69 

Compensator  method  of  starting,  240,  245, 

880 
Compound  wound  motors,  52,  147 
Conductivity  of  iron  and  tteel,  24 
Constant  s})eed  motors,  293 
Contact  resistance,  carbon  and  copper,  102 
Continuous  current  motors,  5 

—  versus  induction  motors,  293,  296 
Control  of  motors,  56 

Cooling,  rate  of,  414 

Co-ordination    of   H.P.,   speed,    voltage, 

capacity,  169 
Copper  in  field  spool,  weight,  cost,  26, 

109 
Core  losses,  continuous  current,  80 

—  —  induction  motors,  331 

Cost  per  H.P.,  C.  C.  motors,  110,  188 

—  specific,  of  material,  198 

—  field  and  armature  copper,  109 
Coupling,  automatic  hydraulic,  246 
Cross  ampere  turns,  11 

Current  density  armature,  28 

—  —  squirrel  cage  end  rings,  405 

D,  kilolines  density  below  slots,  30 

A.  S88 

DanieUon,  Mr  Ernst,  140,  417 

Demagnetising  turns,  11 

Designs  of  a  group  of  motors,  77 

Dettmar  on  standardiiation,  114,  116 
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Dick,  Kerr  A  Co,*s  designs,  258,  427 
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—  Behrend's  formala,  886 

—  Behn-Kschenburg*s  fonnula,  486 

—  Hobart's  closest  results,  419,  487 

—  —  squirrel  cage,  487 

Dunn,  Mr  O,  S,,  alternating  distribution. 
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E,  8,  827 

E»,  Ep,  £«,  839 

EboraU,  Mr,  268,  806,  810 

Economy  obtainablK  over  present,  184 

Eflaciency,  high,  at  low  loads,  8 

—  shunt,  series,  compound,  69 

—  point  of  maximum,  17 
Eiekemeyer^s  form  wound  coils,  161 
Elektriska  Aktiebol.   Magnet,    119,   149, 

224. 
Embedded  length  of  winding,  42 
English  verstts  American  induction  motors, 

296 
Equalising  current  in  eccentric  rotor,  818 
Equivalent  depth  of  air  gap,  380 

—  secondary  current,  896 
Ewing*8  permeameter,  282 

Field  magnet  winding  calculated,  24,  76 

—  —    —  cost,  109 

—  —  cores,  types,  27 

Field,  Mr  M.  B,,  on  single  phase,  etc., 

287 
Form  wound  coils,  160 
Free  length  of  winding,  42 
Frequency  and  speed,  236,  305 

—  —  power  faotor,  808 

—  low,  speed  high,  809 

Gas  engine  speeds,  234 
Generators,  motor-driven,  8 
German  guarantees,  114 
Ooldsbotvugh,  Prof.,  on  induction  versus 
0.  C.  motors,  116,  296 

H,  Hi,  Ha,  420,  462 
H^  H«,  889 
Hawkins,  Mr,  11 

Heat  radiation,  semi-  and  totally-enclosed, 
411 

—  tests  on  induction  motor,  407,  411 
HeyUmd  diagram,  858 

High  speed  railway  motors,  240 

HStarCs  winding,  166 

Holiday's  induction  motor  coal  cutter,  247 

Holmes,  J,  H,  A  Co.\  Castle  motor,  92 

Hapkinson's  efficiency  test,  80 

Hopps,  Mr  £,,  tests  on  skin  effect,  279 

Hysteresis  in  primary,  239 

—  —  armature,  29 

I,  I«.  I.,  8,  840 

Inch  equivalents  in  millimetres,  443 

Inductance  of  windings,  832 


Induction  motors,  sphere  of  usefulness, 
806 

—  —  design,  289,  810 

—  —  calculations  for,  828,  840 

—  —  elementary  calculations,  340 

—  —  for  lifts,  801 

—  ~  magnetic  flux,  819,  335 

—  —  core  loss  curve,  381 

—  —  properties  of  8-phase,  818 
Intermittent  rating,  416 

Johnaon-Lundell  traction  motor,  204 

Kapp,  Mr  Oisberl,  on  induction  motors, 

260,  818,  830 
Kiwh€ai,    Mr    P,    M.,    on    alternating 

motors,  805 
Klingenherg,   Prof.   Dr,   **Elek.   Kons,," 
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KoJhen  A  Cc's  motors,  31 1 

K  A^i  ^y  390,  398 

Lahmeyer's  slip  ring  device,  258,  256 
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Lang's,  Mr  Ouslaf,    tests    on    tramway 

motors,  206 
Lanffdon-Davies  form  eoUs,  162 
Leakage  faotor,  385,  419,  436 
Le  Carbone  brushes,  103 
Lift  motors,  types  compared,  296,  301 
Lindstrom's  reactance  in  secondaiy,  286 
Losses,  absolute  value  of,  71 

—  separating,  20 
Low  load  losses,  6 
Ludvika  motors,  119 

Lundell,  Mr  Robert,  double  commutaUir 
motor,  206 

M,  Mp,  'hUg,  Mf,  8,  835 

Magnetic  density  air,  iron,  steel,  20 

—  reluctance  armature  teeth,  22 

—  flux,  29,  319,  386 

—  leakage,  12 

—  material,  merits  of,  23 
Magneto-motive  force,  resultant  8  phases, 

830 
Magnetising  current,  819 
MalleU*8  srmatnre  coil,  1G3 
Material  for  magnet  cores,  23 
Mavor^s,  Mr  H.  A.,  design,  128,  139 
Metric  lengths  and  areas,  443 
Motor  generators,  8 
Motors,  continuous  current — 

Series,  8^  H.P.,  69 

—  10       „      110  volts,  139 

—  38       „  66 

—  45       „      500      „      225 

—  100       „  77 

—  117       „  66 
Shunt,  5  H.P.,  220  volts,    82 

—  5       „     260      „        128 

—  10      „     500      „       94 

—  15      ,,220      „        28 

—  16-21    „       „       „       182 
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Motors,  continuous 
Shunt,  20  H.P. 

-  26     „ 
T-       27     „ 

-  80      „ 

-  85     „ 

-  50      „ 

-  100   H.P., 

16.77 

-  120  H.P., 
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Compound,  8 A 

-  25H.P., 
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>i  f>  II  i»  '' 
i»      »»      i>        II      '• 
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N,  Np, 

N„ 

8,840 
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lamp  life, 

282 

Oelachlager  on  rating  intermittent  work, 

116 
Oerlikon  machine  works,  436 
Open  motors  adapted  to  enclosed  type,  182 
Osnos*  divided  end  rings,  312 
Oudifi   on   standard  polyphase  systems, 

317 

Pi  P,  Pf  8,  38,  98 

0,  336,  340,  347,  374 

Persson  ds  TkomaonU  winding,  163 

Phases,  same  generator  on  single  or  three, 

238      • 
Phase  transformer,  272 
Polar  pitch,  332,  398,  415 
Pole  face  of  cast  iron,  90 
Pol^hase  currents,  desirability  of,  229 
Posiuon  of  brushes  and  speed,  7 
Power  factor,  maximum,  887 


Q,  412 

R,  8,  405 

Railway  motor,  66 

Rating  of  C.  G.  motors  open  and  enclosed, 
13 

—  —  induction     motor,    intermittent 

work,  416 
Reactance  of  motor  determined,  266,  380 

—  voltage  in  commutation,  37,  46 

—  —  two  circuit  winding,  48 

—  —  series  motor,  57 

—  small,  with  wide  neutral  zone,  40 
Regulation   lighting   direct   from    trans- 
formers, 7,  235 

—  with  motor  generators,  235 

—  of  speed,  7 

—  in  long  transmissions,  236 
Reluctance  of  teeth,  21 
Resistance  of  iron  and  steel,  24 

—  —  copper  wires,  446 
BoewUr  on  smnsoidal  curves,  404 
Rolling  mill  motora,  selecting,  147,  295 
RotherCs  winding,  162,  353 

Rotors  with  slip  rings,  252 

S,  8,  Say  8,  411 

(T,  385,  420,  436 

Saturation  curves,  20 

Schuckert  starter,  etc.,  249,  258 

Schwartzkopf  tests,  406 

Sc(Mi  Mr  G,  F,,  on  alternating  currents, 

293,  300 
Seefehlner  on  weights  of  shunt  motors,  116 
Secondary  circuits  armature  form  winding, 

148 
Series  motors,  55,  117 
Series  parallel  double  commutator  motors, 

204 
Sever,  Prof,,  on  lift  motors,  301 
Shortest  armature  coil,  165 
Short  circuiting  slip  rings,  253 
Shunt  motors  weight,  116 
Sietnens  dSs  HtUake  and  Siemem  Bros,,  240, 

260 
Silk  as  insulation,  224 
Single  phase  induction  motor  inferior,  237 

—  —  commutator  motors,  438 
Skin  effect,  277 

Slip  and  secondary  VR,  361,  403 

Slot  dimensions  and  insulation,  86,  90,  92 

Slow  speed  induction  motors,  307 

Soames  form  coil,  162 

Soci^t^    Internationale   des    Electriciens, 

270,  274 
Space  factor  of  armature  slots,  72 

—  —    —  field  spools,  75 
Sparking,  33 

—  with   increasing    load   series   versw 

shunt,  58 
Specific  resistance,  iron  and  steel,  24 

—  —  copper,  28 

—  —  carbon,  102 
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Speed  iudeiiuite,  oue  rotor  reaistance  point, 
816 

—  varied  in  0.  C.  motors,  56,  201,  203 

—  —  by  indactance  in  primary,  816 

—  —    —  resistance    —    —    816 

—  —    —    —  in  secondary,  815 

—  —    —  potential  control,  815 

—  —    —  varyingnuniberof  poles,  818 

—  —    —  separate  winding,  818 

—  regulation  and  brnsh  position,'  7 

—  variation  in  parallel  running  alter- 

nators, 288 
Spreading  coefficient,  829 
Squirrel  cage  versus  slip  ring,  240,  810 

—  —    —  copper  loss,  404 

—  —    —  winding,  406 
Standardizing  rules,  Verband  D.  £.,  112 

—  —  Amer.  L  E.  K,  114 
Starting  induction  motors,  289,  380 

—  squirrel  cage,     —    240 
-—  Boucherot's  metho<1,  266 

—  Bradley's,     —    276 

—  British  Thomson  Houston    —    246 

—  —  Westinghouse,    —     246 

—  Compensator,    —    880 

—  Gorces    —    260 

—  Fischer-Hinnen's,    —    286,  291 

—  Hobart's    —    275,  277 

—  Holiday's    —    247 

—  Lahmeyer's    —    266 

—  Lindstrom    —    286 

—  Meyer's    —    249 

—  Schuckert*8    —    249,  258 

—  Zani's    —    267,  286 

—  without  load,  246 

—  reducing  current  at,  376 
Steam  turbine  alternators,  230 
Steinmetz,    true     field     for     alternating 

currents,  296,  858 
Storer^s  multivoltage  speed  control,  203 
Stray  losses  in  commutation,  84 
Sylvander,  Mr,  224 

T,  <,  8,  97,  411 

T,  898 

Temperature,  mean,  of  whole  motor,  418 

—  rise,  thermometer  versus  resistance,  82 


Temperature  rise,  armature,  31 
Testing  by  Hopkinson's  method,  80 

—  induction  motor's  performance,  881, 

407 

—  voltage,  116 
Thompson,  Prof.,  818 
Torque  curves,  61,  62 

—  reduced  by  Y  connection,  878 

—  of  induction  motors,  364 
Traditional  lines  of  design,  171 
Tramway  motors,  64,  66,  204 

—  transformers,  238 

Turbine  speeds  and  C.  C.  generators,  230 

u,  155 

Union  Elek.  GeselL  motors,  94 

V,  42 

Varying  speed,  0.  G.  motors,  202 

—  —  induction  motors,  300 
Voltage,  internal,  7 

Verband  Deutscher  Elek.  rules,  112 
Vu^erSy  Sons  A  MaxiitCs  motors,  82 

Wave  form,  404 

IVebher^s  windings,  161 

Weight  per  H.P.,  C.  C.  motors,  111 

—  of  shunt  and  series  motors,  116,  117 
Westeras  motors,  140,  417 
Wightman  on  distortion  in  armatures,  11 
Wuliamson,  Mr  A,  D,,  test  and  data,  82 
Windings,  two  circuit  and  multiple,  44 

—  bar  versus  coil,  88,  91 
Wire  tables,  diameter,  areas,  448 

—  —  resistances,  446 

—  —  relative   weight,    length,  resist- 

ance, 449 
Wound  rotors  without  slip  rings,  250 

X,  486 

Zanies,  Mr  A.  P.,  designs,  258,  267,  286, 

427 
Ziehl  on  heating,  407 
ZiehVs  divided  end  ring,  814 
Zigzag  flux,  833    ^^^ 

—  dispersion,  888,  420 
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